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JANUARY 4, 1947 


1946—The Year of the Status Quo 


The people of the world generally have said fare- 

© well to 1946 without regret. If history accords it 

a place at all, it will be remembered as a year of futility 

and fumbling, a year in which the most widespread 
human emotion was one of uncertainty and unease. 

As the leaves of the calendar fell, one after an- 
other, the hoped-for fruits of the costliest war in his- 
tory, in life, money and misery, seemed to fade further 
into the mists of things hardly to be realized. About the 
most tangible thing along that line was a growing cer- 
tainty that the blood and treasure had been poured out 
to no purpose. Little optimism for better things to 
come in 1947 marked the synthetic hilarity traditional 
to the welcoming of a new year. 

What has been said can also be applied, perhaps in 
a lesser measure, to the general feeling about transpor- 
tation in 1946. It was largely a year of waiting and 
hoping, ending on a note not quite so enthusiastically 
optimistic as it had begun. 

Of tangible progress, little evidence was apparent 
at the year’s end. True, in the “New Year’s gift” to the 
railroads of rate increases bidding fair to add some- 
where in the neighborhood of a billion dollars to rev- 
enue in 1947, and the prospect that comparable relief 
might soon be forthcoming for highway transportation, 
there was some basis for the hope that 1947 might see 
the beginning of the planned program of improvement, 
already delayed for well over a year beyond the end 
of the war. 

Here. and there one might see, in a few bright 
hew passenger cars, in added switching and road-haul 
locomotives, in occasional new trucks on the highway, 
in the beginnings of what looked like an eventual sys- 
tem of cargo carriage by air, and in the reappearance 
of privately owned vessels in ocean, coastal and inland 
water transportation, encouraging signs. But in the 
larger matters—more adequate, faster, and cheaper 
service—the year was a monument to the so-called 
status quo, which some wit has described as “continu- 
ing on in the tough fix we are now in.” 

Chief among those factors has been the continuing 
shortage of equipment. Deliveries of new freight cars, 
for instance, have been little greater in number than 
enforced retirement of outworn cars. Meanwhile, the 
traffic load attained an all-time peace year peak—was 
in fact, down very little from the war peak. Up to and 
including the week of December 21, according to the 


figures, the total carloadings for 1946 were less than 
two per cent lower than for 1945, which, in turn, were 
down also less than two per cent from the peak year of 
1944. 

Instead of an easing in the tight equipment situa- 
tion, the fall months of 1946 brought what Director 
Johnson, of the Office of Defense Transportation, called 
the most serious crisis of its kind ever experienced by 
the railroads. 

The crisis was weathered, but that was accom- 
plished only by the concentration of all energies in that 
direction. There was no time for thinking about im- 
provement while the world of transportation was bend- 
ing its energies to avoid a breakdown. 

Those who looked for an improvement in freight 
schedules, which deteriorated badly in the war years, 
have as yet seen no move in that direction—nor even 


any signs to point toward that improvement in the near 
future. 


HESE THINGS lie at the door of no man or group 

concerned in transportation. They, like all other im- 
pediments to reconversion to sound peacetime economy, 
are the product of social forces exemplified in the wave 
of strikes. At midyear we predicted a lessening of the 
industry-labor tension in the last half of the year. 
Events proved us wrong. Despite that, however, we re- 
peat the prediction here, not because we see at the 
moment any change in the general feeling, but simply 
because that tendency, like everything else in human 
nature, must reach a term somewhere—and it is diffi- 
cult to see how it can go much further without a com- 
plete economic breakdown. 

The long and noisy 79th Congress came to an end, 
early in the half year covered by the volume of the 
Traffic World which closed with last week’s issue, with- 
out accomplishing much in the way of needed transpor- 
tation legislation. Its most important finished task was 
represented by the Crosser bill which, by liberalizing 
benefits for railroad employes under the railroad retire- 
ment and unemployment insurance acts, placed an 
added burden on the railroads, and consequently on the 
users of them. Concern with other matters, still con- 
nected with the war in one way or the other, killed the 
Bulwinkle bill which would have removed the threat of 
anti-trust prosecution from transportation rate agen- 
cies, although the bill had been passed overwhelmingly 
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Built to accommodate 5 of the largest trucks 
and Trailers on the highways, this receiving 
court is one of the most important features of 
a $1,500,000 Chicago factory. Fully-enclosed 

































loading docks are at truck-bed height. Both y 
outside and inside doors seal off the factory faced 
from inclement weather. Special vents beneath 
the platform take away exhaust gasses. meas! 
Designed and built by The Austin Company, and 1 
this new 120,000 square-foot Chicago factory natio 
is one of the outstanding examples of straight- h 
line production methods. It ties in motor of th 
transport as an integral part of the building. merc 
The enclosed receiving docks are at the front, . 
while shipping docks are located at the end mart 
of the production line, in the rear. many 
corde 
issue 
way, 
1947 
petit 
tion 
inve: 
Good ‘‘beforehand’’ planning in this building is ne 
design, which puts emphasis on motor transport, 
is paying dividends to the owners of The American H 
Paper Goods Company, of Chicago. T; 
The site for the building was selected with care on coast- The 
to-coast U. S. Highway 12, only a few hundred yards deed 
from Illinois 50—two main arteries over which paper cot 
- stock must roll to feed the plant. but 
On the drawing board went the plans for the actual pro- forn 
duction line, which motor transport would link with ably 
suppliers hundreds of miles away. Then, around the lat- "tn 
est manufacturing facilities, went the building itself. An 
adequate truck-court where unprocessed stock is received, 
connects the highway with the inside operation. So ac- mas 
cessible is this enclosed receiving-court that trucks and late 
Trailers unload with ease, and perfect protection from mas 
weather—for men and loads—is afforded. = 
If you contemplate building a new plant or remodeling Cou 
your old one, you’ll find it pays to have your architect, dec 
your traffic manager and your motor transport operator ven 
on your planning committee from the very beginning. the 
“SHUTTLE” METHOD LOWERS COSTS! 
: 7 abl; 
World's Largest Builders of Truck-Trailers One small truck can at least double its efficiency if : 
coupled to a Fruehauf “Flyer”. And, by the “shuttle” 
FRUEHAUF TRAILER COMPANY e DETROIT 32 method you can gain still further economies. In many ple’ 
9 Factories — 62 Factory Service Branches hauling operations one truck can thus handle 5 in 
Trailers. While two Trailers are being loaded and the bre 
other two unloaded, the truck works constantly haul- ¥ 
VE 


ing first one and then another. In your planning, 
“shuttle” facilities are well worth consideration. 
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in the House and had had a heavily favorable vote in 
the Senate committee. The only other major piece of 
beneficial transportation legislation, a bill to permit 
voluntary debt adjustment procedures, although passed 
by both houses, got a “pocket veto” from President 
Truman. With the exception of some minor legislation 
—such as that providing for the sale of the govern- 
ment’s wartime cargo fleet to private owners, the ap- 
propriation of money for airport development, and the 
usual rivers and harbors projects, the session, from the 
transportation viewpoint, was a total loss. 

As the 80th Congress settles down to work, it is 
faced with beginning all over on needed transportation 
measures. The only legislative matter to carry over— 
and that merely under resolution—is the inquiry into 
national transportation under way in a subcommittee 
of the House committee on interstate and foreign com- 
merce—the so-called Lea investigation. A report sum- 
marizing the answers to a “questionnaire” to which 
many interested organizations and individuals have ac- 
corded attention in the past year is abstracted in this 
issue of the Traffic World. 


With the Ex Parte 162 general rate case out of the 
way, it appears at the moment that the Commission, in 
1947, will face as its most important tasks the run of 
petitions for general increases in highway transporta- 
tion rates now in the process of being written, and the 
investigation into water competitive rail rates which 
is nearing the hearing stage. 


HE TWO most important pieces of transportation 

litigation made little progress in the last half of 1946. 
The anti-trust suit in the federal court at Lincoln, in- 
deed, stood still so far as the naked eye could detect. 
As it stands at present, the government is scheduled to 
put in its testimony in that case, probably in printed 
form, in April. Rebuttal by the defendants will prob- 
ably await the decision of the U. S. Supreme Court in 
the State of Georgia’s case against the railroads. 

Hearings in the latter were held before a special 
master in. New York, covering several months in the 
late spring and summer. Arguments are set before the 
master in Washington for March of this year. His rec- 
ommendations will probably be made to the Supreme 
Court before the court recesses for the summer, but a 
decision is not expected to come until the court recon- 
venes after that recess. On that schedule, a decision in 
the Lincoln case cannot come until late in 1947—prob- 
ably not until 1948. 

Volume 78 of the Traffic World, which was com- 
pleted with last week’s issue, was not quite as large, 
in the number of pages it contained, as the record- 
breaker of the first half of the year. This was not, how- 
ever, because it contained less important information. 
The Ex Parte 162 proceedings received fuller coverage, 
perhaps, than any similar proceedings in the nearly 
forty years of our existence. 

Hearings, briefs and arguments were all abstracted 
in reports totalling literally hundreds of thousands of 
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words. The decision was reproduced as a special issue 
of the Daily Traffic World and sent to each subscriber 


for the weekly Traffic World by first-class mail at no 
added charge. 


These and many other things were done in the face 
of our own particular labor troubles which took us away 
from our home production source for a long period and 
saddled us with extraordinary problems and expense. 

We do not face the new year with pessimism. True, 
our optimism is rather sober and determined than reck- 
less. In that spirit, we feel, the field of transportation 
may get itself off-center and started along the road of 
sound conservative progress in the year just opening; 


and the Traffic World can continue to serve it diligently 
and faithfully. 


Rail Salaries of $10,000 or More 
in 1945 Totaled $24,696,595 


Commission report shows 1,428 persons received 
$10,000 or more in salaries that year as compared with 
1,097 in 1940. Highest listed salary paid Pennsylvania 
president. Five systems paid their presidents $75,000: 
nine paid $60,000: six paid $50,000; and the N. Y. C. 
and P. R. R. paid certain vice-presidents $60,000 


Officials of railways receiving salaries of $10,000 or more 
in 1945, drew aggregate compensation of $24,696,595 in that 
year, according to a summary of those salaries issued by the 
Commission for the calendar year 1945, statement No. 4630. 
The summary showed that 1,428 persons received salaries of 
$10,000 or more in that year, as compared with 1,097 in 1940, 
and 1,286 in 1943. The summary also showed that 144 rail- 
ways reported salaries of $10,000 or more while 24 railways 
reported no salaries of $10,000 or more. 

For 1945, the top salary, $110,000, was paid to the pres- 
ident of the Pennsylvania system. The second highest salary, 
$100,000, was paid to the president of the Southern Pacific Co. 
The president of the New York Central system received 
$90,000. 

Railroads paying their presidents $75,000, were: C. & O., 
Norfolk & Western, Reading Co., Southern Railway system, 
and Union Pacific Railroad Co. and leased lines (also pays 
chairman of board $75,000). 


In the $60,000 bracket, were the presidents of the follow- 
ing railroads: C. & N. W. system, Erie system, Great Northern, 
Illinois Central system, Missouri Pacific, Northern Pacific, 
C. M. St. P. & P., Delaware & Hudson, and D. L. & W. Also, 
in the $60,000 bracket were the executive vice president of the 
New York Central system, and the vice presidents, operation 
and traffic, of the Pennsylvania system. The president of the 
Boston & Maine received $40,000 from that railroad and $20,000 
from the Maine Central. The C. B. & Q. president received 
$50,000 from that company and $10,000 from the Colorado & 
Southern. 

Railroads paying their presidents $50,000 in 1945, were: 
Louisville & Nashville, N. Y. C. & St. L., Texas & Pacific, Vir- 
ginian, Wabash, and Wheeling & Lake Erie. The C. & O. also 
paid its executive vice president, and the Missouri-Kansas- 
Texas paid its chairman of the board, $50,000. 


The following salaries (not including other compensation 
such as bonus, commission, gift, reward, or fee) were shown 
for presidents and other chief operating officials; the following 
range of salaries was shown for vice presidents; and the fol- 
lowing salaries were shown for freight and passenger officials: 


A. C. & Y.: President, $30,000; vice-presidents, $10,500 and $18,000; 
traffic manager, rates, $11,500; and solicitations, $11,500. 

Aliquippa & Southern: President, $6,400 (and from Monongahela 
Connecting, $9,600); vice-president, $9,720. 

Alton R. R.: Trustee, $25,000; freight traffic manager, $15,000. 

Alton & Southern: President, $15,000. 

Atchison, Topeka & Santa Fe and affiliated companies: President, 
$60,000; vice-presidents, $22,000 to $35,000; passenger traffic manager, 
$15,000; general freight-traffic manager, $12,000. 

Atlanta, Birmingham &-Coast: President, $12,000. 

Atlantic Coast Line: President, $38,000 (also president, A. B. & C.); 
vice-presidents, $25,000; freight-traffic managers, $12,000. 

B. & O. system: President, $60,000; vice-presidents, $25,000 to $45,- 
000; general passenger traffic manager, $20,000; general freight traffic 
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manager, $16,800; freight traffic managers, $13,800 to $14,600; coal traffic 
manager, $11,800. 

Bangor & Aroostook: President, $35,335; vice-president, $12,619. 

Bessemer & Lake Erie: President, $20,000 (also $10,000 from Union 
R. R. Co.); vice-president, $18,000. 

Birmingham Southern: President, $18,000 (also $2,400 from Warrior 
River Terminal). 

Boston & Maine: President, $40,000 (also $20,000 from Maine Cen- 
tral); vice-presidents, $10,000 to $16,500; vice-president traffic, $11,250; 
freight traffic manager, $8,100. < 

Brooklyn Eastern District Terminal: President, $16,500. 

Cambria & Indiana: President, $12,000. 

Central of Georgia: Trustee, $25,000; vice-president and general 
manager, $18,000; general freight traffic manager, $10,000. 

Central of N. J.: Chief executive officer, $40,000; chief traffic officer, 
freight, $17,000; passenger traffic manager, $14,000. 

Chesapeake & Ohio: President, $75,000; vice-presidents, $25,000 to 
$50,000; general freight traffic manager, $14,000; freight traffic manager 
and assistant general freight traffic manager, $12,000. 

C. & E. I.: President, $25,000; vice-presidents, $10,000 to $15,000. 

Chicago & Illinois Midland: Vice-president, $10,000. 

C. & N. W. system: President, $60,000; vice-presidents, $18,000 to 
$35,000; vice-president, traffic, $21,000; traffic managers, $13,500; passen- 
ger traffic manager, $11,700; assistant freight traffic manager, $10,000. 

Chicago & Western Indiana: President, $25,000 (one-half paid by 
Belt Railway of Chicago); vice-president, $13,500. 

C. B. & Q.: President, $50,000 (also $10,000 from Colorado & South- 
ern); executive vice-president, $31,775; vice-president, traffic, $21,000 
(and $4,000 from Colorado and Southern); passenger traffic manager, 
$15,000; general freight traffic managers, $10,000 and $12,000. 

Chicago Great Western: President, $37,500; vice-presidents, $13,000. 

Cc. I. & L.: Co-trustee, $24,000; vice-president, $15,000. 

C. M. St. P. & P.: President, $60.000; vice-president, traffic, $26,000; 
freight traffic manager, $13,500; passenger traffic manager, $11,700. 

Cc. R. I. & P.: Chief executive officer, $48,000 ($3,000 paid by Bur- 
lington-Rock Island); freight traffic officer, $18,000; passenger traffic 
manager, $12,500. 

Chicago Union Station Co.:. General manager, $12.000. 

Colorado & Southern: President, $10,000 (also $50,000 by the Bur- 
lington); executive vice-president, $8,225 (also $31,775 from Burlington) ; 
vice-presidents, $4,000 to $15,000. 

Colorado & Wyoming: Vice-president, $10,000. 

Columbus & Greenville: President, $29,440. 

Conemaugh & Black Lick: President, $20,220; vice-president, $12,500. 

Delaware & Hudson: President, $60,000; vice-presidents, $16,000 to 
$27,000; general traffic manager, $14,000. 

D. L. & W.: President, $60,000; vice-presidents, $25,000; 
traffic manager, $12,000. 
gus0e & R. G. W.: General manager, $25,000; general traffic manager, 
. oe & Salt Lake: President, $20,000 (also $12,000 from D. & 

« hes SES). 

Detroit & Mackinac: President, $12,000. 

Detroit & Toledo Shore Line: General manager, $10,000. 

Detroit, Toledo & Ironton: President, $19,200; vice-president, $13,- 
200; traffic manager, $11,400. 

D. M. & I. R.: President, $30,000; vice-president, $20,000. 

Elgin, Johet & Eastern: President, $30,000; vice-president, $20,000; 
vice-president, traffic, $13,000. 

Erie System: President, $60,000; vice-presidents, $20,000, $30,000. 

Florida East Coast: Trustee, $22,000. 

Fort Worth & Denver: Vice-president, $15.000. 

Georgia & Florida: Receiver and general manager, $10,150 (in- 
cludes $150 from G. & F. Investment Co.). 

Grand Trunk Western (including Muskegon Railway & Navigation 
Co.): General manager, $14,000; freight traffic manager, $10,900. 

Great Northern: President, $60,000; vice-president, operations, 
$40,000; freight traffic manager, $12,000. 

Green Bay & Western: President, $12,000 (also $8,000 from Kewau- 
nee Green Bay & Western, and Ahnapee & Western). 

Gulf, Mobile & Ohio: President, $40,000; vice-presidents, $12,000 to 
$22,000. 

Illinois Central System: President, $60,000; vice-presidents, .$20,000 
to $30.000; general traffic manager, $14,000; freight traffic manager, 
$12,000; passenger traffic manager, $10,800. 

Illinois Terminal: President, $21,000; vice-president, $10,000. 

Kansas City Southern: Chairman of board and president, $36,000; 
vice-president, traffic, $14,500. 

Kansas City Terminal: President, $15,000. 

Kentucky & Indiana Terminal: President and general manager, 
$12,000. 

Lake Superior & Ishpeming: Vice-president and general manager, 
$19,148. 

Lehigh & Hudson River: President and general manager, $20,000. 

Lehigh & New England: Executive vice-president and general man- 
ager, $18.400; president, $16,250. 

Lehigh Valley; President, $50,000; vice-president, $22,500; 
traffic managers, $11,550, $10,900. 

Long Island: General attorney, $22,000. 

Louisiana & Arkansas: Assistant vice-president, $12,420. 

Louisville & Nashville: President, $50,000; chairman of board, 
$25.000 (also $25,000 from A. C. L.); vice-presidents, $25.000, $23,000; 
coal traffic manager, $12.000; freight traffic managers, $12.000. 

Maine Central: Executive vice-president, $21.600; president. $20.000 
(also $40,000 from B. & M.); vice-presidents, $10,000 (also $12.000 from 
B. & M.); other vice-presidents, including salaries from B. & M., 
$22,000. $21,600, $15,000. and $14,000. 

Midland Valley: President,. $40,000; vice-president, .$15,000; chair- 
man, $13.200. 

Minneapolis & St. Louis: President, $40,000; vice-presidents, $18,000. 

Soo Line: President, $40,000; vice-presidents, $20,000, $18,000; gen- 
eral traffic manager, $13,200. 

Minnesota Transfer: President, $1,500 (also salary from Northern 
Pacific as vice president and St. Paul Union Depot as president, $31,500), 


freight 


freight 
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Mississippi Central: Vice president and general manager, $12,000. 

M.-K.-T. and controlled companies: Chairman of board, $50,000; 
president, $35,000; vice president, traffic, $20,000; general traffic man- 
ager, $15,000; freight traffic manager, $11,000. 

Missouri Pacific: Chief executive officer, $60,000; trustee, $30,000; 
senior executive assistants, $30,000, $25,000; chief traffic officer, $21,000; 
chief operating officer, $21,000; general freight traffic manager, $16,000; 
freight traffic managers, $10,000. 

Monongahela Connecting: Vice president and superintendent, $10,- 
000; president and treasurer, $9,600 (also $6,400 from Aliquippa & 
Southern). i 

Montour R. R.: President, $23,500. 

Nashville, Chattanooga & St. Louis: President, $25,000; vice presi- 
dent, traffic, $15,000. 

New Orleans, Texas & Mexico: General manager, $10,041. 

New York Central system: President, $90,000; executive vice pres- 
ident, $60,000; vice presidents, $20,000 to $38,000; vice president, traffic, 
$33,000; vice president, freight traffic, $30,000; freight traffic managcrs, 
$15,000; passenger traffic manager, $13,800; general coal traffic man- 
ager, $13,500. 

N. Y. C. & St. L.: President, $50,000; vice president, traffic, $27,000; 
freight traffic managers, $13,000, $12,000. 

New Haven: President and trustee, $36,000; vice presidents, $14,000 
to $28,000; freight traffic manager, $10,800. 

New York, Ontario & Western: Trustee, $12,290; vice president, 
traffic, $10,200. 

New York, Susquehanna & Western: Trustee, $20,000. 

Newburg & South Shore: President, $12,000. 

Norfolk & Western: President, $75,000; vice president, traffic, 
$33,000; general traffic manager, $13,200; coal traffic manager, $11,200; 
freight traffic manager, $10,600; passenger traffic manager, $10,000. 

Norfolk Southern: President, $22,400. 

Northern Pacific: President, $60,000; vice president, traffic, $25,000; 
general freight traffic manager, $12,000; passenger traffic manager, 
$10,200; western traffic manager, $10,200. 

Pennsylvania system: President, $110,000; vice presidents, traffic 
and operation, $60,000; general traffic manager, $25,000; general traffic 
manager, coal, $25,000; chief of freight transportation, $23,500; chief 
of passenger transportation, $21,000; passenger traffic manager, $19,519; 
coal traffic manager, $18,000; perishable traffic manager, New York, 
N. Y., $13,000. 

Pennsylvania-Reading Seashore: General manager and traffic man- 
ager, $12,000. 

Peoria & Pekin Union: President, $15,000. 

Pere Marquette: President, $53,000; freight traffic manager, $14,000. 

Pittsburg & Shawmut: President, $13,500. 

Pittsburgh & W. Va.: President, $35,000; 
$12,000. 

Reading Co.: President, $75,000; vice president, freight traffic, 
$22,500; passenger traffic manager, $16,000; general freight traffic man- 
ager, $11,700. ' 

Richmond, Fredericksburg & Potomac: 
manager, $10,000. 

St. Louis-San Francisco system: Trustee, $30,000; 
officer, $19,000. 

St. Louis Southwestern and affiliated companies: 
officer, $30,000; 
ager, $12,000. 

St. Paul Union Depot: Vice president and general manager, $10,000; 
president, $1,500 (also $31,500 from N. P. as vice president and Minne- 
sota Transfer as president). 


Seaboard: Receiver, $40,000; chief. freight traffic officer, $18,000; 
passenger traffic manager, $13,000. 


vice president, traffic, 


President, $18,000; traffic 
chief traffic 


Chief executive 


Southern Pacific: President, $100,000; vice-president, system freight : 


traffic, $30,000; vice-president, system passenger traffic, $24,000; gen- 
eral traffic manager, $20,000; freight traffic manager, rates and divisions, 
$13,200; passenger traffic manager, $12,000; freight traffic managers, 
$12,000, $10,000. 

Southern Railway System: President, $75,000; vice-presidents, $16,- 
500 to $35,000; general passenger traffic manager, $13,500; freight traffic 
managers, $10,000. 

Spokane International: President, $12,500. 

Spokane, Portland & Seattle and offiliated companies: Vice-presi- 
dent and general manager, $15,000. 

Tennessee Central: President and general manager, $15,000. 

Terminal R. R. Assn. of St. Louis: President, $25,871. 

Texas & New Orleans: Executive vice-president, $30,000; freight 
traffic manager, $13,200. 

Texas & Pacific: President, $50,000; chairman, $40,000; vice-presi- 
dent, traffic, $21,000. 

Toledo Terminal R. R.: President and general manager, $15,000. 


Union R. R.: President, $10,000 (also $20,000 from. Bessemer & 
Lake Erie). 


Union Paécific, including leased lines: Chairman, executive commit- 
tee, $75,000; president, $75.000; executive vice-president, $40,000; vice 
presidents, $25,000 to $30,000: assistant vice-president, traffic, $18,000; 
general freight traffic manager, $15,000; general passenger traffic man- 
ager, $15,000; freight traffic managers, $12,000, $10,000. 

Utah Railway: President, general manager and director, $12,000. 

Virginian: Chairman, $50,000; president, $40,000; traffic manager, 
$10,000. 

Wabash: President, $50,000; vice president, traffic, $22,500; general 
freight traffic manager, $13,500; freight traffic manager, rates, $11,000; 
passenger traffic manager, $11,000. 

Washington Terminal Co.: General counsel, $18,000. 

Western Maryland: President and chairman, $40,000; vice president, 
traffic, $18,000; freight traffic manager, $10,300; coal manager, $10,300. 

Western Pacific: President, $30,000; vice president and general 


manager, $16,800; vice president, traffic, $16,000; freight traffic manager, { 


$10,000. 


Western Ry. of Alabama: President and general manager, $15,000. 
Wheeling & Lake Erie: President and general manager, $50,000; 
vice president, traffic, $18,000. 


chief operating officer, $17,000; general traffic man- 
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January 4, 1947 


W. T. L. Coarse Grain Schedules 
Ordered Canceled by I. C. C. 


I. and S. No. 5350 discontinued without prejudice to 
filing lawful schedules. Investigation of temporary 
rates in No. 29595 vacated. Commission finds expira- 
tion date with respect to competitive emergency rates 
should be removed. Says evidence shows traffic would 
again move by truck if emergency rates were can- 
celed and respondents would need rates that would 
meet truck competition 


By a report and order in I. and S. No. 5350, Coarse Grains 
for Feeding in W. T. L., the Commission has found unduly 
prejudicial and preferential, proposed rates on corn, oats, and 


@ barley and certain of their direct products, also on sorghum 


grains, in carloads, between specified areas in Iowa, Minne- 
sota, South Dakota, Missouri, Kansas, Nebraska, Colorado, 
and Wyoming. It has also ordered withdrawn the expiration 
date maintained in connection with the rates and the sus- 
pended schedules canceled, effective January 27, 1947, and 
discontinued the proceeding without prejudice to the filing of 
schedules in accordance with views expressed in the report. 

The Commission also, by an order in the instant proceed- 
ing and in No. 29595, of the same title, has vacated its order 
that reopened, the investigation and suspension docket for 
further hearing, and instituted an investigation on its own 
motion in No. 29595 (see Traffic World, August 3, p. 309).- The 
investigation in No. 29595 concerned the lawfulness of tempo- 
rary rates, rules, regulations and practices, including transit, 
on the aforementioned products between the specified areas. 

With respect to present emergency rates which it said 
were established on June 1, 1941, for a limited period to meet 
an itinerant trucking situation that was aggravated by the 
then existing drought conditions in the territory west of the 
Missouri River, and which had been continued from time to 
time by extending the expiration date, the Commission said it 
found that the expiration date presently maintained in con- 
nection with the competitive rates should be removed. 

“The so-called emergency rates have been published from 
time to time with an expiration date because an emergency 
was the occasion for their initial publication,” said the Com- 
mission. “The carriers continued to regard the itinerant mer- 
chant truck competition as an emergency but hoped or be- 
lieved that it was temporary. As the facts disclosed on this 
record suggest no early change in conditions which would sup- 
port withdrawal of a truck-competitive level of rates for this 
traffic, we find that the expiration date presently maintained 
in connection with the competitive rates should be removed.” 

The Commission said the rates as proposed by the six re- 
spondent railroads would result in undue prejudice to shippers 
on their lines and undue preference of shinvpers on the lines 
of 15 other carriers designated by the Commission as the 
“Burlington group.” . 


Tariffs Cover Three-Fourths of W. T. L. 


By schedules filed to become effective July 1, 1945, said 
the Commission, the six respondents proposed to cancel their 
temporary emergency rates on corn, oats, barley and certain 
of their direct products, also sorghum grains, not wholly or 
partially prepared for human consumption, from western 
Iowa, southwestern Minnesota, northwestern Missouri, and 
southeastern South Dakota, to a part of southwestern Mis- 
souri, all of Kansas, Nebraska, Wyoming, eastern Colorado, 
and the South Dakota Black Hills district, also from southern 
Nebraska to all of Kansas and a part of southwestern Mis- 
souri, from Nebraska to all southwestern South Dakota and 
northeastern Wyoming, between points in Kansas, and from 
Kansas to a part of southwestern Missouri. The Commission 
Said the territory covered by the suspended tariffs embraced 
roughly about three-fourths of Western Trunk Line Territory. 

It said the present emergency rates were published to 
expire June 30, 1945, and that the proposed cancellation was 
to be accomplished by permitting the rates to expire on that 
date, with reinstatement, effective July 1, 1945, of so-called 
normal rates, applicable on grain and grain products generally 





and averaging about 23.5 per cent higher than the emergency 
rates, such higher rates having been approved by the Commis- 
sion in Grain and Grain Products, 205 I. C. C. 301, 215 I. C. C. 
83, or by division 4 in St. Joseph Grain Exc. vs. Arkansas Val- 
ley I. Ry. Co., 229 I. C. C. 641. The Commission observed that 
it denied a petition for reconsideration in the last named pro- 
ceeding; that on protest of state commissions and grain and 
shipping interests, it suspended until January 30, 1946, opera- 
tion of the schedules proposed; and that the respondents later 
voluntarily postponed the effective dates of the proposed 
schedules until January 1, 1947. 

Except for the difference in the effective date of the pro- 
posed schedules, the instant proceeding. so far as the respond- 
ents were concerned, said the Commission, was identical to 
that considered in Feeding Grains in Western Trunkline Terri- 
tory, 258 I. C. C. 337. In that proceeding, it said, the Commis- 
sion had before it under suspension a proposal of all Western 
Trunk Line carriers to cancel their temporary emergency rates 
on the feeding grain, whereas in the instant proceeding only 
six of those carriers proposed such cancellation. The other 15 
carriers, it said, proposed to continue their emergency rates 
for an indefinite period, subject to certain minimum rates, which 
at the time of the hearing in the instant case, they expected 
to publish. 


No Agreemént Reached 


In February and March, 1945, said the Commission, con- 
ferences were held between carriers and shippers in an endeavor 
to work out a mutually satisfactory adjustment as suggested 
by the Commission, but no agreement could be reached between 
them. The six respondents, it said, then concluded to let the 
emergency rates expire on .June 30, 1945, but the other 15 
carriers decided to continue their emergency rates for an indef- 
inite period except for certain minimum rate provisions then 
being checked out by them. 


The Commission said in the war period the number of 
trucks hauling feeding grains decreased sharply, and the de- 
mands on the transportation agencies, both truck and rail, were 
greater than could be met. The decrease in truck operations, 
it said, was offset to some extent by the use of much larger 
trucks, mostly of the semitrailer type. A greater truck activity 
between Iowa and southwestern Missouri than in other sections 
of the affected territory, it said, was due to the fact that sev- 
eral main highways ran directly from the grain fields to the 


consuming areas and the latter supplied return loads of various 
commodities. 


The respondents are quoted as saying that the increased 
production in the destination states for the last five years con- 
clusively demonstrates that the need for the emergency rates 
no longer exists, and asserting that these rates range from 70 
to 85 per cent of the reasonable normal rates prescribed by the 
Commission between the same points, and that they apply 
from a limited origin territory to a limited destination territory. 
Continuing, the Commission said: 


Respondents assert that from their inception the emergency rates 
have been a source of complaint from other interested parties located 
outside the area of their application, and that at the present time 
respondents are confronted with the proposition that unless they get 
rid of these subnormal rates they can expect to defend a number of 
complaints before us from other parties seeking a general revision of 
the grain rates in Western Trunk Line Territory as indicated by the 
interventions herein by Chicago, Peoria, and Cedar Rapids and sup- 
ported by our conclusion in the prior report that these subnormal rates 
are preferential of certain commodities, shippers, and territories, and 
are violative of the well-recognized principle that ordinarily rates 
should be the same in both directions, and by the findings of division 4 
in St. Joseph Grain Exc. vs. Arkansas Valley I. Ry. Co., supra, requir- 
ing reductions in the westbound grain rates to the level of the east- 
bound rates from and to most of the points covered by the suspended 
schedules, upon complaint of the Kansas City and St. Joseph protestants. 
Certain shipper interests have approached respondents seeking a broad- 
ening of the present commodity descriptions in connection with the 
emergency rates to include mill feeds (the by-products of wheat-fiour 
milling), on the ground that such feeds are in competition with corn, 
oats and other feeding grains now moving under the emergency rates. 


importance of Coarse Grain Traffic 


The great importance to them of the coarse grain was em- 
phasized by the respondents, said the Commission. 
A study by the respondents, it said, showed that most 
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of the corn trucked into Kansas in 1944 came from Nebraska, 
and that the truck movements from Missouri and Iowa were 
insignificant. It said this light truck movement indicated that 
the emergency rates had been successful in returning this traffic 
to the rails. 

“The inconsistencies resulting from the present emergency 
rates,” said the Commission, “are due in large part to the 
respondents’ somewhat arbitrary selection of origin and destina- 
tion territories for the publication of those rates. For example, 
emergency rates apply only from the western half of Iowa, the 
southeastern corner of South Dakota, and the southwestern 
corner of Minnesota. The destination territory of those rates 
includes all points in Kansas but no points in Arkansas or 
Oklahoma. It also includes a portion of southwestern Missouri 
but no points in central Missouri, such as Liberty, Sedalia, and 
Carthage, although truck competition is just as active to the 
latter points as to any other section of Missouri.” 


Higher Rates in One Direction 


Referring to rate presentations compiled by the protestants, 
the Commission said all of the competitive rates mentioned by 
them applied in one direction only, as did many other rates 
instanced by them, thus showing, it said, that it was not un- 
usual for rates between the same points to be higher in one 
direction than in the other. It said the averages of 60.8 per 
cent to 78.3 per cent of the Western Trunk Line scale for these 
competitive rates were compared by the protestants with aver- 
ages of 85.4 per cent to 105.7 per cent, and a grand average of 
92.3 per cent of the same scale in connection with the present 


emergency rates from points east of the Missouri River to. 


points west of that river. Most of the depressed rates instanced 
by the protestants, it said, were originally established as tem- 
porary rates to expire on specified dates. The expiration dates 
were extended from time to time and later eliminated alto- 
gether, it said, adding: 


Depressed rates stressed by protestants apply on the whole grains 
and do not permit of transit, whereas the emergency rates in issue 
here apply on the whole grains as well as on certain of their direct 
products and permit of two free stops in transit. Protestants ask that 
both the commodity descriptions and the transits be continued. These 
rates, with which comparisons are made, were voluntarily established 
by the carriers for application only between restricted areas. 


Quoting the protestants as saying that unless the present 
emergency rates were continued, or the revisions in those rates 
proposed by them were adopted, the traffic would leave the 
rails and go to the trucks at the same or lower rates, the Com- 
mission detailed several reasons given by the protestants as to 
why dealers preferred to handle grain by rail provided the de- 
livered prices were comparable with truck deliveries. The rea- 
sons given, said the Commission, were: 


Itinerant merchant truckers are not always in the market, whereas 
there is always a market for rail grain; official weights can be had for 
rail grain but not for truck grain; rail grain can be handled in larger 
units and therefore faster and more economically; rail grain for future 
delivery can be contracted for in regular trade channels; itinerant 
merchant truckers go out into the country and sell to protestants’ 
customers. 

Rail vs. Truck Services 


As set forth by Chicago interests, said the Commission, the 
reasons given indicated that the rail service was of greater 
value than the truck service. It added: 


‘Perhaps the most important differences between the rail and 
truck services (not mentioned by protestants but stressed by Cedar 
Rapids), are that the rail rates permit transit and apply on the whole 
grain as well as on certain of their direct products, whereas the trucks 
do not permit transit and haul only the whole grains. These are con- 
siderations affecting the value of the services. 


Throughout the instant proceeding, said the Comimission, 
the protestants have used 91 per cent of the Western Trunk 
Line scale as a basis for testing the reasonableness of the pres- 


— ener rates as well as those proposed by them. It 
added: 


Their proposed rates will average about 88 per cent of that scale 
between points west of the Missouri River and approximately 91 per 
cent from points east of the Missouri River to points west thereof, but 
from Iowa and northern Missouri to southwestern Missouri, where the 
heaviest movement occurs, they propose rates that average about 81.5 
per cent of that scale. In some instances their proposed rates are as 
low as 72.7 per cent of the same scale. They justify this low basis on 
the ground that it is necessary to keep the traffic on the rails. They 
also show that the present emergency rates from Nebraska to south- 
western Missouri average 103 per cent of the Western Trunk Line 
gseale: ..« 


The key-point rates prescribed by the Commission in Grain 
and Grain Products, 205 I. C. C. 301, 215 I. C. C. 83, and now 
in effect, it said, were about 91 per cent of the Western Trunk 
Line scale, but, it added, the protestants, in the instant pro- 
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ceeding, were seeking rates on the main body of their traffic 
about 10 per cent lower than those key-point rates, contending 
that any higher basis would not hold the traffic to the rails. 


Rates That Meet Truck Competition 


Prior to establishment of the so-called emergency rates, 
said the Commission, the movement was almost wholly by 
itinerant merchant trucks. It said the evidence now showed 
that if these rates were cancelled the traffic, when offered, 
would again move by truck. 

























“It is clear, therefore,” said the Commission, “that if re-fnore. In 
spondents are to participate in this traffic, they must maintainfand woul 
rates which will meet this truck competition. Their presentfbe impra 
rates have kept the traffic on the rails. If those rates are can-fnot be pi 
celled it will not change the flow of the traffic, but it will deter. pte 
mine the mode of transportation. . . .” ay to D 





The Commission asserted that while the emergency rates 
could not be regarded as reasonable maximum rates, they were 
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also not shown to be less than reasonable minimum rates. It The 
added: port, wa 

In fact they are the only rates that will move the traffic when the " le Pye 
unusual competitive conditions which prompted their establishment —* th 
are present. They therefore may not be condemned as unreasonable when 
by a mere showing that they are lower than the rates on wheat and authorit 
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coarse grains and their products generally, prescribed by us in Grain 
and Grain Products, Supra, for application between the same points in 
both directions. At the time of our decision in that case there was 
little or no movement of feeding grains by truck, and in that respect 
conditions have changed. As stated by the Burlington, the eastbound 
movement is largely wheat. This wheat is milled into flour for human 
consumption, and, in the aggregate, requires extensive transit services, 


















whereas the westbound traffic under consideration here is used only §and Hot 
for live stock and poultry feeding and requires a minimum amount of fio the ¢ 
transit. The two rate structures are therefore not comparable, and so The 
long as the itinerant truck competition affects the one and not the brandfa 
other, one may not properly be used as a test of the lawfulness of the fy ork ar 
other. The traffic is now moving freely under the east-bound rates alvest 





and there is no complaint against those rates. 

As stated herein and in prior reports, the emergency rates were 
established as a unit by carriers in Western Trunk Line Territory under 
temporary authority granted by us because they contravened certain 
of our findings in Grain and Grain Products, Supra. To permit a piece 
meal cancellation of such rates would turn our permissive authority 
into a vehicle for the creation of unlawful and intolerable rate situa- 
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tions. Among unjustifiable disparities for similar services would be 

those at local cross-country points where one set of shippers would organ 
have lower rates than their competitors in immediately adjacent terri- Wise tr: 
tory. Such situations were not part of the proposals considered in our report, 





prior report. At that time it was our expectation that with the sus- 
pension of the parity requirement of our findings in Grain and Grain 
Products, Supra, the way would be cleared for perfecting a more 
workable adjustment which would meet the needs of the traffic and 
eliminate those inconsistent and, unlawful features to which we directed 
attention. We subsequently vacated the parity requirement. This 
record substantiates the findings previously made as to the need for 
some modification of the emergency rates. 
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American Liberty Operation from 
East Coast to Tex. Ports Approved 


By a report in W-933, American Liberty Steamship Corpo- 
ration—Common Carrier Application, the Commission, division 
4, has approved operation by the applicant, of New York City, 
by self-propelled vessels, in the transportation of commodities 
generally and of passengers between New York and Baltimore, 
on the one hand, and Galveston and Houston, on the other. 

The division said American Liberty owned or controlled 
no vessels or other equipment with which to begin operation 
at present, except such as were operated by the Maritime Com- 
mission under a temporary agency agreement with the appli- 
cant, and that the applicant might perform such agency opera- 
tion under a temporary authority issued September 26. ; 

“We shall withhold issuance of a certificate pending appli- 
cant’s readiness to begin its own operation on or before Decem- 
ber 31, 1947, provided applicant, at least 30 days preceding the 
date of the commencement of operation, shows to the Commis- 
sion that it is ready and able to begin such operation,” said 
the division. 

American Liberty, said the division, was negotiating with 
the Southern Pacific Co. for the leasing of the Morgan Line 
piers at Galveston and Houston, but had assurances from the 
Galveston Wharves Co. and the port of Houston that suitable Is 
terminals would be available to it at these ports. The divis‘on th: 
said American Liberty also was negotiating the city of New 
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York for the leasing of a terminal used by the Morgan Line at te 
that port and was arranging for use in Baltimore of the Car- E 
oline Street pier of the Rukert Terminals Corporation. York 
Only two of the steamship lines protesting the granting modit 
of the instant application were certified to operate between any and s 
of the four ports that American Liberty proposed /to serve, said the P 





the division. These two, it continued, were Agwilines, Inc., and 
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INewtex, which were authorized to serve New York and Hous- 
on, but not Galveston or Baltimore. It said that as.compared 
with American Liberty’s proposed direct service, Agwilines, Inc. 
contemplated stopping at intermediate south Atlantic ports, 
and Newtex proposed to serve New York from Houston by way 
of a circuitous route through Brownsville, Tex. 

Said the division: 


While other carriers are authorized to operate between New York 
and Houston no carrier is authorized to operate, as proposed by appli- 
cant, between New York and Galveston or between Houston and Balti- 
more. In as much as both New York and Houston would be served 
and would require extensive terminal properties and facilities it would 
be impracticable to limit the authority granted so that service could 
not be provided between these two termini. On this record we con- 
dude that the operation proposed by applicant is required by the pub- 
lic convenience and necessity, and that applicant is fit and willing prop- 
erly to perform such service, and that it will be able to do so when it 
obtains necessary vessels and other facilities. ° 


The American Liberty Steamship Corporation, said the re- 
port, was organized April 3, 1943, under the laws of Delaware, 
by a group of former employes of the Southern Pacific Co., 

alled the Morgan Line in the report, who lost their positions 
when that line ceased operation. The report said that although 
authority to institute a new operation was sought, applicant 
onsidered itself the logical successor to the Morgan Line, but 
at applicant was not, however, affiliated with or controlled 
by that line or any other carrier subject to the act. The Mor- 
gan Line, the report pointed out, operated in coastwise service 
for many years between Boston, New Bedford, Mass., New 
York, Baltimore, Norfolk, Va., New Orleans, La., Galveston 
and Houston. Immediately prior to the war it sold its vessels 
o the government and ceased operation on July 9, 1941. 


The Morgan Line, according to the report, had obtained © 


grandfather authority to continue operation only between New 
York and Galveston and Houston, and between Baltimore and 
Galveston and Houston. On request of the Morgan Line this 
authority, however, was set aside November 20, 1945. Appli- 
cant, said the report, proposed to serve the four ports in re- 
pect of which a certificate was granted to the Morgan Line 
and in this manner applicant would replace a service which 
had been afforded the public for many years. 

Applicant would employ in its various departments former 
Morgan Line personnel and thus be prepared to handle coast- 
wise traffic as soon as such service might be resumed, said the 
report, which commented otherwise on the many years of ex- 
rience of the individuals in applicant’s organization in the 
various branches of steamship operation. 

“In the absence of applicant’s proposed service, Galveston 
would be without any coastwise service, Baltimore would be 
without service to and from Galveston and Houston, New York 
would be without service to and from Galveston, and Houston 
would be without service to and from Baltimore,” said the re- 
rt. “In other words, there would be no other coastwise com- 
mon carrier performing a service such as proposed by appli- 
cant between these four ports, except between New York and 
Houston. The lack of such service would injuriously affect the 
economic activity of these ports, particularly Galveston and 
Baltimore.” ; 

The report listed the following as opposing the applica- 
tion: Agwilines, Inc. (Clyde-Mallory Lines); The Bull Steam- 
ship Line; Newtex Steamship Corporation; Pan-Atlantic 
Steamship Corporation; Seatrain Lines, Inc.; Southern Steam- 
ship Company; rail carriers in trunk-line territory, other than 
the Chesapeake & Ohio; the port of New Orleans; Nueces 
County Navigation District No. 1 (Corpus Christi, Tex.) the 
port of Beaumont; the port of New York Authority, and the 
Maritime Association of the Boston Chamber of Commerce. 
Those listed as intervening in support of the application 
were: Manufacturers Association of Connecticut; Baltimore 
Association of Commerce; Texas Industrial Traffic League; 
City of Galveston; Board of Trustees of Galveston Wharves; 
Galveston Cotton Exchange and Board of Trade; Galveston 
Chamber of Commerce; Fort Worth Freight Bureau; Fort 
Worth Chamber of Commerce; Fort Worth Grain and Cotton 
Exchange; Texas Cotton Seed Crushers; Southwestern Peanut 
hellers Associaton; Southwest Louisiana Traffic Bureau, and 
louisiana State Rice Milling Co. 


lthmian Granted Water Authority 
Extension on Three Coasts 


Extension of operation by Isthmian Steamship Co., New 
York, by self-propelled yessels in the transportation of com- 
Modities generally to include service between Pittsburg, Calif., 
and specified Atlantic and Gulf of Mexico coast ports, through 
the Panama Canal, has been authorized by the Commission, di- 
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vision 4, by a report and third amended certificate and order, 
effective March 10, 1947, in W-654, Sub. 2, Isthmian Steamship 
Co. Extension—Pittsburg, embracing also W-654, Isthmian 
Steamship Co. Common Carrier Application, and Same, Sub. 1, 
Isthmian Steamship Co. Extension—Corpus Christi. 

The specified ports to which service was authorized from 
Pittsburg included 33 on the Atlantic, and seven on the Gulf of 
Mexico. 

The division said Columbia Steel Co., was enlarging its steel 
plant on the San Joaquin River at Pittsburg, about 50 miles 
from San Francisco, and was constructing a modern wharf in 
anticipation of receipt of a substantial tonnage of steel from 
eastern mills, principally the Tennessee Coal, Iron & Railroad 
Co. It said both the shipper and consignee desired to use 
Isthmian’s intercoastal service for transporting this steel, and 
that Isthmian proposed to make its service available to them 
from Mobile, Ala. The division said it was estimated that ap- 
proximately 187,000 net tons of steel would be available for 
shipment from November, 1946, to November, 1947, and that 
although this heavy movement was not expected to continue, 
there would be a continuous movement in smaller volume. 

Isthmian, said the division, was authorized to transport 
commodities generally between the 33 Atlantic and 54 Pacific 
coast ports, and between the seven Gulf ports and Pacific coast 
ports. No other intercoastal water carrier, it said, was author- 
ized to perform service to or from Pittsburg. It added: 


While the extension is desired princjpally for the transportation 
of steel, this traffic will be supplemented by other commodities moving 
between these points. Applicant proposes to serve Pittsburg as an 
intermediate port with vessels which call regularly at nearby San Fran- 
cisco and Stockton, Calif. The granting of authority to serve this port 
would enable ‘applicant, with its existing facilities, to fulfill more 
completely the needs of Gulf and Atlantic coast shippers, as well as 
those at Pittsburg. 


Allied Agency Contract 
Petition Denied 


By an order in MC F-2787, Allied Van Lines, Inc.—Pur- 
chase—Evanston Fireproof Warehouse, et al.; Evanston Fire- 
proof Warehouse, et al.—Control—Allied Van Lines, Inc., the 
Commission has denied a petition of Allied for modification of 
condition 6(c) of its report and order of April 26, to permit 
agency contracts of 41 specified carriers to continue in effect 
pending determination of application concurrently filed by Al- 
lied to purchase ‘the operating rights of those carriers (see 
Traffic World, May 11, p. 1419). 

In that proceeding the Commission approved, with condi- 
tions, purchased by Allied of household goods operating rights 
a 325 named motor-vehicle common carriers, among other 

ings. 

In its petition for modification of the condition that Allied 
promptly cancel its agreement with hauling agents not trans- 
feror-applicants in the proceeding and advise the Commission 
of dates of cancellation on consummation of the approved trans- 
action, Allied said the agents listed in its petition had been 
agents for a number of years but had not indicated their desire 
to take advantage of the offer made to all agents to participate 
in the authorized transaction until after the reporteand order 
of the Commission. After that, it said, the listed agents, at 
various times, asked Allied to include them and, to that end, 
had assigned their operating rights, the non-carrier agency 
contracts, and the subscription to the capital stock of Allied. 

Because of the pendency of court proceedings that followed 
the order in the proceeding, Allied said it was unable to file a 
supplemental application asking for approval of the transfer 
of the operating rights of the listed agents prior to consumma- 
tion of the transaction, but that it had filed a supplemental 
application at the same time as it filed the petition. 

Allied said great hardship and unnecessary inconvenience 
to the public, to itself, and to the transferor-applicants included 
in the supplemental application would be occasioned if their 
agency contracts were cancelled “since if such supplemental 
application is granted, there will have been an interim period 
during which the said transferor-applicants will be greatly 
handicapped in performing service to the public by reason of 
such cancellations of their agency contracts... . .” 


PORTLAND TUG & BARGE CO. AUTHORITY 


Portland Tug & Barge Co. has been granted authority by 
the Commission, division 4, to operate by towing vessels in the 
performance of general towage, and by non-self-propelled ves- 
sels with the use of separate towing vessels in the transpor- 
tation of commodities generally, between ports and points 
along the Columbia River and its ‘tributaries below and in- 
cluding Big Eddy, Ore., but not including the Willamette 
River above Pulp Siding, Ore., and along the Pacific coast from 
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the mouth of the Columbia River south to and including Cres- 
cent City, Calif. The division issued an amended certificate and 
order in W-694, Portland Tug & Barge Co. Contract Carrier 
Application, W-694, Sub. 1, Same, Extension—Coastwise, and 
ae Sub. 2, TA, Same, Temporary Authority—Coos Bay and 
Toledo. 

The instant amended certificate and order supersede and 
cancel certificate and order issued September 8, 1943 in W-694 
and an order of August 30, 1946, in W-694, Sub. 2 TA. 

The order said the carrier had been operating under tem- 
porary authority, which was to remain in effect until March 31, 
1947. It said part of the authorization sought in Sub. 1 had been 
withheld, and issuance of an amended certificate withheld pend- 
ing the applicant’s readiness to begin operation. It said the 
applicant had shown by a petition that it had purchased suit- 
able vessels and complied with the limitation imposed on issu- 
ance of the certificate. 


Nonabsorption of Minn. and Wis. 


Switching Charges Condemned 


Commission finds unreasonable, unjustly discrimina- 
tory, and unduly prejudicial, practices of certain roads 
governing absorption of connecting line switching 
charges at Minneapolis, St. Paul, and Duluth, Minn., 
and Superior, Wis:, on designated carload traffic be- 
tween those points and points on defendants’ lines in 
11 midwestern and western states 


The Commission, in a report in No. 29245, Minneapolis © 


Traffic Association vs. Chicago & North Western et al., written 
by Commissioner Splawn, has found unreasonable, unjustly 
discriminatory, and unduly prejudicial, rules and practices of 
certain defendants governing absorption of connecting line 
switching charges at Minneapolis, St. Paul, and Duluth, Minn., 
and Superior, Wis. It also found the resulting rates and charges 
on certain interstate carload traffic between the points afore- 
mentioned and points on the defendants’ lines in Minnesota, 
Michigan (upper peninsula), Wisconsin, Illinois, Iowa, North 
Dakota, South Dakota, Montana, Idaho, Washington, and Ore- 
gon. a unjustly discriminatory, and unduly preju- 
icial. 

The defendants named were ordered to publish on or before 
March 28, on not less than 30 days’ notice, rates, rules, and 
practices to avoid the unreasonableness and the unjust discrim- 
ination and undue prejudice and preference. 

The report embraced No. 29267, Duluth Board of Trade 
et al. vs. Milwaukee et al., and No. 29271, Saint Paul Associa- 
tion of Commerce vs. C. & N. W., et al. As to the issues in- 
volved, the report said: 


Stated in detail, and taking the Minneapolis complaint as repre- 
sentative of the others, it is alleged that the aggregate of the line-haul 
rates and the switching charges of connecting lines at Minneapolis con- 
stitute unreasonable rates and charges and that the assessment thereof 
is an unreasonable practice in violation of section 1 (5) and (6) of the 
act. It is also alleged that the absorption of connecting-line switching 
charges at Winneapolis out of line-haul rates on traffic from or'to points 
which are also served by the carrier which serves the industry at 
Minneapolis (herein called competitive traffic), and the failure to absorb 
connecting-line switching charges of other lines serving other indus- 
tries at Minneapolis (herein called noncompetitive traffic) for a like 
and contemporaneous service in the transportation of a like kind of 

. traffic under substantially similar circumstances and conditions, results 
in unjust discrimination in violation of section 2 of the act. It is further 
alleged that assessment of the aggregate of the line-haul rates and the 
switching charges of connecting lines at Minneapolis. results in undue 
and unreasonable preference and advantage of ‘‘interior points’’ and 
shippers and receivers of carload freight thereat, and of ‘‘terminal 
markets’’ and shippers and receivers of carload freight thereat, to the 
undue and unreasonable disadvantage and prejudice of Minneapolis and 
of complainant’s members thereat, in violation of section 3(1) of the 
act. 

It is the general rule of carriers in western trunk-line territory to 
limit the absorption of switching charges on interstate shipments to 
carload traffic upon which the line-haul revenue per car is not less than 
specified amounts, and to absorb only such part of the switching 
charges as will leave this minimum revenue after absorption, It will be 
understood that switching absorptions hereinafter mentioned are gen- 
erally subject to. such limitations. Complainants do not attack these 
limitations, but recognize the reasonableness thereof. 


The Commission made the following findings: 


Finding 1.—Upon all the evidence we find that as to traffic between 
points on defendants’ lines in Minnesota, Michigan (Upper Peninsula), 
Wisconsin, Illinois, Iowa, North Dakota, South Dakota, Montana, Idaho, 
Washington, and Oregon, and Minneapolis, St. Paul, Duluth, and Su- 
perior, the rules and practices complained of, and the rates and charges 
resulting from the application thereof, are, and for the future will be 
unjust and unreasonable to the extent that they fail to provide for the 
absorption of connecting-line switching charges, or to include such 
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switching in the line-haul rates, on interstate shipments of grain, grain 
products, and seeds,* in carloads, and articles moving on class rates or 
column rates based on class rates, in carloads, subject to a reasonable 
minimum carload revenue. Upon this record a reasonable minimum car. 
load revenue appears to be $20.35 as of the time of hearing, but as that 
question was not directly put in issue we make no finding on that point, 
We further find that as to other traffic the rates, rules, practices, and 
charges complained of are not shown to be unreasonable. 

Finding 2.—We further find that the practice of defendants Great 
Northern, Northern Pacific, Omaha, and Soo Line of absorbing connect- 
ing-line switching charges at Minneapolis, St. Paul, Duluth, and Sv. 
perior only when the carrier performing the switching. service actually 
competes with the carrier performing the line-haul service on interstate 
carload shipments of articles moving under class or commodity rates 
between the aforesaid points, and common, competitive points on their 
lines (as determined by their respective tariff provisions), in the states 
named in Finding 1, and declining to do so when no actual competition 
exists on like traffic moving between the same points, is unjustly dis. 
criminatory against shippers or receivers of such traffic in Minneapolis, 
St. Paul, Duluth, and Superior who are required to pay connecting-line 
switching charges. 

Finding 3.—We further find that by failing and refusing to include 
connecting-line switching in the line-haul rates or to absorb connecting- 
line switching charges\at Minneapolis, St. Paul, Duluth, and Superior, 
while at the same time including such switching charges in the line-haul 
rates or absorbing such charges at the localities hereinafter named, on 
interstate traffic between the aforesaid points and points on their lines 
in the states named in Finding 1, the following named defendants unduly 
prejudice and unduly prefer the localities hereinafter named as to the 
carload traffic described :; < 

Line-haul carriers, Chicago & North Western, Omaha, and Soo Line; 
localities prejudicedt, Minneapolis, St. Paul, Duluth and Superior; lo- 
calities preferred, Chicago and Milwaukee; kind of traffic, commodities 
(except inbound grain, grain products and seeds). Class-rate traffic§. 

Line-haul carriers, Chicago & North Western and Omaha; localities 
prejudicedt, St. Paul (Fordson); localities preferred, Janesville and Chi- 
cago; kind of traffic, automobiles. 

Line-haul carrier, Soo Line; localities prejudicedt, Minneapolis-St. 
Paul (industries on Great Northern, Northern Pacific and Omaha); lo- 
calities preferred, Superior (industries on Lake Superior Terminal); kind 
of traffic, commodities (except inbound grain, grain products and seeds). 
Class-rate traffic§. 

Line-haul carrier, Soo Line; localities prejudicedt, Duluth and Svu- 
perior, except industries on the Lake Superior Terminal and industries 
on the Northern Pacific; localities preferred, Eau Claire; kind of traffic, 
commodities (except inbound grain, grain products and seeds). Class- 
rate traffic§. 

Line-haul carriers, Chicago & North Western and Omaha; localities 
prejudicedt, Duluth; localities preferred, Milwaukee and Manitowoc: 
kind of traffic, bituminous coal, anthracite coal and coke. 

Any other undue prejudice and preference which exists will be re 
moved by compliance with the findings made. 

An order giving effect to these findings will be entered. 


Defendants’ “Choice” 


In a discussion of the facts, the report said it was evident 
the four principal defendants absorbed connecting line switching 
on traffic which, under the definitions in their absorption tariff, 
was noncompetitive traffic ‘whenever they choose to do so in 
order to increase the volume of their traffic.” They exercised 
the right to determine the traffic on which they would or would 
not make the absorption, the report said, and that much of the 
traffic covered by the complaint was not competitive from any 
viewpoint. The Commission rejected the defense that the prac- 
tices were of long standing and that the carload rates on many 
commodities to and from the complaining cities, even when the 
switching charges were added, were lower than maximum rea- 
sonable rates. It said that even if the defendants were required 
to absorb the charges at the complaining cities with the result 
that they would not be able to resist such absorptions at all 
points on their system, it was not a valid defense if the practices 
complained of operated at the complaining cities in an unrea- 
sonable, unjustly discriminatory, or unduly prejudicial manner. 


After quoting from Minneapolis Traffic Association vs. C. & 
N. W. 245 I. C. C. 11, in which nonabsorption practices of the 
defendants were found to result in unreasonable and unduly 
prejudicial charges on livestock and other products, the report 
said the facts set forth in the instant case warranted a similar 
conclusion of unreasonableness as to the nonabsorpt‘on practices 
of the four principal defendants in respect to outbound ship- 
ments, grain, and grain products at the complaining markets. 
It said a similar finding was warranted also in respect of all 
traffic moving on class rates or column rates based on class 
rates. 


The Commission ruled that assessment of connecting line 
switching on shipments of petroleum products from industries 
on Milwaukee tracks near Fordson, and on the Rock Island 


*As used in this and subsequent findings, this description embraces 
articles subject to grain rates and rates 112 per cent of grain rates. 

+‘‘Commodities’’ as used in this finding means, except as otherwise 
noted, all carload traffic moving on rates other than class rates or column 
rates based on class rates. \ 

tWhen origin or delivery in Minneapolis, St. Paul, Duluth, or St 
perior is on other than the line-haul carrier. 

§Articles moving on class rates or column rates based on class rates. 
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January 4, 1947 


tracks at St. Paul Park, while none were assessed on such ship- 
ments from the Great Lakes Pipe Co.’s terminal on the Min- 
nesota Transfer, did not constitute undue prejudice of the for- 
mer and undue preference of the latter. This,-it said, was be- 
cause of part ownership of one or all of the four principal 
defendants in such terminal properties as the Minnesota Trans- 
fer, the Minneapolis Eastern, and the Lake Super‘or terminal, 
this justifying their treatment of industries on those terminal 
lines as industries on their own line. 

After a discussion of the allegations of violation of section 
2 of the act, the report said: 





Traffic between numerous points served by two or more of the de- 
fendants and the four complaining cities is subject to absorption prac- 
tices similar to those described in the two preceding paragraphs. The 
four principal defendants absorb switching at all of these cities for 
switching hauls as great as those on which they decline to make .absorp- 
tions. The record establishes that circumstances and conditions attend- 
ant upon switching services at Minneapolis, St. Paul, Duluth, and Su- 
perior, for which charges in addition to the line-haul rates are collected, 
are substantially similar to those under which other like switching serv- 
ices are contemporaneously performed in the same city without charge 
in addition to the line-haul rates. , 








SHAVER TRANSPORTATION AUTHORITY 
By a second amended certificate and order in W-409, Shaver 
Transportation Co. Application for Certificate and Permit, and 
w-409, Sub. 1, Same, Extension—Coastwise, the Commission, 
effective March 17, has authorized the applicant to operate as 
a common carrier: 












(1) By towing vessels in the performance of general towage be- 
tween ports and points along the Columbia River and its tributaries 
below the Dalles-Celilo Canal (but not including those along the Wil- 
lamette River above Newberg, Ore.) and along the Pacific Coast north 
of and including Crescent City, Calif., with no service between ports 
and points north of the mouth of the Columbia River; (2) by non-self- 
propelled vessels with the use of separate towing vessels in the trans- 
portation of commodities generally between ports and points along 
the Columbia River and its tributaries below and including Bonneville 
Dam (but not including those along the Willamette River above New- 
berg) and along the Pacific Coast north of and including Crescent City, 
with no service between ports and points north of the mouth of the 
Columbia River; and (3) by self-propelled vessels in the transportation 
of commodities generally between ports and points along the Columbia 
River and its tributaries below and including Bonneville Dam (but not 
including those along the Willamette River above Newberg). 



















The order said issuance of an amended certificate had been 
withheld pending applicant’s readiness to begin operations, and 
that it had shown it had suitable vessels for the performance 
of the service described in the findings of June 4, 1946 and had 
complied with a limitation imposed on the issuance of the 
certificate. The amended certificate supersedes the amended 
certificate issued July 20, 1946. 












TRUCKER DENIED EXPLOSIVES AUTHORITY 


The Commission, division 5, by a report and order in MC 
102682, Sub. 191, Hughes Transportation, Inc., Extension— 
Southeastern States, has denied an application of Hughes Trans- 
portation Co., Inc., Charleston, S. C., for a certificate authoriz- 
ing an extension of operations in transporting ammunition and 
explosives, component parts of ammunition, ammunition con- 
tainers, and empty shell cases, by motor vehicle over irregular 
routes between specified points in New Jersey, Delaware, Flor- 
ida, Georgia, Mississippi, Alabama, Indiana, Pennsylvania, 
Tennessee, Kentucky, Maryland, North Carolina, South Caro- 
ling, Virginia, and Washington, D. C. 

The division said that aside from violations of Commission 
regulations that had resulted in accidents numerous other vio- 
lations had occurred that readily might have had similar dis- 
astrous consequences. It said the applicant’s officials had been 
notified of such violations from time to time as they were 
detected, and, while corrective action was ultimately taken in 
various instances, violations continued to occur in “inexcusable 
number,” considering the hazards involved. 




















MINIMUM RATES PROCEEDING DISCONTINUED 


By an order in I. and S. No. 5434, Minimum Rates Between 
Official Territory and South, the Commission, division 2, has 
discontinued the proceeding, noting that the respondents, under 
Special permission, filed tariffs effective December 18, canceling 
the schedules under suspension. hie * 
_ Suspended until January 11, 1947, the schedules, published 
in supplement .No. 22 to joint tariff, Agent W. S. Curlett’s I. C. C. 
No. A-742, proposed to apply the commodity rates between 
points in Official Territory and the Official Territory gateways, 
aS minima on interterritorial traffic between points in Official 
Territory and the south. Originally, the schedules had been 
Suspended for only 15 days, from October 28, to November 12, 




















to give the parties an opportunity to settle the issues (see 
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Traffic World, November 9, p. 1212). The schedules had been 
protested by the Eastern Meat Packers Association, Inc., and 
others (see Traffic World, November 2, p. 1157). 


ROCK ISLAND REORGANIZATION HEARING 


By an order in Finance No. 10028, Chicago, Rock Island & 
Pacific Railway Co. Reorganization, the Commission, division 4, 
has canceled a hearing on the debtor railroads plan of reorgani- 
zation set for January 7, 1947, and postponed without date the 
hearing in the instant proceeding. It said the hearing would be 
reassigned, if a hearing was necessary, at a date to be fixed on 
proper notice. 

The division said appeals to the federal circuit court of 
appeals, seventh circuit, from the order of the federal district 
court, northern Illinois district, eastern division, ehtered June 
28, refusing to confirm a modified plan of reorganization pre- 
viously certified to the district court by the Commission, and 
remanding the proceedings to the Commission, were pending 
and could not be determined prior to January 7. 

It said the Metropolitan Life Insurance Co. and other par- 
ties to the proceeding had requested that the hearing set for 
January 7, be adjourned without date, or, in the alternative, 
that it be adjourned to a date near the end of February, with- 
out prejudice to the petitioners’ right to apply for a further 
adjournment. 


C. OF GA. REORGANIZATION EXPENSES 


By an order in Finance No. 12950, Central of Georgia Rail- 
way Co. Reorganization, the Commission has denied a joint 
petition of the Central Hanover Bank. and Trust Co., New York, 
mortgage trustee, and Rathbone, Perry, Kelley & Drye, its 
counsel, for reconsideration and modification of a prior renort 
and order of division 4, fixing maximum limits of final allow- 
ances to be paid out of the estate of the debtor railroad as 
reasonable compensation for services rendered and as reim- 
bursement for actual and reasonable expenses incurred in con- 
nection with the proceedings and reorganization plan in the 
period, generally, from June 19, 1940, to December 7, 1945. 

. Out of $674,966.17 sought in petitions filed as claims for 
allowances, division 4 fixed total maximum limits of allow- 
ances at $269,332.14, allowing Rathbone, Perry, Kelley & Drye 
$22,511.37 out of a claimed $50,011.37, and Central Hanover 
Bank & Trust Co., $18,035.07 out of a claimed $45,535.07 (see 
Traffic World, October 5, p. 896). 

In their petition, the petitioners said their services con- 
sisted not only of the kind usually performed by mortgage 
trustees and their counsel in scetion 77 proceedings, but also, in 
large part, of services of a kind that were “unusual and which 
the Commission has seldom, if ever, been called upon to ap- 
praise.” 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*MC 28, Sub. 3, S. N. Drum, dba Trinidad Truck Line, 
Durango, Colo. Permit granted. Butter from Trinidad, Colo., 
to Los Angeles, Calif., and Tucson and Phoenix, Ariz., and fresh 
fruits and vegetables from Los Angeles and Phoenix to Trini- 
dad, and Albuquerque and Santa Fe., N. M., over a regular 
route. 


*MC 88797, New York, Susquehanna and Western Railroad 
Co., Henry K. Norton, Trustee, New York, N. Y., embracing 
MC 100604, Sub. 1, Erie Railroad Co. Applications for certifi- 
cates dismissed. On further hearing in MC 88797, finding in 
prior report, 34 M. C. C. 581, affirmed, and operation of train- 
connection busses for the transportation of passengers and their 
baggage between Manhattan, New York, N. Y., and Susque- 
hanna Transfer, North Bergen, N. J., over a route through the 
Lincoln Tunnel, found to be transfer service within a terminal 
area, within the meaning of section 202(c)(2) of the act, and 
as such is exempt from the regulation under part II except as 
to qualifications and hours of service of employes and safety 
of operation and equipment. The report said that the Erie, 
which applied for authority to transport passengers and their 
baggage between Ruthersford, N. J., and Manhattan, over a 
regular route through the Lincoln Tunnel, did not desire to 
“reestablish” the service and requested dismissal of its appli- 
cation. 

MC 1771, Sub. 2, The Consolidated Cartage & Storage Co., 
Cleveland, O. Certificate granted, subject to conditions includ- 
ing limitation of the service to be performed to that which is 
auxiliary to, or supplemental of, rail service of the New York, 
Chicago & St. Louis Railroad Co. General commodities, be- 
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tween Cleveland, O., and Rocky River, O., over a described 
regular route. with no service at intermediate points. 

*MC 2202, Roadway Express, Irfc., Akron, O., common car- 
rier, embracing MC 2201, Shippers Freight Forwarding Co., 
common carrier. Certificates granted. In MC 2202, to continue 
operation, general commodities, with exceptions, between speci- 
field points in O., Mich., Ind., Ill., Mo., Kan., Okla., Tex., Tenn., 
Ala., Ga., N. C., and S. C., over regular routes, including routes 
through Ky., and W. Va., In MC 2201, continuance in operation, 
general commodities, with exceptions, between Cleveland, O., 
and New York, N. Y., over a regular route. 

*MC 436, Sub. 8, Gordon Nichols, Fairmont, Neb. Certifi- 
cate granted. Over irregular routes, petroleum products, in 
bulk, in tank trucks, from Council Bluffs, Ia., and points in Ia. 
within 10 miles of Council Bluffs, to Bruning, Grafton, and 
McCool Junction, Neb., and rejected shipments on return move- 
ment from such Neb. points to the described Ia. points. 

*MC 102616, Coastal Tank Lines, Inc., York, Pa. On further 
hearing, findings in prior report, 31 M. C. C. 880, modified; 
certificate denied. Over irregular routes, petroleum products, 
coal-tar products, liquid fuels, and commercial solvents, in bulk, 
in tank trucks, between Pittsburgh, Pa., and points within 15 
miles thereof, and Floreffe, Pa., and points within five miles 
thereof, on the one hand, and, on the other, points in described 
areas of O., Md., and W. Va. 

*MC 104210, Sub. 9, Edgar M. Linkenhoger, dba Transport 
Co., Corpus Christi, Tex. Certificate granted.. Over irregular 
routes, petroleum products in bulk, in tank trucks, from 
Amarillo, Tex., to points in that part of N. M., on and north of 
U. S. highway 60, and on and east of U. S. highway 85. 

*MC 106172, J. H. Stephens, operating as J. H. Stevens 
Truck Line, Byhalia, Miss. Certificate granted. General com- 
modities, with exceptions, between Memphis, Tenn., on the one 
hand, and, on the other, all points in Miss. as are within 10 
miles of Byhalia and are south of U. S. highway 78 and east of 
an unnumbered highway extending from Olive Branch, through 
Lewisburg, to Independence, Miss., over irregular routes. 

*MC 106196, A. L. Hogan, Kennett, Mo. Certificate granted. 
Over irregular routes, livestock, between National City, Ill., on 
the one hand, and, on the other, points in Dunklin county, Mo., 
and over regular described routes, general commodities, with 
exceptions, between Memphis, Tenn., and Kennett, Mo., with 
service not authorized at any intermediate point, and between 
Cardwell, Mo., and Clarkton, Mo., serving all intermediate 
points and Hornersville, Mo., as an off-route point. 

*MC 107102, Sub. 1, Southwestern New Hampshire Trans- 
portation Co., Inc., Wilton, N. H., successor to Guy O. Hollis, 
dba Southwestern New Hampshire Transportation Co. Certifi- 
cate granted. Wooden boxes and wooden box shooks from 
Jaffrey, Peterboro, and Wilton, N. H., to points in Conn., Mass., 


and R. IL., over irregular routes, and rejected shipments of the 
“same commodities on return. 


COMMISSION ORDERS 


No. 13535, et al., Consolidated southwestern cases.- Order of April 
5, 1927, as since amended, further amended by eliminating following 
commodities from requirements thereof, and from proceedings: Fused 
batch (materials used in production of window glass), carloads. Dis- 
tillery molasses residuum, residuum from molasses distillation), liquid, 
in tank cars. . 

No. 29221, Corporation Commission of State of Oklahoma vs. K. O. 
& G., et al. Order of October 22, modified to become effective March 
30, 1947, on not less than 30 days’ notice, instead of January 29, 1947. 

No. 29386, Percy Kent Bag Co., Inc., vs. C. B. & Q., et al. Time 
for filing petitions for reconsideration, extended to January 30, 1947. 
Order of October 18, modified to become effective March 31, 1947, on 
not less than 30 days’ notice, instead of January 27, 1947. 

MC-C 524, I. C. Black & Sons, revocation of certificate. Proceeding 
discontinued. 

MC’ 95743, Sub. 8, Charles U.. Mehring, extension, Frederick, White 
Marsh. Reopened for further hearing. 

W-922, Jay Ottinger, contract carrier application. Petition for re- 
argument and reconsideration on behalf of Detroit and Cleveland Navi- 
gation Co., protestant, and petition for reconsideration and modification 
of order by rail carriers in central freight and trunk line territories, 
except Chesapeake & Ohio Ry., denied. 

1. & S. 5350, Coarse grains for feeding in W. T. L., and No, 29595, 
Coarse grains for feeding in W. T. L. Order of July 18, reopening 
I. & S. 5350 for further hearing, and instituting an investigation on 
Commission’s own motion in No. 29595, vacated. 


MC-C 664, Delbert E. Barr, revocation of certificate. Order of 
August 20, vacated, and proceeding discontinued. 
MC-C 665, Walter Summers, revocation of certificate. Order of 


August 20, vacated, and proceeding discontinued. 

No. 29262, Standard Cap and Seal Corp. vs. D. L. & W. et al. Order 
of November 12, modified to become effective February 28, 1947, instead 
of December 30. 

Finance 15471, Nickols Transportation Co. certificate transfer, and 
W-522, Nickols Transportation Co., common carrier application. Order 
of November 7, stayed, and authorization therein granted is suspended, 
pending further order of Commission. 

MC 8582, Sub. 1, W. H. Green, W. H. Green, Jr., and Harry F. 
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Green, extension, emigrant movables and household goods. 
for further hearing. . 

MC 49117, Sub. 1, Tidewater Express Co., Inc., extension, Maryland, 
Reopened for further hearing. 

MC 52110, Sub. 42, Brady Transfer and Storage Co., extension, 
Minneapolis and St. Louis Railroad Co. Reopened for further hearing. 

MC 104631, Sub. 2, Glen Ringle, contract carrier application. Re- 
opened for reconsideration. 

MC 104861, Sub. 1, Edward Perrin Wilson, common carrier applica- 
tion. Reopened for further hearing. 

MC-F 2846, C. E. and Frieda Stahly, purchase (portion), Refiners 
Transport & Terminal Corp. Time within which authority granted by 
report and order of June 27 may be exercised, extended to June 22, 1947, 

MC-F 3121, Walter S. Wilson and H. R. Wilson, control; Tidewater 

Express Lines, Inc., purchase (portion), Elliott Brothers Trucking Co., 
Ine., and C. E. Houff. Time for filing petitions for reconsideration, 
extended to December 23. 
W-923, Chester D. and David C. Bintliff, common carrier applica- 
tion. Petition of applicants for reconsideration accepted and filed of 
record in proceeding, and time for filing replies to said petition, 
extended to January 15, 1947. Raymond A. Jones and M. H. Edwards, 
Jr., copartners, dba Gulf Transportation Co., and Gulf Transportation 
Co., Inc., permitted to intervene. Coyle Lines, Inc., substituted as a 
party protestant in proceeding in place of DeBardeleben Coal Corp., dba 
Coyle Lines. 

Finance 15464, Boston and Maine Railroad purchase. Order of 
December 10, modified by adding thereto after first ordering para- 
graph the following: This order shall take effect and be in force from 
and after 40 days from its date. 


Reopened 


MOTOR FINANCE CASES 


MC F-3005, E. L. Farmer et al.—Purchase—Ira Crouse.* Purchase 
by E. L. Farmer, R. E. Clark, R. S. Farmer, J. C. Ferguson, and 
W. H. Russell, partners dba E. L. Farmer & Co., Odessa, Tex., of 
certain operating rights of Ira Crouse, Dodge City, Kan., applicable 
between points in Kansas and Oklahoma, approved and authorized, 
subject to condition. Issuance of a certificate to the aforementioned 
partnership dba E. L. Farmer & Co., authorized, on compliance with 
certain conditions. The certificate, said the report, would authorize 
operations in transporting machinery, materials, supplies, and equip- 
ment, incidental to, or used in, the construction, development, opera- 
tion and maintenance of facilities for the discovery, development, and 
production of natural gas and petroleum, over irregular routes, be- 
tween points in Texas and New Mexico, on the one hand, and, on the 
other, points in Oklahoma and Kansas. Commissioner Miller issued a 
dissenting opinion. 

MC F-3296, Arnold Ligon—Purchase—Wm. G. Pickering. Purchase 
by Arnold Ligon, dba Arnold Ligon Truck Line, Madisonville, Ky., of 
the operating rights and property of Wm. G. Pickering, dba Merchants 
Service Lines, Princeton, Ky., approved and authorized, subject to 
condition. 

MC F-3255, L. G. Hogshire—Control; N. B. & C. Motor Lines, Inc. 
—Purchase (portion)—Hampton Roads Transportation Co. Purchase by 
N. B. & C. Motor Lines, Inc., Washington, N. C., of certain operating 
rights of Hampton Roads Transportation Co., Norfolk, Va., and acquisi- 
tion of control of the operating rights by L. G. Hogshire, also of 
Norfolk, through such purchase, approved and authorized, subject to 
conditions. ; 

MC F-1730, John Kemp—Lease—Southwestern Greyhound Lines, Inc. 
Renewal of lease by John Kemp, of Mineral Wells, Tex., doing busi- 
ness as Kemp Bus Line, of certain operating rights of Southwestern 
Greyhound Lines, Inc., of Fort Worth, Tex., approved and authorized, 
subject to conditions. Prior report 38 M. C: C. 27. 

MC F-3173, The Cincinnati Street Railway Co.—Control—The King 
Brothers Co. Acquisition by The Cincinnati Street Railway Co., of 
Cincinnati, Ohio, of control of The King Brothers Co. through owner- 
ship of capital stock, approved and authorized, subject to condition. 

. MC F-3345, O. L. D. Forwarding, Inc.—Purchase (portion)—Edward 
McClosky. Application for authority under section 210a(b) of O. L. D. 
Forwarding, Inc., of Anderson, Ind., for temporary operation of a 


portion of the motor-carrier rights of Edward McClosky, of Chicago 
Heights, Ill., denied. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 15529, Pittsburgh, Bessemer & Lake 
Erie Railroad Co. Bonds, (1) granting authority to the Pittsburgh, 
Bessemer & Lake Erie Railroad Co. to issue not exceeding $12,000,000 of 
first mortgage 2% per cent bonds, series A, to be sold at 98.8099 and 
accrued interest and the proceeds applied to the payment of $9,930,000 
of maturing bonds and other outstanding indebtedness; and (2) grant- 
ing authority to the Bessemer & Lake Erie Railroad Co. to assume 
obligation and liability, as guarantor, in respect of $12,000,000 of first 
mortgage 2% per cent bonds, series A, of the Pittsburgh, Bessemer & 
Lake Erie Railroad Co. herein authorized to be issued. Approved (Com- 
missioner Mill not participating). 

Report and order in F. D. No. 15541, New York Central Railroad 
Co. Equipment Trust Certificates, granting authority to assume obli- 
gation and liability in respect of not exceeding $20,000,000 of New York 
Central Railroad equipment trust of 1947, 2 per cent equipment trust 
certificates, to be issued by the Irving Trust Co., as trustee, and sold 
at 99.307 per cent of par and accrued dividends in connection with the 
procurement of certain equipment. Approved. 

Report, certificate and order in-F. D. No. 15468, Montour Railroad 
Co. et al. Control, etc., (1) approving and authorizing acquisition of 
control, through ownership of capital stock, by the Pennsylvania Rail- 
road Co., the Pittsburgh & Lake Erie Railroad Co., and through the 
latter by the New York Central Railroad Co., of the Montour Railroad 
Co., conditions prescribed; (2) approving and authorizing acquisition 
of control through ownership of capital stock, by the three carriers 
first named above and the Montour Railroad Co. of the) Youngstown & 
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Southern Railway Co., conditions prescribed; (3) granting authority to 
the Pennsylvania Railroad Co. and the Pittsburgh & Lake Erie Railroad 
Co. to assume obligation and liability, as guarantors, in respect of not 
exceeding $1,450,000 of promissory notes of the Youngstown & Southern 
Railway Co., consisting of 3% per cent unsecured note for $450,000 
and a 20-year 4 per cent secured note for $1,000,000; and (4) authorizing 
acquisition and operation by the Youngstown & Southern Railway Co. 
of a line of railroad of the Pittsburgh Consolidated Coal Co. in Colum- 
biana County, O., and Beaver County, Pa. Approved. 

Report and order in F. D. No. 15520, William M. Gazeley Certifi- 
cate Transfer, and No. W-401, Atlas Tug Service Contract Carrier Appli- 
cation, approving the transfer to Bert Howard and Lester Howard, 
copartners, doing business as Atlas Tug Service, of the amended certifi- 
cate dated September 25, 1943, issued in No. W-401 to William M. 
Gazeley, an individual, doing business under the trade name and style 
of Atlas Tug Service. Approved. 

Supplemental report and order in F. D. No. 15349, Bekins Van & 
Storage Co. Stock, modifying report and order of July 8, -1946, so as 
to authorize the sale of 1,696 shares of common capital stock, of the 
par value of $100 a share, at a price of $150 a share. Approved. 





















FINANCE APPLICATIONS : 
Finance No. 15551, Salt Lake Rail & Bus Terminal Co., of Salt 
Lake City, Utah, asks authority to purchase the properties of Salt Lake 
erminal Co. The applicant said the application was filed to effectivate 
a plan of reorganization of Salt Lake Terminal Co., approved Novem- 
ber 29 by the federal court for the third judicial district of Utah. It 
said the property was to be acquired by an exchange of common capital 
stock of the applicant, without par value, for the first mortgage 6 per 
cent bonds of Salt Lake Terminal Co., due June 1, 1935. The property 
to be acquired is located in Salt Lake City, the tracks beginning at 
First West Street to the north side of Sixth South Street, connecting 
at both points with the tracks of the Bamberger Railroad, about four 
miles of tracks. 

Finance No. 15552, Salt Lake Rail & Bus Terminal Co. asks author- 
ity to issue 5,250 shares of common stock without par value to be ex- 
changed for. the first mortgage 6 per cent bonds of Salt Lake Terminal 
Co., as aforementioned in Finance No. 15551. 

MC F-3364, J. F. Martin Cartage Co., of Chicago, Il., asks authority 
to purchase certain operating rights of William C. Binz, dba Wm. C. 
Binz & Son, also of Chicago. 

MC F-3365, Alvin R. Holmes, dba Holmes Transportation Service 
and/or Jones Express, of Worcester, Mass., asks authority to acquire 
contro! of Taylor’s Express Co., Haverhill, Mass., through ownership 
of capital stock. 

MC F-3366, Georgia-Tennessee Coaches, Inc., of Dalton, Ga., asks 
authority to purchase certain operating rights of Mrs. W. T. Thomas, 
individually and as executrix of William Terah Thomas, dba W.~T. 
Thomas, Of Ringgold, Ga., and temporarily to operate. 

MC F-3367, Duncan McRae, B. D. Denton and Jon Cox, a partner- 
ship, dba Union Transportation Co., of Tulsa, Okla., asks authority 
to purchase the operating rights, equipment, and property of Union 
Transportation Co., of Tulsa, a corporation. 

MC F-3368, Lucas Motor Express, Inc., of Shelbyville, Ind., asks 
authority to purchase certain operating rights of Steve Shorten, Jr., 
dba Shorten’s Express, of Milan, Ind., and temporarily to operate. 

MC F-3369, Union Truck Depot, Inc., of Houston, Tex., asks author- 
ity to lease certain operating rights, purchase certain equipment, of 
R. C. Allen, dba El Camp Truck Lines, of El Camp, Tex., and tem- 
porarily to operate. 

Finance No, 15555, Sacramento Northern Railway Co. asks authority 
to extend a line of railroad in Chico, Butte county, Calif., by ‘the con- 
struction’ of 590 feet of track to be used as an interchange track and 
to be operated in conjunction with other trackage on the property of 
the Diamond Match Co., at Chico. The applicant said the trackage was 
necessary to take the place of an existing interchange track with the 
Southern Pacific Co., abandonment of which was authorized by the 
Commission in Finance No, 15256. 





















PETITIONS FOR REHEARING, ETC. 


No. 29458, Inland Navigation Co. vs. Amador Central, et al. Union 
Pacific Railroad asks Commission for an order requiring complainant 
to make complaint more definite and certain. 

No. 29262, Standard Cap and Seal Corp. vs. D. L. & W., et al. De- 
fendants ask for modification of order of November 12, requiring pay- 
ment of reparation. 

No. 29632, Dixie Metal Products Co. vs. A. G. S., et al. Complainant 
asks Commission to issue an order requiring defendants to produce 
their respective records pertaining to shipments moving within statutory 
period and pendente lite. 

Finance 15471, Nickols Transportation Co. certificate transfer to 
John A, Peterson, Ellen R. Peterson, Arthur R. Peterson and Lloyd 
Walter Vivell, co-partners. Protestant, Bay Cities Transportation Co., 
_ for reconsideration of report and order of November 7, and for 
a hearing. 

MC-F 3318, Rhode Island Bus Co., lease, Quaker Stages, Inc. Rhode 
Island Bus Co. asks for authority temporarily to operate motor carrier 
Properties of Quaker Stages, Inc. 

No. 29458, Inland Navigation Co. vs. Amador Central et al. Northern 
Pacific Ry. asks Commission for an order requiring complainant to 
Make complaint more definite and certain. 

1. & S. 5407, Filter press cloth, southwest to east and south. Re- 
spondents ask for reopening and reconsideration of present record by 
entire Commission. 

Finance 15474, Somerset Coal Railway Co. et al., abandonment. 
Western Maryland Ry. and Somerset Coal Ry. ask that order of 
December 12 be modified so that certificate authorizing abandonment 
May take effect and be in force not later than December 31. 

MC-F 3124 et al., C. H. Gant, control; G. & M. Motor Transfer Co., 
Ine., purchase (portion), Jocie Motor Lines, Inc. C. H. Gant, S. S. 
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MeNinch, Jr., J. W. Barefoot, G & M Motor Transfer Co., Inc., and 
Jocie Motor Lines, Inc., ask for reopening, rehearing, oral argument, 
reconsideration before entire Commission and reversal of decision of 
Division 4. ‘ 


Railroad Abandonments 


Illinois Terminal 


The Commission, division 4, by a report and certificate in 
Finance No. 15431, Illinois Terminal Railroad Co. Abandonment, 
has permitted, with conditions, abandonment by the I. T. of its 
1.57-mile Tilton branch line, beginning near Danville, Ill., and 
running to a connection with the Wabash near Tilton, in Ver- 
million county, Ill., and abandonment of operation over the line. 
The applicant said an embargo was issued last April to dis- 
continue freight service on the line because of the condition of 
a bridge crossing the Vermillion River, and that passenger 
service on the branch was discontinued in 1937. 


St. L. & O. River 


Abandonment of a portion of a line of the St. Louis & Ohio 
River railroad, extending approximately 4.34 miles from Reeb 
Station, north of state highway 13, near Belleville, to the end 
of the line in St. Clair county, Ill., has been permitted by the 
Commission, division 4, by a report and certificate in Finance 
No. 15523, St. Louis & Ohio River Railroad Abandonment. The 
division said the portion of line in question had not been main- 
tained or operated for more than 10 years and that in the war 
period some of the rail and other track material was removed 
and used for other railroad purposes. 


Lexington Terminal 


In Finance No. 15553, the Lexington Terminal Railroad Co. 
asks authority to abandon, and the Atlantic Coast Line Railroad 
Co. and the Louisville & Nashville Railroad Co. ask authority 
to abandon operation, of about 1.44 miles of railroad, extending 
from Crawford, in Oglethorpe county, Ga. The application said 
the line was being operated at a substantial loss and there was 
rs — that any business would develop requiring use of 
the lines. 


P.M. & Y. 


By a report and certificate in Finance No. 15537, Pitts- 
burgh, McKeesport & Youghiogheny Railroad Co. et al. Aban- 
donment, the Commission, division 4, has permitted abandon- 
ment by the P. M. & Y. railroad and abandonment of operation 
by the Pittsburgh & Lake Erie Railroad Co., lessee, of a 5.63- 
mile line of railroad in Fayette county, Pa. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders aré pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. No. 5439, Minimum Charges L. C. L. Between 

. North and South. Certain schedules as published in supplement 

No. 51 to Agent W. S. Curlett’s tariff I. C. C. No. A-800, and 

various other tariffs, previously suspended from November 15 
to December 30, further suspended to June 15, 1947. 


The suspended schedules propose to apply the class rates 
between points in Official Territory and the Official Territory 
gateways, as minima on less-carload and any-quantity interter- 
ritorial traffic between points in Official Territory and the south 
(see Traffic World, Nov. 23, p. 1339). 


I. and S. M-2713,.Fares Between Washington, D. C., and 
Maryland Points, from December 30, 1946, until January 14. 
1947, certain schedules published in tariff MP-I. C. C. No. 42 
of Washington, Marlboro and Annapolis Motor Lines,. Inc., 
Bradbury Heights, Md. The suspended schedules propose to 
increase from 10 to 15 cents the one-way passenger fares be- 
tween Washington, D. C., and Hillside, Capitol Heights, Mary- 
land Park, and Seat Pleasant, Md. 

I. and S. No. 5453, Charges for Special Trains Over S. Pac. 
Co., from January 1, 1947, until August 1, 1947, the operation 
of certain schedules as published in supplement No. 10 to Agent 
H. W. Siddall’s tariff I. C. C. No. 4628. The suspended sched- 
ules propose to increase the minimum requirements for the 
operation of special trains for the exclusive use of special par- 
ties, from 100 adult first-class one-way tickets to 150 one-way 
tickets, from, to, between or via, stations on the Southern Pa- 
cific Co. (Pacific Lines), Texas and New Orleans R. R., San 
Diego & Arizona Eastern Ry. and Northwestern Pacific R. R. 

The proposed tariffs were protested by the National Asso- 
ciation of the Legitimate Theatre, Inc., of New York, N. Y., 
asserting that the increased number of one-way tickets re- 
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quired seemed entirely directed against the theatrical industry 
(see Traffic World, Dec. 21, p. 1658). 

I. and S. No. 5454, from January 1, 1947, until August 1, 
1947, schedules as published in supplement No. 3 to Southern 
Railway Company’s tariff I. C. C. No. A-11100. The suspended 
schedules propose to cancel the Alabama Great Southern Rail- 
road Co.’s absorption of the intermediate switching charge of 
the Birmingham Belt Railroad Co. on carload traffic inter- 
changed with connecting lines at Birmingham, Ala. 


Rule 41 Changes Suspended 


Responsive to 1,485 requests, the Commission has voted to 
suspend items in three supplements filed to become effective 
December 31, to exceptions to the Consolidated Freight Classi- 
fication No. 17, providing a substitute for the present rule 41 
specifications for solid and corrugated fibre board shipping con- 
tainers, and the expiration of the present provisions of the rule 
on December 30. 

The revisions were contained in W. S. Curlett’s supplement 
No. 3 to I. C. C. No. A-848, items 1680 to 1698, inclusive, and 
named supplements of Agents I. N. Doe and B. T. Jones. The 
expiration of the present provision was published in A. H. 
Greenly’s I. C. C.-O. C. No. 61, and other tariffs (see Traffic 
World, Dec. 14, p. 1575, and Dec. 21, p. 1655). The revisions 
were to have applied in Official Territory 

Certain manufacturers of fibreboard and fibreboard con- 
tainers said in their protest they had learned that the railroads 
in Western Territory had decided not to concur in the proposal 
of the Official Territory lines to publish “old rule 41” to become 
effective December 31, and to extend the present rule for a 
period of six months. Carriers in Southern Territory, they said, 
had not then acted on the proposal, but the protestants said they 
had reason to believe those lines would take the same action as 
the western railroads. They asserted the “split” in the railroad 
ranks showed the rails’ lack of confidence in the desirability 
of reestablishing ‘‘an out-worn rule under the emergency con- 
ditions now prevailing.” However, they said, from a practical 
standpoint, the action of the Official Territory lines would im- 
pose the requirements of the old rule on the entire fibreboard 
and box industry, and on shippers and railroads in all terri- 
tories. 

The Commission’s action was taken in I. and S. No. 5452, 
Classification Rule 41—Official Territory. It suspended the in- 
volved tariff schedules from December 31 until July 31, and 
assigned the proceeding for hearing January 29, in Washington, 
D. C., before Examiner Wilkins. 


Conference on Rail and Water 
Competitive Rates Discussed 


The prehearing conference in No. 29663, Transcontinental 
Rail Rates, and No. 29664, Intercoastal Water Rates, proceed- 
ings in which, at the request of the Maritime Commission, trans- 
continental rail rates competitive with water rates, and inter- 


coastal water rates, are to be investigated, has been changed - 


from January 16 to January 17, at the suggestion of H. C. 
Barron, of the Western Traffic Executive Committee (see Traffic 
World, Dec. 21, p. 1647). The prehearing conference will take 
place in Washington. 

In a letter to Mr. Barron, Commissioner Aitchison, as acting 
chairman of the Commission, also dealt with a suggestion of 
Mr. Barron’s that agenda for the prehearing conference be pre- 
pared in advance, saying he believed rule 58 of the Commis- 
sion’s. general rules of practice sufficiently served as a general 
guide, although he made additional suggestions as to the need 
for shippers and others interested to have at least tentative 
information on the size of rate increases that might be proposed; 
the question of the scope of the proceedings; and the order of 
presenting evidence at the hearings, and dates and places of 
the hearings. 

Commissioner Aitchison’s letter follows: 


I have received your two letters of Decembér 20, referring to No. 
29663, Transcontinental Rail Rates, and No. 29664, Intercoastal Water 
Rates. . 

In accordance with your suggestion the date for the prehearing 
conference has been changed from January 16 to January 17, 1947, and 
notices to this effect are being sent to interested parties. 

With respect to your suggestion that agenda for the prehearing 
conference be prepared in advance I believe that rule 68 of our General 
Rules of Practice sufficiently serves as a general guide. It authorizes 
such .conferences: 

* * * for the purpose of formulating issues and considering— 

(1) The simplification of issues; 

(2) The necessity or desirability of amending the pleadings either 
for the purpose of clarification, amplification, or limitation; 

(3) The possibility of making admissions of certain averments of 
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fact or stipulations concerning the use by either or both parties off 
matters of public record, such as annual reports and the like, to the 
end of avoiding the unnecessary introduction of proof; 
(4) The procedure at the hearing; 
(5) The limitation ofthe number of witnesses; 
(6) The propriety of prior mutual exchange between or among the 
parties of prepared testimony and exhibits; and 
(7) Such other matters as may aid in the simplification of the 
evidence and disposition of the proceeding. 
Probably clauses (3), (5), and (6) are not of importance in con. 
nection with proceedings of the kind we are dealing with here. I shall 
comment briefly on the others, which appear to be pertinent. 
(1) The broad issue here, of course, is whether certain all-rail and 
all-water rates are unreasonably low. By the initial orders shippers 
have been put on notice that proposals will be made to increase some 
or all of those rates. However, thus far to my knowledge they have 
not had any intimation as to the size of the increases which will be 
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proposed, It seems to me highly desirable that the shippers and other B 
interested parties should be given some information even of a tentative’ mond: 
nature on this point as soon as possible in order that they may be in the r 
a better position to prepare their evidence without undue delay. | requil 
_therefore hope that the water carriers, who have been the moving the C 
parties, may be able to make a statement on this phase of the case failur 
at the conference. alu 
In the same connection I call attention to section 5 (b) of them lation 
Administrative Procedure Act, reading as follows: be en 
Procedure—The agency shall afford all interested parties oppor-@ be re 
tunity for (1) the submission and consideration of facts, arguments,@ trans) 
offers of settlement, or proposals of adjustment where time, the nature partn 
of the proceedings, and the public interest permit, * * * count 
It may be that the question whether this proceeding is of such® ; t 
nature that ‘‘offers of settlement or proposals of adjustment’ would Jectec 
be appropriate could be discussed at the prehearing conference, over. 


(2) The broad scope of these proceedings raises the question 
whether the rates to be investigated are properly described in the} 
orders, whether the territorial application is too wide or perhaps not 
wide enough in some respects. Also the question may arise whether 
a sufficient number of commodities are included or, on the other hand, (R 














whether it might not be preferable to limit the commodities to the day 
most important ‘ones, e. g., lumber, canned goods, and dried fruits effe 
eastbound, and iron and steel articles westbound. exce 
(4) It seems desirable to discuss the order of presenting evidence bee 
at the hearings and the dates and places of hearings. has 
The foregoing observations should be regarded as suggestions only, city 
Any interested party should feel free to present any pertinent matter 
under clause (7) ‘‘as may aid in the simplification of the evidence and | 
disposition of the proceeding.’’ dba 
from 
van j 
Sse = - an 
Initial Hearing in P. U. & D. N. ¥ 
Cases to Be Held in Chicago fee 
Secretary Bartel, of the Commission, has issued a notice 5428 
that No. 29555, Pick-Up and Delivery Services by Railroads, 
and MC C-542, Pick-Up and Delivery Services by Motor Car-§ and 
riers, have been assigned for initial hearing at the Sherman} tific 
Hotel, Chicago, February 18, before Commissioner Rogers, as-§ Poin 
sisted by Examiners C. E. Stiles and S. A. Aplin. for « 
The notice said the following state commissioners had been L 
designated by the National Association of Railroad and Utilities! ent 
Commissioners to serve in these proceedings under the co- md 
operative plan: Clyde O. Fisher, chairman, Connecticut Public/ re 
Utilities Commission; Harvey B. Apperson, Virginia State Cor- hack 
poration Commission; and Kyle D. Williams, Missouri Public Far 
Service Commission. ean 
The proceedings were instituted by the Commission on its eon, 
own motion in June (see Traffic World, June 22, p. 1855). Al be ¢ 
prehearing conference in the proceedings was held in Wash-§ app) 
ington in September. priv 
D. M. & C. Il. TRUSTEE APPOINTMENT § 
A. A. McLaughlin has filed a petition in Finance No. 15525,8 win 
Des Moines & Central Iowa Railroad Reorganization, asking the 
Commission to ratify and confirm his appointment as trustee of db 
the property of the debtor by the federal court for the southern oo 
Iowa district, central division, at Des Moines. mot 
Among other things, Mr. McLaughlin said he had served as ait 
general solicitor of the United States Railroad Administration,} gar 
in charge of the division of law, from May 1, 1921, to Septem-§ 4, 
ber 1, 1926, and as assistant director general of railroads, from? driv 
an to September 1, 1926, with headquarters at Washington,’ Mic 
The Commission, division 4, by an order in Finance No.) 34 
15525, Des Moines & Central Iowa Railroad Reorganization, has/ Cer 
ratified the appointment of A. A. McLaughlin as trustee of the! in 
debtor railroad in proceedings No. 9740 for its reorganization,| sie 
in the southern Iowa federal district court, central division. It} em 
said that court had entered an order appointing Mr. McLaugh-§ j, 
lin as such trustee; effective at the beginning of business on the Doi 
first day of the next calendar month after the ratification of rou 





his appointment by the Commission and the filing and approval 
of his bond. 
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Proposed Reports in Motor 
Revocation Proceedings 


By another report, in MC C-663, Emmett Lawrence, Ham- 
mondsville, O., Revocation of Permit, it was recommended that 
the respondent be found not to be in compliance with the 
requirements of section 215 of the interstate commerce act and 
the Commission’s rules and regulations thereunder, and that 
failure to comply with such requirements and rules and regu- 
lations within 60 days from the effective date of an order to 
be entered by the Commission, the outstanding permit should 
be revoked. The respondent was authorized, in MC 103456, to 
transport such commodities as are dealt in by chain retail de- 
partment stores from East Liverpool, O., to points in Hancock 
county, W. Va., and Beaver county, Pa., and damaged or re- 
jected shipments of such commodities in the reverse direction, 
over- irregular routes, subject to restriction. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face” type, with name of town or 
city following.) 


New York (New York)—MC 107463, Mariano DiBenedetto, 
dba M. D. Trucking Co. Certificate proposed. New furniture, 
from New York, N. Y., to Washington, D. C., over U. S. high- 
way 1, serving the intermediate points of Philadelphia. Pa., 
and Baltimore, Md., for delivery only, and between New York, 
N. Y., on the one hand,.and points in N. J., within 40 miles of 
Columbus Circle, New York, N. Y., on the other, over irregular 
eg subject to request for cancellation of permit in MC 


Alabama (Pratt City)—-MC 107424, Edward R. Moreland 
and Alexander R. Moreland, dba Alabama Drive-Away. Cer- 
tificate proposed. New automobiles from Evansville, Ind., to 
points in Ala., over irregular routes, traversing Ky., and Tenn., 
for operating convenience. be 

Minnesota (Fergus Falls)—-MC 107252, Sub. 1, E. L. 
Lenthe, dba Elhl Oil Co. Certificate pronosed. Refined petro- 
leum: products, from Minneapolis and New Brighton, Minn., 
and points within 10 miles of each, to Wahpeton, Fargo, Grand 
Forks, and Jamestown, N. D., and points within 10 miles of 
each, and livestock from the Union Stock Yards. near West 
Fargo, N. D., to South St. Paul and Newport, Minn., over ir- 
regular routes. The recommended authority is subject to the 
conditions that each of the aforementioned commodities must 
be transported consecutively on the same equipment, and that 
applicant shall maintain separate accounting systems for his 
private and for-hire transportation. 

lowa (Fredericksburg)—-MC 107081, L. L. Upham. Denial 
of certificate proposed for want of prosecution. Specified com- 
modities, from and to described points in Ia., Ill., Wis., and 
Minn., over irregular routes. 


INlinois (Moline)—MC 73359, Sub. 5, Charles E. Jackson, 
dba Jackson Auto Transport Co. Certificate proposed. New 
automobiles, automobile bodies, automobile chassis, and auto- 
mobile parts and accéssories moving in connection therewith; 
automob'!e show equipment and paraphernalia; and farm and 
garden tractors and parts and accessories thereof moving in 
connection therewith, in initial movements, in truckaway and 

iveaway service, from Willow Run in Washtenaw county, 
Mich., to Moline, Ill., and points within 150 miles thereof, 
traversing Indiana for operating convenience only. ; 

Oregon (Hood River)—MC 68067, Sub. 3, J. R. Down. 
Certificate proposed. Fresh fruits and vegetables, fruit-spray- 
ing compounds, machinery and machines used. in fruit-packing 
Plants, fruit-packinghouse and cannery waste and by-products, 
empty containers, and box shook and box tops, between points 
in Wasco and Hood River counties, Ore., on the one hand, and 
= in Yakima county, Wash., on the other, over irregular 

es. 

Pennsylvania (Philadelphia)—-MC 60580, Sub. 7, Highway 

ress Lines, Inc. Certificate proposed. Commodities classi- 
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fied as meats, meat products, and meat by-products, as dairy 
products, and as articles distributed by meat packing houses, 
over irregular routes, from Atlantic City, N. J., to points in a 
defined area of N. J., with return of rejected shipments and 
empty containers. 

Michigan (Detroit)—-MC 43038, Sub. 318, Commercial Car- 
riers, Inc. Certificate proposed. Prefabricated houses and 
buildings, including sections, panels, parts and accessories, be- 
tween points in Ala., Ark., Ga., Ill., Ind., Ia., Ky., La., Mich., 
Miss., N. C., O., Pa., S. C., Tenn., Va., W. Va., and Wis., over 
irregular routes, traversing Kan., and Neb., for operating con- 
wa eae subject to cancellation of certificate in MC 43038, 

ub. ‘ 

New Jersey (Ridgefield Park)—-MC 31820, Sub. 21, Auto- 
motive Conveying Co. of New Jersey, Inc. Certificate proposed. 
In driveaway and truckaway service, of new automobiles, new 
trucks, new bodies, new cabs, new chassis, and parts thereof, 
in initial movements, from points of manufacture and assembly 
at Edgewater, N. J., to points in Del., and R. I. and automo- 
biles, trucks, bodies, cabs, and chassis, new, used, unfinished, 
or wrecked, in secondary movements, between points in Del., 
and R. I., and between points in Del., and R. I., on the one 
hand, and points in Conn., Mass., Vt., N. Y., N. J., Pa., Md., 
Va., and D. C., on the other, over irregular routes. 

lowa (Oxford)—-MC 23021, Sub. 1, Clarence Schalow, dba 
Schalow Truck Lines. Certificate proposed. Refrigerators and 
refrigeration equipment, from Amana and Cedar Rapids, Ia., to 
points in Ill. (except Chicago), Ind., Mich., Minn., Neb., O., and 
Wis., and parts used in the manufacture of refrigerators and 
refrigeration equipment, from points in Mich., O., Ind., and 
Wis., to Amana and Cedar Rapids, Ia:, over irregular routes. 

Washington (Spokane)—MC 7746, Sub. 20, United Truck 
Lines, Inc. Certificate proposed. General commodities, with 
exceptions, serving the army air base at Ephrata, Wash., the 
army air base, approximately two miles north of Ephrata, the 
army hospital base at Soap Lake, Wash., the army air base at 
Moses Lake, Wash., and the army air base approximately 5 
miles northwest of Moses Lake, as off-route points in connec- 
tion with presently authorized routes between Tacoma, Seattle, 
and Spokane, Wash., and between Portland, Ore., and Spo- 
kane, Wash., in certificate MC 7746. dated March 27, 1944. 

California (San Francisco)—MC 1515, Sub. 4, California 
Parlor Car Tours Co. Certificate proposed. Passengers and 
their baggage, over a described route, in special operations, in 
round-trip sightseeing or pleasure tours beginning and ending 
at San Francisco, Calif., and extending to Reno, Nev., with no 
pick-up or discharge of passengers en route. 

Mexico (Tamaulipas)—-MC 107455, Auto Transportes Unidos 
De Nuevo Laredo. Passengers between Laredo, Tex., and the 
international boundary between the United States and Mexico, 
at Laredo, over city streets. 


California (Inglewood)—-MC 107346, Fred B. Connelly. 
Denial of certificate proposed. Over irregular routes, lumber, 
(1) between points in the Los Angeles, Calif. commercial zone 
and the Los Angeles harbor commercial zone, on the one hand, 
and, on the other, points in Calif. within 150 miles of Los 
Angeles, and (2) between points in the two aforementioned 
commercial zones. 


Florida (Miami)—MC 107107, Sidney Alterman. Certificate 
proposed. (1) Fruits and vegetables, between points in Fla., 
on the one hand, and, on the other, points in N. Y., Pa., N. J., 
Del., Va., N. C., S. C., Ga., Ill., Ind., Mo., Md., Mich., O., La., 
and Tex., traversing Ala., Miss., Ky., Tenn., W. Va., and the 
District of Columbia for operating convenience only (2) Per- 
ishable groceries that require the use of refrigerated or venti- 
lated equipment, between Coral Gables, Fla., on the one hand, 
and, on the other, New York, N. Y., Long Island City, N. Y., 
and Philadelphia, Pa.; (3) glass containers from Laurens, S. C., 
to Miami, Fla., and from Laurens and New York City and 
Long Island City to Miami Beach; all over irregular routes. 

Missouri (St. Louis)\—-MC 107059, C. R. Prather and A. 
Eilerman, dba Eilerman & Prather. Certificate proposed. Live- 
stock, other than ordinary livestock and in connection there- 
with, personal effects of attendants, and supplies and equip- 
ment used in the care and exhibition of such livestock, (a) over 
described regular routes, (1) between St. Louis and New 
Orleans, La., and return over the same route, serving no 
intermediate points, and (2) between St. Louis and Detroit, 
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Mich., and return over the same route, serving no intermediate 
points, and (b) over irregular routes between points in Ark., 
Okla., Kan., Ia., Mo., Ill., Ind., Ky., and Tenn. 

South Dakota (Parkston)—-MC 106950, Frank Thill. Cer- 
tificate proposed. (1) Livestock between Parkston and points 
within 15 miles of Parkston, on the one hand, and, on the 
other, Sioux City, Ia.; (2) grain and emigrant movables between 
Parkston and points within 15 miles thereof, on the one hand, 
and, on the other, points in Ia. and Minn.; and (3) commercial 
feeds, farm machinery and parts, seed; posts, fencing, oil and 
grease in containers, lumber, shingles roofing, cement blocks, 
brick, tile, lime, plaster and cement, from Sioux City to Park- 
ston and points within 15 miles of Parkston, over irregular 
routes. 

Wyoming (Rock Springs)—-MC 106887, A. D. Ray Trucking. 
Certificate proposed, with conditions. Over irregular routes, 
(1) (a) machinery, equipment, materials, and supplies, except 
gilsonite, used in, or in connection with, the discovery, develop- 
ment, production, refining, manufacture, processing, storage, 
transmission, and distribution of natural gas and petroleum 
and their products and by-products; (b) machinery, materials, 
equipment and supplies, except bilsonite, used in, or in con- 
nection with, the construction, operation, repair, servicing, 
maintenance and dismantling of pipe lines, including the string- 
ing and picking up thereof, except the stringing or picking up 
of pipe in connection with main or trunk pipe lines, between 
points in Colo., Utah, and Wyo., except between Casper, Wyo., 
on the one hand, and, on the other, points in Moffat and Rio 
Blanco counties, Colo., and (2) (a) unrefined petroleum, in 
bulk, in tank trucks, between all points within 100 miles of 
— Springs, Wyo., in Colo., Utah, and Wyo., including Rock 

prings. 

illinois (Charleston)—-MC 106841, Edgar Herman, dba Ed 
Herman. Certificate proposed. Over irregular routes, (1) ordi- 
nary livestock from points in five Ill. counties to specified Ind. 
points; (2) agricultural commodities from points in five Il. 
counties to points in Ind. and O.; (3) fertilizer from Indianap- 
olis, Ind., to points in five Ill. counties; (4) coal from points 
in six Ind. counties to points in five Ill. counties; and (5) 
agricultural machinery, implements and parts thereof, from 
specified Ind. and Wis. points to points in five Ill. counties with 
the return to the named points of origin of rejected or damaged 
shipments. 

Arkansas (Prescott)—-MC 106836, V. D. Daniel and Fay 
W. Gordon, dba Prescott Transfer Co. Certificate proposed. 
Household goods between points within 15 miles of Prescott, 
including Prescott, on the one hand, and, on the other, points 
in Tex., La., Miss., Tenn., Okla., and Mo., over irregular 
routes. ’ ; 

South Dakota (Tuthill)—-MC 106534, Billie Burke. Denial 
of certificate proposed. Livestock, farm and ranch produce, 
farm machinery and implements, livestock and poultry feeds, 
seeds, building materials and coal, between Tuthill and points, 
except municipalities, within 40 miles of Tuthill, on the one 
hand, and, on the other, points in Ia., Neb., and Colo. 

California (Los Angeles)—-MC 106442, Sub. 4, Mrs. R. M. 
Calvin. Certificate proposed. Over irregular routes, new furni- 
ture, uncrated, between points in Los Angeles county, Calif,., 
on the one hand, and, on the other, points in Ariz. 5 

Pennsylvania (Altoona)—-MC 103392, Sub. 3, John M. Porta. 
Permit proposed. Glass tubing and flare cups between Altoona, 
Pa., and Corning, N. Y., over irregular routes. 


New Jersey (Lyndhurst)—-MC 103372, Sub. 1, Joseph Della 
Fave, dba Vet’s Express. Denial of certificate proposed. Cloth 
piece goods and ladies’ and children’s dresses, from specified 
N. J. points to New York, N. Y., over irregular routes. 


Florida (Fort Lauderdale)—-MC 72392, Sub. 1, Fort Lau- 
derdale Transfer, Inc. Certificate proposed. General commodi- 
ties, with exceptions, between Fort Lauderdale and Miami, Fla., 
and return, over a described route, serving no intermediate 
points, such route being an alternate route for operating con- 
venience only in connection with other authorized operations. 

Colorado (Longmont)—MC 71462, Sub. 18, Chris Sorenson. 
Certificate proposed, with conditions. (1) General commodities, 
with exceptions, between Longmont and points in Colo., located 
within 50 miles of .Longmont, on the one hand, ‘and, on the 
other, all points in Colo.; (2) live stock, between Longmont 
and points within 50 miles of Longmont, on the one hand, and, 
on the other, points in N. M., Tex., Kan., Wyo., and Neb., with 
restrictions; and (3) emigrant movables, between points, other 
than unincorporated municipalities within 50 miles of Long- 
mont, on the one hand, and, on the other, points other than 
incorporated municipalities, in Kan., Wyo., and Neb., over 
irregular routes in all instances, through Okla., when necessary 
for operating convenience. 

Virginia (Richmond)—MC 68274, Sub. 5, Tidewater Trans- 
fer Co., Inc. Permit proposed. Wines, in bulk, in tank trucks, 
serving points in the New York commercial zone as _ inter- 
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mediate and off-route points for pick-up only, in connection 
with applicant’s presently authorized route from New York 
City to Richmond, Va., set forth in certificate MC 68274, Sub. 3. 

_ Connecticut (New Haven) —MC 62828, Sub. 1, Joseph 
Fischman, Denial of certificate proposed. Used furniture and 
used office equipment, uncrated, between points in four Conn, 
counties, on the one hand, and, on the other, points in Mass, 

. N. Y., R. L, and Vt., over irregular routes. 

New Jersey (Metuchen)—MC 60169, Sub: 12; Freedman 
Motor Service, Inc. Permit proposed. Formaldehyde, in bulk, 
in tank trucks, from Perth Amboy, N. J., to Hershey, Pa., over 
irregular routes. 

California (Los Angeles)—-MC 59815, Sub. 1, Leigh C 
Robertson and Roderick C. Robertson, dba Robertson’s Truck- 
away. Certificate proposed, with conditions. (1) New auto. 
mobiles, in initial movement in truck-away service, from places 
of manufacture or assembly at Long Beach, Calif., to points in 
Ariz., N. M., Nev., Ore., and Utah; (2) new automobiles and 
new trucks, in initial movement, in truckaway service, from 
places of manufacture or assembly at Los Angeles, to points 
in Ariz., Nev., and Ore.; (3) new automobiles, in secondary 
movement, in truck-away service from points on San Francisco 
Bay to points in Calif., with exceptions; and (4) new automo- 
biles and new trucks, in secondary movements, in truck-away 
service from Phoenix, Ariz.; to Los Angeles, Calif. 

New Jersey (Mahwah) — MC 56170, Sub. 1, Henderson 
Trucking, Inc. Denial of certificate proposed. Cosmetics and 
raw materials, supplies and equipment used in the manufac- 
ture and distribution of cosmetics between New York and Suf- 
fern, N. Y., on the one hand, and, on the other, Middletown, 
N. Y., operating through N. J. for convenience only, over 
irregular routes. 

_ Ohio (Akron)—MC 48268, Sub. 25, C. B. Fischbach, dba 
Fischbach Trucking Co. Permit proposed. Over irregular routes, 
specified roofing materials and building materials and supplies, 
from Ambler, Pa., to points in a described O. area, with re- 
jected shipments on return. 

Michigan (Detroit)—-MC 43038, Commercial Carriers, Inc. 
Certificate proposed, with conditions. Over irregular routes, 
motor vehicies, their parts and accessories, in initial movements, 
by truckaway method, from Toledo, O., to points in Ala., Ga., 
Fla., Mo., and Ia., traversing Ill., Ind., W. Va., Ky., and Tenn. 
for operating convenience only. 

Nebraska (Omaha)—MC 40223, Sub. 17, Interstate Transit 
Lines. Certificate proposed. Passengers and their baggage and 
express, mail and newspapers in the same vehicle, between Pas- 
adena and Upland, Calif., between Ontario and Colton, Calif, 
between Los Angeles and El Monte, Calif., over described 
routes, serving all intermediate points, and between Pomona 
and Ontario, Calif., over U. S. highway 60 as an alternate route 
for operating convenience only with no service at any inter- 
mediate point. 

New York (Brewster)—MC 37962, Sub. 1, John F. Ceasrine. 
Certificate proposed. Household goods between points in Put- 
nam county, N. Y., and in a described area of Dutchess county, 
on the one hand, and, on the other, points in Conn., Mass., R. I, 
Vt., N. H., Me., N. J., Del., Pa., Md., and Washington, D. C., 
over irregular routes 

Iinois (Rock Island)—-MC 33087, Sub 11, Dohrn Transfer 
Co. Certificate proposed. Over irregular routes, general com- 
> with exceptions, between points in Marion county, 
Ind. 

New Jersey (Kenvil)—-MC 9050, Sub. 23, Seeger Brothers. 
Permit proposed. Dangerous explosives and similar dangerous 
articles, over irregular routes, between Kenvil and points within 
five miles of Kenvil, on the one hand, and, on the other, points 
i na described Conn. area, Me., N. H., Vt., Mass., R. I., Del., and 
a described Md. area, Va., a described W Va., area, and Wash- 
ington, D. C., and €mpty containers used in the aforementioned 
operations, and rejected shipments on return movements. 


Ohio (Toledo)—MC 3452,’Sub. 3, Edward A. Emmert and: 


George G. Emmert, dba Auburndale Truck Co. Certificate pro- 
posed. (1) Commodities requiring special equipment or han- 
dling because of size or weight. and (2) contractors’ supplies 
and equipment when transported with the commodities set forth 
in (1), between points in Ind., on the one hand, and, on the 
other, points in 10 Ohio counties, over irregular routes. 


lowa (North English)—-MC 107084, M. J. Hester, dba North 
English Produce and Trucking Co.- Denial of certificate pro- 
posed. Livestock, butter, eggs, and dressed poultry, to speci- 
fied Ia. and Ill. points, with livestock feed and poultry feed, 
on return, over irregular routes. 
' IWinois (Freeport)—MC 107051, Robert E. Smith. Permit 
proposed. Flour, seeds, feed, and salt from Dubuque, Ia., to 
points in four Ill. counties, over irregular routes. 


Nebraska (Omaha)—MC 70451, Sub. 59, Watson Bros. 


Transportation Co., Inc. Certificate proposed. General com- 
modities, with exceptions, between Marysville, Kan., and At- 
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wood, Kan., over U. S. highway 36, as an alternate route for 
operating convenience only in connection with applicant’s 
otherwise authorized regular-route operations, with no service 
at intermediate points. 

California (Sacramento)—-MC 57729, Sub. 1, Gibson Lines. 
Certificate proposed, with conditions. Passengers and their bag- 
gage, and express in the same vehicle, between specified Calif. 

ints. ; 
- Kansas (Elk Falls)—-MC 37210, Sub. 1, Day Wilkinson. 
Denial of certificate proposed. Livestock between Elk Falls, 
Kan., and points within 30 miles thereof, on the one hand, and, 
on the other, Kansas City, Mo., and points in Okla. within 120 
miles of Elk Falls, and feed, hardware and farm machinery 
from the aforementioned destination territory to points within 
30 miles of Elk Falls, including Elk Falls, and processed mill 
feeds and cotton seed cake from points and places in Okla. to 
Elk Falls and points within 30 miles thereof, over irregular 
routes. 

Pennsylvania (Philadelphia)—-MC 16743, Sub. 2, Robert 
Rietheimer and Clarence Barfield, dba Rietheimer and Barfield. 
Permit proposed. Over irregular routes, malt beverages, from 
Philadelphia to points in Va., and Washington, D. C., trans- 
porting empty containers and rejected shipments on return, 
through Del. and Md. for operating convenience. 

Colorado (Idalia)—-MC 5796, Sub. 1, Martin E. Stutheit. 
Certificate proposed. Livestock, agricultural commodities, feed, 
fertilizer, farm machinery and implements and parts therefor, 
4 — movables, between specified points in Colo., Neb., 
and Kan. 

Connecticut (Colchester)—-MC 2445, Sub. 9, Schuster’s Ex- 
press. Certificate proposed, with conditions. Over irregular 
routes, (1) dresses, on hangers or in boxes from Greenfield, 
Mass., to New York, N. Y., and materials and supplies used in 
the manufacture of dresses from New York to Greenfield, and 
(2) garments, on hangers or in boxes from Maynard, Mass., to 
Plainfield, Conn., and materials and supplies used in the manu- 
facture of such garments from Plainfield to Maynard. 


0. D. T. PERSONNEL 


Director Johnson, of the Office of Defense Transportation, 
has announced the resignation of A. S. Johnson, assistant di- 
rector of railway transport, who is leaving O. D. T. to become 
director of the Port of Gulfport, Miss. 

Although Mr. Johnson’s services as a staff member were 
concluded on December 28, arrangements were made with the 
Port Commission to permit him to remain in Washington to 
assist Director Johnson until grain export for the world food 
program had passed the critical stage, Director Johnson said. 

Director Johnson expressed regret concerning Mr. Johnson’s 
leaving and commended him highly for his administration of 
export control in the war period and his able handling of the 
export relief program in the postwar period. 

Mr. Johnson came to the Office of Defense Transportation 
in April, 1942, from the transportation division of the Surplus 
ne Administration, United States Department of Agri- 
culture. 


Priorities Ordered for Northwest 
Wheat to Move Export Traffic 


Referring to instructions of the President to government 
agencies to put in effect emergency measures to help meet the 
“critically urgent” needs for foodstuffs in foreign countries, 
the Commission, division 3, has issued revised service order 
No. 647, Priority for Wheat in Pacific Northwest, effective 
from 12:01 a. m., January 6, until 11:59 p. m., March 10. It 
noted that the President had directed that specified preference 
be given to the rail movement of wheat in order promptly to 
se maximum quantities to the destinations where most 
needed. 

Pertinent provisions of the revised order follow: 


(a) Priority for wheat loading. All common carriers by railroad 
subject to the interstate commerce act, at any point in the states of 
Oregon, Washington, or Idaho, or at Paradise or Troy, Mont., or west 
thereof, shall give preference and priority over all other traffic to 
supplying or placing box cars daily except Sunday, to the extent of the 
weekly quotas of box cars shown below: 
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Spokane, Portland and Seattle Railway.............ccceeeecceccecs 30 
Chicago, Milwaukee, St. Paul and Pacific Railroad................6. 30 


(1) For loading export wheat consigned to, or for account of 
Commodity Credit Corporation. 

(2) Providing the shipper or consignor certifies in writing to the 
carrier on the car order that such box car is intended for the foreign 
relief program and is to be shipped to a point within the switching 


i districts (but not to flour or feed mills located at a point within the 
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switching districts) or the ports of Astoria, Lacoda, Linnton, Portland, 
or Prescott, Ore.; or Aberdeen, Anacortes, Bellingham, Everett, Kalama, 
Longview, Mukilteo, Olympia, Seattle, Tacoma, Tulalip, or Vancouver, 
Wash.; or to the following official inspection points, Attalia, Auburn, 
Black River, Cheney, Interbay, Pasco, Spokane, Wallula, Walla Walla, 
and Wenatchee, Wash., Lewiston, Ida., East St. Johns, Pendleton, 
Portland, Umatilla and Rieth, Ore., for inspection and diversion to 
the ports named. 


The revised order superseded service order No. 647, Pri- 
ority for Grain in Pacific Northwest, and service order No. 
647-A, which suspended service order No. 647 (see Traffic 
World, December 28, 1946, p. 1719). . 

The division said that on representations of the Office of 
Defense Transportation and because of the fact there existed 
a shortage of box cars for the movement of this wheat, an 
emergency existed in Oregon, Washington, Idaho, and western 
Montana. 


O. D. T. Head Defends Export 
Movement of Relief Grain 


Director Johnson, of the Office of Defense Transportation, 
at a press conference held December 30, referred to press criti- 
cism of the movement of grain as compared with movement of 
other commodities, particularly in connection with the world 
food program, and said recent reports indicated that on the 
morning of December 25, 96 per cent of the program had been 
put in export position, and that at the rate grain was arriving 
the deadline of December 31, would find in addition to the pro- 
gram sufficient bulk grain to load approximately 15 ships of the 
January program. 

Difficulty was expected, said Director Johnson, because of 
the exhaustion of government-owned wheat in the territory 
from which this commodity was drawn to the ports. He said 
that for the week ended December 21, grain and grain products 
moved in 53,334 carloads as compared with 45,699 last year. 
Except perhaps for forest products, he said, this was as great 
a percentage above last year’s figures as could be shown for 
the movement of any other commodity. 

Director Johnson said it looked as though the country would 
begin the new wheat crop with what it had in the way of box 
cars “less attrition.’”’ He said the export relief grain would over- 
lap the new harvest whose output would begin to arrive around 
June 1, and that he had recently told Senator Reed, of Kansas, 
that the car situation when the new wheat began to move would 
be more critical than last year. 

The situation was not encouraging with respect to con- 
struction of new box cars, said Director Johnson, adding that 
2,800 new cars of all types, including box cars, were expected 
in December; 3,259 in January; 2,834 in February; and 3,662 in 
March. Nothing, he said, could reduce the present box car 
shortage except less production. It was the largest such short- 
age since 1921 and 1922, he said, and there was no dependable 
solution for it. No positive steps were being taken to combat it 
at presenut except to “do the best railroading we can’’, he said. 
The country was receiving more efficient railroading than at 
any previous time, he said. This year, he said, about 85 per 
cent of the potential was being moved. In October, he said, 
approximately 942,000 cars were moved in one week, the larg- 
est since 1930, and exceeding the 900,000 average for the war 
period. He gave the carloading total for the week ended Decem- 
ber 21, as 836,000 and said there would be a drop in loadings in 
the holiday period. 

There had been little relief from the Civilian Production 
Administration in the allocation of steel for car-building pur- 
poses, said Director Johnson, and he quoted figures showing 
that railroad transportation received an estimated 7.2 per cent 
of the steel in the first half of 1946, compared with 9 per cent 
in 1945. It had been thought, he said, that more steel would be 
available for railroad car purposes once the military demands 
had been taken care of, but that actually instead of getting more 
steel for those purposes than in wartime the railroads had 
received less and were falling behind. He said industries would 
have to slow up next year so railroads could have steel or there 
would be a greater industrial slowup than had been anticipated. 


MOTOR CARRIER SAFETY ORDER EXTENDED 


Effective December 31, the Commission, division 3, by an 
order in three proceedings involving motor-carrier safety regu- 
lations, has extended until December 31, 1947, the effectiveness 
of its order of December 31, 1943, relating to transportation of 
explosives and other dangerous articles in wartime. It said that 
on showing by the American Petroleum Institute and the Amer- 
ican Trucking Associations, Inc., the conditions that necessitated 
the order of December 31, 1943, and its extensions continued 
to exist and created a need for further extension of that order. 








The instant order was issued in Ex Parte MC 13, Motor Carriers 
Safety Regulations, Revised, In the Matter of Regulations Gov- 
erning the Transportation of Explosives and Other Dangerous 
Articles by Motor Vehicle; No. 3666, In the Matter of Regula- 
tions for Transportation of Explosives and Other Dangerous 
Articles; and Ex Parte MC 3, In the Matter of Need for Estab- 
lishing Reasonable Requirements to Promote Safety of Oper- 
ation of Motor Vehicles Used in Transporting Property by 
Private Carriers. 


Service Order Expiration Dates - 
Extended by I. C. C. 


The Commission, division 3, has issued numbered amend- 
ments to the following service orders, as indicated, extending 
from December 31 to 11:59 p. m., June 30, 1947, the expiration 
date of the orders, as follows: 


Amendment No. 13 to service order No. 68, suspension of follow-lot 
rule and two-for-one rule. 

Amendment No. 9 to seryice order No. 93, Giant Refrigerator Cars, 
permitting use of such cars for moving commodities suitable for loading 
in them. 

Amendment No. 6 to service order No. 95, which appointed Charles 
F. Hoover, service agent, San Francisco, Calif., agent to govern the 
movement of empty refrigerator cars in Arizona and California, and 
Clarence B. Cox, Sr., service agent, Houston, Tex., as agent to govern 
the movement of empty refrigerator cars in Texas. 

Amendment No. 3 to revised service order No. 107, Freight Cars 
to Mexico, authorizing the car service division-of the Association of 
American Railroads to govern movement of cars owned or leased by 
U. S. railroads into Mexico so that the number of such cars shall not 
be in excess of the number moving from Mexico to the U. S. in the 
previous semi-monthly period. 


Amendment No. 5 to second revised service order No. 244, Distribu- 
tion of Grain Cars, requiring operators of grain elevators to advise 
carrier’s agent daily of quantity of grain on hand available for prompt 
loading to be tendered for rail shipment. 

Amendment No. 4 to service order No. 260 (present expiration date 
December 15) restricting salting of bunker ice in refrigerator cars 
loaded with citrus fruits originating in Arizona, California, Florida, or 


Texas, with some exceptions as to amount of salt used in Texas or 
Florida. 


Amendment No. 4 to service order No. 434, Free Time on Box Cars 
(to expire at 7:00 a. m., June 30, 1947). 


By amendment No. 1 to service order No. 562, Rerouting of 
Traffic—Appointment of Agent, which authorized Homer C. 
King, deputy director, Office of Defense Transportation, as 
agent of the Commission to divert or reroute all carload and 
less-than-carload freight, and empty freight cars, to railroad 
lines less congested, the Commission, division 3, extended the 
a date from December 31 to 11:59 p. m., April 30, 

By amendment No. 3 to service order No. 624, Movement 
of Grain to Terminal Elevators by Permit, which appointed 
A. S. Johnson, assistant director, railway Transport Depart- 
ment, O. D. T., Washington, D. C., agent to appoint elevators 
or delivery carriers in port areas as permit agents to govern 
the movement of grain into port areas, the Commission, divi- 


sion 3, extended the expiration date of the order to 7:00 a. m., 
March 1, 1947. 





CHARLESTON COAL DEMURRAGE ORDER 


Effective January 1, at 12:01 a. m., until February 1, at 
7 a. m., the Commission, division 3, has issued service order 
No. 663, Demurrage on Coal at Charleston, S. C. It said that 
as a result of inability of transshippers at Charleston to dump 
coal in normal manner, brought about by the miners’ strike, 
excess debits accrued on cars loaded with coal. 

Pertinent provisions of the order follow: 


(a) Offsetting excess debits. Any excess debits which accrued on 
cars loaded with coal or coke consigned for transshipment to vessels, 
either cargo or fuel supply, under the provisions of Southern Railway 
Co. tariff I. C. C. No. A-11065, at Charleston, S. C., in the account of 
any particular consignee during the monthly settlement period ending 
7:00 a. m., January 1, 1947, which are not offset by credits accruing 
to the same consignee during the same pcriod at the same point may 
be offset by excess credits accruing at the same point to the same 
consignee in the settlement period ending 7:00 a. m., February 1, 1947. 


The provisions of the order were made to apply to inter- 
state and foreign commerce and the order required announce- 
ment of suspension of regulations. 


GIANT REFRIGERATOR CAR ORDER 
Effective at 12:01 a.m., January 10, the Commission, divi- 
sion 3, has issued amendment No. 10 to service order No. 93, 
Giant Refrigerator Cars. It said the provisions of the service or- 
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der should not be construed to include the following cars: BRE, 
numbered 300 to 329, inclusive; WFE, numbered 400 to 499, 
inclusive; FGE, numbered 600 to 609, inclusive; URT, numbered 
89000 to 89049, inclusive; and FOBX, numbered 750 to 799, in- 
clusive. The service order, as amended, had required railroads 
operating in Arizona and California to furnish so-called giant 
refrigerator cars for loading suitable commodities, at rates 
applicable on the same commodities when loaded in standard 
refrigerator cars. 





FORWARDERS AND BONDED MERCHANDISE 


A regulation to permit freight forwarders to handle bonded 
merchandise has been issued by the Treasury Department in 
T. D. 51590, signed by Frank Dow, Acting Commissioner of 
Customs, and approved by E. H: Foley, Jr., Acting Secretary 
of the Treasury. This gives effect to provisions of S. 914, 
approved December 28, 1945, bringing forwarders within the 
provisions of the tariff act of 1930 with respect to handling 
bonded merchandise. The director of customs had held that 
freight forwarders were not included among the carriers author- 
ized by law to handle bonded merchandise and the act of De- 
cember 28, 1945, was passed to make it clear that they were 
included, subject to Treasury regulations and filing of bond 
with the Treasury Department. 


EXPORT CONTROL CHANGES ANNOUNCED BY O. I. T. 


Export controls will shortly be removed on all ready-to- 
wear cotton items except shirts, and on all upholstery and drap- 
ery fabrics, plushes, table damask, cotton and wool mixtures, 
marquisettes, and cotton remnants, the Office of International 
Trade, Department of Commerce, has announced, and added: 


Other staple cotton textiles will remain under export licensing 
control. The effective date of the action will be announced in a forth- 
coming current export bulletin. 

An export allocation of approximately 230 million yards of, broad- 
woven cotton textiles, including piece goods and shirts, has been recom- 
mended for the first quarter of 1947. This quota, which is subject to 
official approval on Monday, December 30, by the allocating committee 
to the Office of Temporary Controls, represents an increase of about 
30 per cent above the quantity of cotton textiles actually licensed for 
export in the fourth quarter of 1946 (excluding military surplus 
textiles). 

This quantity for the first quarter represents merely a ‘“‘ceiling 
limit,’’ and will not be accompanied by any form of procurement 
assistance, since the automatic assignment of the CC preference ratings 
for export, and the export set-asides formerly in effect, are being termi- 
nated as of December 31 by the Office of Temporary Controls. Quotas 
by country will be released shortly by the Department of Commerce, 
together with further details of the first-quarter program, in a current 
export bulletin. 

In addition, O. I. T. has further consolidated the country groupings 
employed under the consolidated textile license procedure by combining 
Cuba with Argentina, Brazil, Colombia, and Mexico as a single group, 
merging all other Latin American countries into a second group, com- 
bining Turkey and Egypt with other Middle East destinations, joining 
British East and British West Africa, and constituting a single country 
group for all of Europe including Lire. 

All other country groups remain as previously listed. Pending 
license applications will be amended by O. I. T. to conform to the new 
country groupings, unless their return is specifically requested by 
the exporter. 

Applications to export military surplus cotton textiles may continue 
to be made in accordance with the procedure announced earlier in 
Current Export Bulletin No. 369, without restriction as to fabrics type. 
Producers may file applications for producers’ quotas in the usual way. 
Such letters of application must be postmarked no later than Janu- 
ary 15. 

All other cotton textile export license applications, in order to 
receive maximum consideration under the first-quarter allocation, must 
be postmarked no later than January 31. 


BOUCHARD WANTS CERTIFICATE VACATED 


The applicant in W-100, Bouchard Transportation Co. 
Common Carrier Application, has petitioned the Commission 
to vacate its certificate as a common carrier by water, saying 
that, for some time past, it had performed no transportation 
subject to the interstate commerce act, and intended in the 
future to confine its operation to exempt transportation. 

Under its amended certificate, according to the petition, 
the applicant was authorized to continue operations as a com- 
mon carrier by non-self-propelled vessels with the use of sep- 
arate towing vessels, in the transportation of commodities gen- 
erally between ports and points along the Hudson River below 
and including Troy, N. Y., on Long Island Sound and its trib- 
utaries, and within the New York Harbor area; and by towing 
vessels in the performance of general towage between ports 
and points along the Atlantic Coast and tributary waterways, 
not including points on the Hudson River above the New York 
ot area, from Portsmouth, N. H., to Norfolk, Va., in- 
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Ex Parte 162 Questions as 
Viewed by Rails and Others 


Railroads parties to the original petition in Ex Parte 162, 
Increased Railway Rates, Fares, and Charges, 1946, have asked 
the Commission to deny a petition of the Property Owners’ 
Committee, representing owners of bituminous mines in Ken- 
tucky, West Virginia and Virginia, that the Commission with- 
draw authorization of increases in rates on bituminous in excess 
of the increases proposed by the railroads, for a hearing with 
respect to such authorization, and for suspension of any in- 
creases in excess of those proposed by the railroads (see Traffic 
World, Dec. 28). 

The petition, said the railroads, was based on a miscon- 
ception of the scope of the proceeding. After citing their origi- 
nal petition, the order of the Commission instituting the inves- 
tigation in Ex Parte 162, the notice accompanying the reopening 
of Ex Parte 148 and the institution of the investigation, the 
“interim” decision, and the final decision in Ex Parte 162, the 
railroads said: 


These recitals of the inception and conduct of these proceedings 
demonstrate beyond question that these proceedings were an investiga- 
tion into the revenue needs of the railroads and the means by which 
they should be met. In the light of these facts, petitioner’s claim to 
the contrary is entirely without substance. 

The Commission’s power in proceedings dealing with the general 
revenue needs of the railroads is not limited to the rate increases pro- 
posed by the railroads. After determining the revenue need of the 
carriers, the Commission has the duty of permitting such rate increases 
in meeting that need as will conform to the national transportation 
policy and other provisions of the interstate commerce act. As the 
Commission has often said in proceedings of this character, its function 
is not that of a ‘‘mere computer.”’ 


The railroads “proposals” of rate increases are just that, 
and are not a barrier above or below which the Commission 
cannot go. Were they to be considered otherwise, the functions 
which the Commission must perform in proceedings involving 
the railroads’ revenue needs would be defeated, for it would be 
bound to approve or disapprove in toto each of the carriers’ 
rate increase proposals with resulting detriment to their over- 
all revenue needs. Its reports in other “revenue” proceedings 
show that the Commission has frequently, and almost always 
substituted its judgment on the basis of the record made for the 
carriers’ proposals in determining what rate increases should 
be authorized to meet the carriers’ over-all needs for additional 
revenues. The Commission has done this again in these pro- 
ceedings. After determining that the over-all need was for 
additional revenue approximately 17.6 per cent in place of the 
19.6 per cent sought by the railroads, it determined how that 
need should be met by authorizing increases in freight rates 
and charges of 20 per cent with exceptions. The increases per- 
mitted in bituminous coal rates approximate 11 per cent, an 
amount still appreciably below the average of the increases 
authorized with respect to other commodities. 

_ The railroads said the petitioners’ statement it believed 
this the first instance where the Commission authorized in- 
creases in a general rate increase case in excess of those sought 
by the carriers was of no significance. Aside from the fact that 
such belief overlooked the Commission’s decision in Ex Parte 
No. 74, Increased Rates, 1920, 58 I. C. C. 220, where, said the 
railroads, the Commission “did that very thing,” the committee’s 
belief “certainly did not ‘lull it into a sense of security’ or give 
it ‘no reason to believe that any greater increases would be 
authorized’ than those proposed, as the committee now con- 
tended. The railroads said the record showed that all parties, 
including the committee, fully realized that the Commission 
was not limited to the rate increases proposed by the railroads 
in determining what increases it should authorize. 


Throughout the hearings, continued the railroads, repre- 
sentatives of “other commodities” complained that the railroads’ 
proposal of a 15-cents a net ton increase in their rates on 
bituminous coal from the Appalachian fields, amounting to 6.8 
per cent, placed an unjust burden on other commodities to their 
prejudice in the sharing by all commodities of the transporta- 
tions costs. This complaint was particularly made by those 
interested in the products of agriculture, said the railroads. 

They also quoted counsel for the committee as saying, in 
the course of hearings with respect to the proposed increase in 
bituminous coal rates, that his clients had “reluctantly con- 
Cluded to accept the 15-cents proposed increase, and I perhaps 
would not have anything to say on the subject but for the fact 
that certain interests have come here and urged that the in- 
creases proposed on their commodity be reduced, and the pro- 
Posed increase in coal be increased.” 

The railroads said counsel for the committee then pro- 
ceeded to argue why there should not be a higher increase in 
the rates on this commodity than that proposed by the railroads, 


and added that “certainly in view of his own remarks he was 
not then ‘lulled into a sense of security’ nor at that time could 
he have said that he ‘had no reason to believe that any greater 
increases would be authorized.’ ” . 

The railroads also argued there was no merit to the com- 
mittee’s contention that the evidence did not justify the in- 
creases authorized. They said withdrawal of authorized in- 
creases or suspension of tariffs embodying such increases would 
defeat the very purpose of the proceedings and the decision. 

The Commission’s decision was permissive only, said the 
railroads, allowing them to publish the rate increases author- 
ized. The committee, they contended, was in no way foreclosed 
in a proper proceeding from complaining that the resulting 
rates were unjust and unreasonable. 


Lynchburg Traffic Bureau Petition 


The Lynchburg (Va.) Traffic Bureay has filed a_petition 
with the Commission, joining in the petition of the Property 
Owners’ Committee petition, that the Commission withdraw its 
requirement of greater increases in the rates on coal than those 
requested by the railroads and that it suspend any rates in ex- 
cess of the 15 cents a ton increase proposed, also that a hearing 
be granted before the increased rates were made effective. 

The bureau said an increase on coal of 25 cents a ton based 
on a yearly consumption of 200,000 tons would produce in- 
creased revenue for the carriers of about $50,000 a year, but 
that “these carriers only sought an increase in revenue of $30,- 
000 a year based upon the proposed increase of 15 cents a ton 
on a yearly consumption of 200,000 tons.” 


St. Louis Meat Packers 


The St. Louis Local Meat Packers Association has peti- 
tioned the Commission in Ex Parte No. 162 “for modification 
of findings and order relating to excessive increase in rates on 
the products of livestock as distinguished from increases on 
livestock, and for suspension of such increases.” 

The keen competition between the movement of livestock 
and the products thereof was not something “just discovered,” 
said the association, adding that it had been fully recognized 
in the past. It said the Commission, in 263 I. C. C. 37-38, again 
gave emphasis to it, and the association asked: What reason 
can there be now to disrupt well considered adjustments? 

The trend to grant blanket percentage rate increases cover- 
ing a wide area of the nation was fraught with danger, it con- 
tinued, adding that many inequities would result both from 
varying degrees of percentage increases on closely related 
commodities, but also because long recognized and established 
principles of rate making were thereby completely disregarded. 
The net result of blanket percentage rate increases, it said, 
was to destroy proper relationship between the rates on short 
hauls compared with long hauls by unduly subjecting long haul 
traffic to greater increases in cents a one hundred pounds. 

“Surely the act does not contemplate this nor the creation 
of inequities burdening industry or community by destroying 
proven workable and long existing rates relationships such as 
the wide disparity in percentage increases of livestock versus 
product,” said the association. 


Barge Line Questions Sulphur Increase 


Inland Waterways Corporation, operating the Federal Barge 
Lines, has petitioned the Commission in Ex Parte 162 for am- 
plification of its findings “re increases on sulphur.” : 

The question raised by Federal relates to the preservation 
of differentials of water carrier rates under rail rates as of 
June 30, 1946, without reduction of the water-carrier rates, 
actual or as authorized in the report, as applied on Sulphur, 
brought by rail to Galveston, and there, after sometimes remain- 
ing on the dock, is loaded into barges for further transportation, 

Specifically, Federal asked the Commission: 


...to amplify its findings in the above-entitled proceeding in re- 
spect to the increases authorized on sulphur from Texas mines to inter- 
state destinations so as to limit the increase in the aggregate rail-barge 
rates from mines to ultimate destination to the maximum authorized in 
connection with the all-rail rate from the same mines to the same 
ultimate destinations. Federal further suggests that the interested car- 
riers be directed to divide the amount of the increase so authorized 
on a rate prorate basis, using $1.07 per gross ton from mines to Galves- 
ton as the rail factor and the all-water rates published and filed with 
the Commission from Galveston to ultimate destination as the water 
factor. 


After quoting a letter from E. I. du Pont Nemours Co., 
in which Federal was told that unless it published its rate 
on the basis of the June 30, 1946, differentials under rail that 
company did not anticipate having water movements of sulphur 
via Federal, and that it should, “in arriving at the differential 
please take the rail rate from New Gulf to Galveston, Texas, 
plus the barge and barge-lake rates beyond versus the rail 
rates from the mines to final destination,” Federal continued: 
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In order to avoid the loss of the entire sulphur traffic from Texas 
mines, Federal is exempting from the master tariff all-water rates on 
sulphur from Galveston. It is publishing, effective January 17, 1947, 
on statutory notice, an increase in such rates of only 24 cents per 
gross ton. That increase added to the 21-cent increase from mines to 
Galveston aggregates the 45-cent gross ton maximum authorized by the 
Commission. While this preserves the June 30, 1946, differential, it 
deprives Federal of its proper share of the total increase. 


In considering the phraseology of the finding designed to 
preserve the June 30, 1946, differential and, at the same time, 
give the water carriers their proper share of the authorized 
increase, Federal said one other circumstance incident to the 
rate structure under consideration should be noted. The single- 
factor all-rail rates published from the Texas mines to northern 
destinations, such as Chicago and Detroit, it said, also applied 
from Galveston, the point at which the sulphur is transferred 
from rail to barges. at continued: 


If we were to treat only with Galveston as an origin, the application 
of the maximum increase authorized to the water-carrier rate and to 
the corresponding all-rail rate would preserve the June 30, 1946, differ- 
ential. That, however, is without significance in view of the circum- 
stances above noted, i. e., the all-rail movement is not from Galveston, 
but is from interior mines and the competitive route from the mines 
in which water carriers participate involves a rail movement to Galveston 
on a June 30, 1946, rate of $1.07 per gross ton. In such a situation a 
finding which merely required the preservation of the differential from 
the point at which the sulphur is loaded into barges would not accom- 
plish the desired result. Rather, it is necessary for the Commission to 
phrase its finding so as to treat with the June 30, 1946, differential 
reflected in the rail-water combination on Galveston as compared with 
the direct-all-rail rate from the mine origins to ultimate destination. 


Textile Interests Ask Modification 


The North Carolina Cotton Manufacturers Association, Inc., 
the Cotton Manufacturers Association of South Carolina, and 
458 textile mills in Alabama, Georgia, Mississippi, North Caro- 
lina, South Carolina, Tennessee, and Virginia, have asked the 
Commission for: 


1. Modification of findings and order with respect to rates on bitu- 
minous coal, to provide for maximum increases not exceeding amounts 
sought in carriers’ petition, April 15, 1946, and for 

2. Suspension of increases exceeding 15 cents per ton in rates on 
bituminous coa! provided in item No. 305, Tariff of Increased Rates and 
Charges No. X-162, R. H. Hoke, Agent, I. C. C. No. 1077, effective 
January 1, 1947, without prejudice to the publication on one day’s 
notice of not to exceed 15 cents per net ton. 


The textile interests argued that the increases authorized 
on bituminous coal were beyond the scope of issues in the pro- 
ceeding. Generally, they said, shipping interests had recog- 
nized the propriety of some increases being granted the rail- 
roads and that there was very little protest against the full 
amount of increases sought by the carriers on bituminous coal 
within and to points in Southern Territory by reason of the 
limitation of such increase to a uniform amount of 15 cents a 
ton. However, they said, no opportunity was accorded shipping 
interests to be heard on any proposal to increase rates by a 
greater amount than had been sought by the carriers, or to 
make any greater increase in rates to one point than to another 
for the same length of haul in the same territory. The pro- 
tested increased rates were unreasonably high in violation of 
section 1, of the act, and created unlawful preference, prejudice 
and discrimination in violation of section 3, they said. 


Eastern Packers Oppose Modification 


The Eastern Meat Packers Association, Inc., has asked the 
Commission to deny a petition of eight packing houses and the 
American Meat Institute for modification of the Commission 
findings to limit increase on products of livestock to 15 per 
cent, and to suspend any increases filed in excess of that per- 
centage (see Traffic World, Dec. 21, p. 1649). 

Members of the Eastern associations, said the petition, 
were in keen and constant competition with the packers who 
had asked modification of the order, adding that the latter 
were the largest meat packers in the United States “having 
the whole nation for their market,” while members of the 
Eastern association had relatively restricted markets, most of 
them being limited to a relatively small distribution area near 
their own plants. Eastern said meat products of the packers 
asking modification were successfully sold “even in the very 
limited markets available to members of our association.” 

In its decision, said the association, the Commission drew 
a clear distinction between raw materials and finished prod- 
ucts, imposing heavier increases on the latter than on the 
former. . Livestock, it said, was just as distinctly a raw mate- 
rial as grain or cotton and could not afford as much freight 
rate increase as the much more valuable meat products shipped 
all over the nation by the large packers. It would be mani- 
festly discriminatory and unfair to increase by more than 15 
per cent the rates on live animals as long as rates om other 
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farm products and raw materials were increased only 15 per 
cent, it said. 

Whatever might have been the original reason for making 
freight rates the same on packing house products and live 
animals in Official Territory, there was today no reason for 
continuing parity, said the association, adding that it was not 
the general rule in this country that rates on packing house 
products should be equalized with rates on live animals. 

The association said it must be borne in mind that the 
small independent meat packers did not usually employ rail 
transportation for their fresh meat and packing house products, 
the general practice being to use trucks to reach “the limited 
sales markets available to them.” Saying the large packers 
“in order to disparage” the carefully considered decision of the 
Commission, had undertaken to show the “heterogeneous per- 
centages of increase” resulting from the decision, the association 
said all the figures showed was the three different percentages 
normally resulting from the decision—25 per cent in Official 
Territory, 22% per cent on interterritorial traffic, and 20 per 
cent within and between other territories. No point, it said, 
was more stressed in the decision and no conclusion therein 
more, deliberately reached in reference to a statement of the 
large packers that the Commission “did not realize” that these 
percentages would result from its decision. 

Equally deliberate, it said, was the different treatment of 
raw materials and manufactured products. It said if the peti- 
tion of the Institute and the other petitioners should result in 
a finding of discrimination against meat produces “the railroads 
would have the option under well-established principles to in- 
crease the livestock rates by 25 per cent.” This, it said, would 
gravely injure the producers of livestock and the terminal 
markets where it was sold. 

The whole question was of vital importance to producers 
of live animals through the United States, it said, adding that 
the best interests of producers and consumers lay in a freight 
rate structure that created the broadest markets for live 
animals and the greatest amount of competition in the terminal 
markets where animals are sold. It continued: 


The interests of the large midwestern packers, on the contrary, 
are best served by a freight rate structure which tends to shut off 
independent buying in the terminal markets. The closer the rates on the 
meat products are to the rates on live animals, the greater will be 
the advantage of those packers who use rail transportation primarily 
for meat products, and the greater will be the disadvantage of those 
packers who use rail transportation primarily for live animals. 


Packers located far from the corn belt, who must move 
livestock over long distances in rail transportation, labored 
under the disadvantage that they must pay freight rates on a 
considerable portion of the live animal that was never used 
either because of shrinkage or wastage, said the association, 
so that the increase in freight rates would be considerably 
more than 15 per cent on the part of the live animals that was 
commercially usable. Beef, it said, constituted only about 55 
per cent, and pork not more than 75 per cent, of the weight of 
the live animals. 

__ The issue was so important that no action should be taken 
without public hearing, said the association, either by reopening 
this feature of Ex Parte 162, or by formal complaint filed by 
the petitioners. The latter was preferable, it said. 

The association said with the termination of price control 
competition between large and small packers had been resumed 
with increased intensity and that the very livelihood of the 
small packers depended on their ability to compete. The close 
relationship between rates on meat products and rates on live- 
stock in Official Territory was unfair because of the much 
greater value of the products, it said, and continued: 


Eastern Meat Packers Association, Inc., asserts on information and 
belief that a majority of members of American Meat Institute, being 
small packers, would not have approved the filing of the petition had 
they been consulted in the matter, which they were not. A majority 
of members of Eastern Meat Packers Association, Inc., are members 
of American Meat Institute. 


Indiana Coal Association 


The Coal Trade Association of Indiana has asked the Com- 
mission to deny a petition of the Property Owners’ Committee, 
representing owners of mines on the so-called Pocahontas roads, 
to withdraw the authorization for increases in rates on bitu- 
minous coal in excess of the increase proposed by the railroads 
(see Traffic World, Dec. 28, p. 1720). 

It said the committee was in error in saying this was the 
first instance in which the Commission had authorized increases 
in rates in a general rate increase proceeding that were in excess 
of the increases sought by the carriers; that the Commission 
had departed from its established practice of giving notice and 
granting full hearing before making findings adversely affecting 
the interests of any of the parties having a right to be heard; 


Janui 


and 1 
able 
juris) 


sion | 
the ] 
but < 
the é 


Ste 


and 

rate 
ized 
ceml 
com 
hear 
crea 
Tow: 
Nor 
Cart 
2: NX 


that 
heal 
cent 
Par 
intr 
crez 
mer 


aut! 
in I 
gin’ 


rate 
sio! 


rai 
inc 
Fai 


anc 
tin 
as 
int 
of 

for 


the 
inc 
tio 
th: 





RLD 


5 per 


aking 
d live 
yn for 
as not 
house 


at the 
y rail 
ducts, 
imited 
ackers 
of the 
S per- 
“iation 
ntages 
)fficial 
20 per 
> said, 
herein 
of the 
these 


ent of 
> peti- 
sult in 
lroads 
to in- 
would 
rminal 


ducers 
ge that 
reight 
r live 
rminal 


ntrary, 
hut off 
on the 
will be 
imarily 
f those 


move 
ibored 
$ ona 
> used 
iation, 
erably 
at was 
out 55 
ght of 


taken 
pening 
led by 


ontrol 
sumed 
of the 
> close 
n live- 
much 


on and 
. being 
on had 
lajority 
embers 


» Com- 
mittee, 
roads, 
1 bitu- 
ilroads 


ras the 
‘reases 
excess 
nission 
ce and 
fecting 
heard; 


January 4, 1947 


and that its action was a departure from its long and honor- 
able history and was contrary to the principles of American 
jurisprudence. 

‘Tt is inherent in the duties and functions of the Commis- 
sion in a proceeding such as this that it look to the legality of 
the proposals not only from the standpoint of reasonableness 
but also as to whether such proposals violate any provisions of 
the act,” said the association at one point. 


State Action on Ex Parte 162 Rates 


Solicitor Hamley, of the National Association of Railroad 
and Utilities Commissioners, reported that intrastate railroad 
rate increases paralleling those in Ex Parte 162 were author- 
ized in New Mexico on December 26, in Massachusetts on De- 
cember 27, and in Nevada, effective January 1. He said that 
commissions of the following eleven states had advised that 
hearings had been scheduled to consider the railroad rate in- 
crease applications as follows: Connecticut, December 26; 
Iowa, January 1; Kansas, January 17; Missouri, January 13; 
North Dakota, January 28; Oklahoma, February 20; South 
Carolina, December 30; Tennessee, January 14; Texas, January 
2; Washington, January 3, and Wisconsin, January 9. 

After stating that the Arkansas commission anticipated 
that the railroad petition in that state would be assigned for 
hearing some time in March, Mr. Hamley said that the 6 per 
cent interim increase authorized by the Commission in Ex 
Parte 148-162 on June 20 would become effective on Arkansas 
intrastate traffic January 1. He added that the 6 per cent in- 
crease on Texas intrastate traffic was still held under advise- 
ment by the Texas Commission. 

The commissions of North Carolina and Mississippi have 
authorized intrastate increases substantially the same as those 
in Ex Parte 162, subject to some exceptions. A hearing in Vir- 
ginia will be held January 10. 

The Missouri commission has announced that it will hold 
a hearing January 13 on the railroads’ petition for intrastate 
rate increases corresponding with those granted by the Commis- 
sion in Ex Parte 162. 


EX PARTE 162 SPECIAL PERMISSION 

The Commission, Commissioner Aitchison, has issued two 
amendments to special permission No. 31715, which authorized 
railroads to depart from tariff circular rules in publishing the 
increases permitted in Ex Parte 162, Increased Railway Rates, 
Fares and Charges, 1946. 

Amendment No. 1 permits the petitioners in Ex Parte 162, 
and other carriers and their publishing agents to publish from 
time to time increases in rates and charges between points in 
a single state via interstate routes the same as authorized for 
intrastate application with such state, but in no event in excess 
of the amounts authorized in Ex Parte 162, in the manner set 
forth in an application filed by Agent L. E. Kipp. Such increases 
may be made effective on not less than one day’s notice. 

Amendment No. 2 permits B. T. Jones, agent, carriers or 
their publishing agents that have made errors in providing for 
increases authorized in Ex Parte 162 to publish tariff publica- 
tions correcting such errors, to be made effective on not less 
than on one day’s notice. 


INTRASTATE EXPRESS RATE INCREASES 


Authority has been granted to the Railway Express Agency, 
Inc., by the Wyoming commission, to establish for application 
to Wyoming intrastate express traffic, increases in rates and 
charges the same as the increases authorized by the Commission 
with respect to interstate express traffic in Ex Parte 163. 


TEXAS INTRASTATE INCREASES 


The respondent railroads in No. 28846, Increases in Texas 
Rates, Fares and Charges, have filed a motion with the Com- 
mission in that proceeding asking it to rescind and vacate its 
order of December 18, 1942, as amended, but not that portion 
of the order that provided for a ten per cent increase of the 
basic first class intrastate passenger fares of three cents a mile 
between points in Texas. . 

In that proceeding, the Commission granted railroads op- 
erating in Texas the same increases intrastate as had been 
granted railroads interstate in Ex Parte 148, the Texas com- 
mission having denied authority for such increases. Those in- 
creases, except the increase in passenger fares, were suspended 
in 1943 when the Ex Parte 148 increases were suspended. 

The railroads said the instant motion superseded a petition 
they had filed for reinstatement of the order of December 18, 

942, as amended, which petition they asked permission to 
withdraw. 

The railroads referred to the decision in Ex Parte 162 and 


said they had a petition pending before the Railroad Commis- 
sion of Texas for authority to increase intrastate rates and 
charges in Texas in accordance with the interstate increases 
authorized in Ex Parte 162. 


Pullman Co. Acquisition Argued 
in Briefs Filed with I. C. C. 


Buying group of railroads maintain that the proposal 
is one for pooling and correctly filed under section 5(1) 
of the interstate commerce act. Intervenors, the Depart- 
ment of Justice, the Chesapeake & Ohio rail group, and 

_ Otis & Co., contend the proposal would constitute mo- 
nopoly in sleeping car business, and that application 
should be filed under section 5(2) 


Briefs have been filed with the Commission by 46 railroads 
seeking, in No. 29592, the Pullman Company acquisition pro- 
ceeding, an order authorizing pooling or division of traffic, serv- 
ice, or gross or net earnings in connection with the operation 
of sleeping cars on their lines, as contemplated in a memo- 
randum agreement, as supplemented, in which the railroads 
accepted an offer of Pullman, Inc., to sell the Pullman Co. 
stock, and by the interveners, the Department of Justice, the 
Chesapeake & Ohio group of railroads,.and Otis & Co., invest- 
ment bankers of Cleveland, O. 


The application was docketed as a formal case because filed 
under section 5(1) of the interstate commerce act, and the 
interveners argue, among other things, that the essential ele- 
ment in the agreement is the acquisition of the Pullman Co. 
stock and that, therefore, the application should be filed under 
section 5(2). 


The application was filed with the Commission by the rail- 
road buying group after the federal district court at Philadel- 
phia had approved sale of the Pullman Co. stock to the rail- 
roads, last December. A brief time before appeal time ran out, 
the Department of Justice filed an appeal to the Supreme Court 
of the United States, generally alleging that sale to the rail- 
roads would substitute a railroad-owned monopoly for the mo- 
nopoly it said had been “struck down’’ by the district court in 
1943, United States vs. Pullman Co. 50 Fed. Supp. 123. 

Hearings on the application filed with the Commission by 
the railroads were held by Examiners Hosmer and Barber in 
ga (see Traffic World, Dec. 7, p. 1505, and Nov. 30, 
p. , 


After reviewing the antitrust action, in which the district 
court at Philadelphia decreed that there be complete separation 
in ownership and direction of the business of manufacturing and 
the business of operating sleeping cars, and the subsequent 
approval of sale of the sale of the Pullman Co. stock to the 
buying group of railroads, subject to certain conditions, and the * 
filing of the application with the Commission, the railroads 
contended that the transaction involved resulted in a pooling of 
net earnings and of service within the meaning of section 5(1) 
of the act. They said Assistant Attorney General Wendell Berge 
had “recognized very frankly that the transaction proposed by 
applicants” would constitute a pooling in a letter to the chair- 
man of the Commission, dated September 10, 1946, and quoted 
from that letter. This statement, they continued, had been sub- 
stantially repeated in the petition of the Department of Justice 
for leave to intervene before the Commission. 


Rail Statement of Proposal 


The railroads reviewed the provisions for pooling of rev- 
enue and service, and then said: 


Each railroad could perform its own sleeping car service by buying 
its own cars, using them for actual transportation of passengers when 
there are passengers to transport and holding them idle and in reserve 
against future needs when there is no traffic demand. If each railroad 
were to follow this alternative, and having followed it were to agree 
with all other railroads that its sleeping car supply so procured would 
be turned into a common pool for use by all railroads, no one would 
contend that the result would not be a pooling of service under section 
5(1). The mere fact that this same result was reached by the more 
convenient method of purchase of stock under an agreement for pooled 
supply of cars instead of by individual purchase of cars followed imme- 
diately by an agreement for pooling of individual car supply does not 
remove the transaction from the governance of section 5(1). 


Operation of the unassigned sleeping cars was not the only 
service of the sleeping car business to be pooled under the 
proposal, the railroads continued, observing that fixed operating 
properties of Pullman, such as car repair shops and laundries, 
would be operated for the joint benefit of all the applicants. 

Under a sub-heading that “the Commission’s jurisdiction 








under section 5(1) extends to the entire transaction involved 
in the application,” the railroads said, in part: 


The pooling of applicants’ sleeping car business, authority for which 
is sought in the application, is dependent upon the acquisition by appli- 
cants of the Pullman stock, since that is the primary step in the 
series of measures_whereby the pooling arrangement will be created. 
Indeed, two of the most conspicuous pooling features arise directly and 
immediately from the stock acquisition; (1) The pooling of net revenues 
of the sleeping car business which arises from the distribution of 
Pullman’s earnings on the basis of stock ownership; and (2) the pooling 
of service arising from the common ownership of Pullman facilities— 
unassigned sleeping cars, laundries, shops, and other properties. This 
pooling feature is an intrinsic part of the stock acquisition itself. 


The railroads argued that section 5(2) of the act was 
limited by section 5(13) to acquisition of control of ‘a carrier 
by railroad.” The Commission, they said, had held that a 
“sleeping car company was not a carrier by railroad, adding 
that “it follows that the acquisition by applicants of the stock 
of Pullman is not within the jurisdiction of the Commission 
under paragraph (2) of section 5.” After further development 
of the argument, they said no approval of any feature of the 
transaction was required under paragraph (2), but approval 
under paragraph (1) would include:approval of the stock acquisi- 
tion as an integral part of the pooling transaction. Interveners’ 
motion to dismiss the application for failure to comply with 
the requirements of paragraph (2) of section 5 should be 
denied, they said. 

The railroads asserted that the Commission’s jurisdiction 
was not ousted or suspended by appeals pending in the Supreme 
Court in the Pullman case, and that the proceeding was not 
premature, saying it was_one of the numerous situations in 
which concurrent approval by a court and by an administrative 
body was necessary before a transaction might be effected. In 
such: cases, said the railroads, it had never been held that 
administrative action must await the final outcome of the court 
proceedings, but that the converse had been authoritatively 
indicated as the correct procedure. 


Findings Requested 


They said the public interest urgently required prompt 
settlement of the future ownership and operation of Pullman 
and that the proposed transaction met the statutory standards 
and should be approved. They asked the following findings: 


1. The pooling of service and of net earnings proposed by appli- 
cants will be in the interest of better service to the public. 

2. The pooling of service and of net earnings proposed by appli- 
cants will be in the interest of economy in operation. 

3. The pooling of service and of net earnings proposed by appli- 
cants will not unduly restrain competition. 

4. The pooling of service and of net earnings proposed by appli- 
cants has been assented to by all the carriers involved. 


Department of Justice Brief 


The Department of Justice argued that the Commission 
was without authority to grant the application; that even if the 
jurisdictional requirements had been met, the Commission 
should decline to act on the proposed transactions; and that the 
record contained no evidence to support findings that the pro- 
posal was in the public interest and would not unduly restrain 
competition. It asked the following findings: 


1. That the Commission is without jurisdiction to grant the appli- 
cation herein. 


2. That, in view of the proceedings still pending in the courts of 
the United States in the case of United States vs. Pullman Co. et al., 
the Commission should not act upon the application herein. 

3. That the proposal herein would unduly restrain competition 
and is not in the public interest. 

4. That no showing has been made that the proposal herein will 
not unduly restrain competition and is in the public interest. 

5. That, for the reasons stated in findings 1, 2, 3, and/or 4 above, 
the application herein should be dismissed in its entirety. 


_ The department had, through subpoenas duces tecum, ob- 
tained certain lists of railroad and Pullman stockholders, em- 
bodied in two exhibits, and, referring to those exhibits, said: 


Exhibits 92 and 110 represent an effort by the Department of 
Justice to bring to the attention of the Commission the type of evi- 
dence which applicants would have been required specifically to disclose 
by the Commission’s order of October 14, 1940, had they filed their 
application under section 5(2) of the act. The exhibits provide some 
indication of the basic identity of financial interest which now exists 
between the applfcant railroads and Pullman, Ine., and which would 
extend to the Pullman Co. if applicants’ proposed acquisition of that 
company were approved. 


These two exhibits contain a listing of those affiliations between 
railroad corporations and holders of 3,000 or more shares of Pullman, 
Ine., stock which appear immediately from an examination of Poor’s 
and Moody’s directories. It appears from the exhibits that interests 
which control nearly 10 per cent of the total stock of Pullman, Inc., 
hold over 400 directorships and trusteeships on the boards of railroad 
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corporations. These interests are represented on well over half of 
the applicant railroads. The two exhibits represent no more than a 
sampling of the available evidence since they are limited to persons 
who directed the voting of 3,000 or more shares of Pullman, Inc., 
stock—approximately 600,000 of the 3,229,897 shares outstanding. Yet 
they reveal that the voters of 309,657 shares of that stock, over half 
of the total examined, were represented on the boards of trustees and 
directors of railroad corporations. It would thus appear from the 
sampling so far accomplished that a very substantial part of the stock 
of Pullman, Inc., is held by individuals and corporations which have 
substantial interests in applicant and other railroads. 

It is also apparent even on the present limited record: that the 
Pullman companies. are well aware of these basic financial interests... 


which must be consulted...and appropriately represented...in the 
direction of the companies. 


Against this background the undue restraint of competition and 
consequent injury to the public interest which would result from the 
proposed acquisition of the Pullman Co. by the railroad buying group 
become immediately apparent. The proposed acquisition would clearly 
perpetuate that common control of sleeping car service and sleeping 
car manufacture which was held by the United States district court to 
be the heart of an unlawful monopoly... . 


Later in the brief, the department said that “in the future, 
as in the past, it will be to the interest of those who control 
the Pullman Co. to confine the purchases of sleeping car equip- 
ment by that company to the products of Pullman Standard.” 
It would be to their interest, the department continued, to limit 
the development of new types and improvements in such equip- 
ment to the end that the profits of Pullman Standard, “and 
therefore of themselves,” might be kept at the highest possible 
level. From the same motive in the future, as in the past, the 
department asserted, they would discourage the development 
of aggressive competition in the manufacture of sleeping car 
equipment. 


Cc. & O. Group Asks Dismissal 


The brief on behalf of the C. & O., the Nickel Plate, and 
the Pere Marquette, asked that the motion of the Department 
of Justice for dismissal of the application be granted. 

“In this proceeding the Commission is called upon to make 
decisions as important as any with which it has ever been con- 
fronted,” said the C. & O. group of railroads. “This is so not 
alone because of the magnitude of the transaction proposed by 
the applicants, involving as it does every passenger railroad in 
the United States, but also because at the threshold of this 
proceeding jurisdictional questions are raised of far-reaching 
public significance. These jurisdictional questions arise, first, 
because there is pending before the Supreme Court of the 
United States a proceeding involving the sale of the capital 
stock of the Pullman Co., the decision in which will admittedly 
bind all parties herein, including applicants; and, second, be- 
cause of the infirmities of applicants’ case under the pertinent 
sections of the interstate commerce act.” 

They argued that the proposed transaction was not a pool- 
ing within the meaning of section 5(1) of the act, and that the 
buying group had been organized for the “sole purpose of ac- 
cepting an offer made by Pullman, Inc., to sell all of the capital 
stock of the Pullman Co.” It said the first article of the memo- 
randum agreements stated “with directness and simplicity the 
sole objective of the subscribing railroads in forming the buy- 
ing group, and no mention is there made of pooling or division 
of traffic, service or earnings, nor are these matters referred 
to anywhere else in the memorandum agreement, nor in the 
offer of Pullman, Inc., the acceptance of which was the sole 
occasion and purpose of the memorandum agreement.” 

The C. & O. group differentiated the memorandum agree- 
ment from the Railway Express contract, under which, they 
said, it was not proposed to pay dividends on the stock, but 
rather the net revenues were to be paid over to the participat- 
ing railroads by groups, and that it was this method of appor- 
tioning the net revenues that made necessary Commission ap- 
proval under section 5(1). They described the instant proposal 
as follows: 


Under the buying group’s proposal herein, the net revenue derived 
from sleeping car operations on each individual railroad will be divided, 
in the first instance, equally between such individual railroad and the 
Pullman Co. substantially as it has been under the old contracts. As to 
the one-half paid to the individual railroad, there can be no question 
of pooling, as the amount is clearly based upon individual performance. 

The other one-half, which would accrue in the first instance to 
the Pullman Co., may eventually be available for distribution as divi- 
dends on the basis of the number of shares of stock held by each 
participating railroad. It is this arrangement which distinguishes the 
instant proposal from that held to require section 5(1) authority in 
the Express case...In that case, no dividends were payable upon 
the stock held by the individual carriers, but rather the net income 
was to be distributed to the carriers by groups; in this case, there is 
no distribution of net profits as such. 


The C. & O. group said the Commission was without au- 
thority to enter an order approving the proposed agreements 


to purchase the Pullman capital stock. If the Commission should 
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determine the application was properly brought under section 
5(1), they said, it must find that the proposed agreements would 
be in the interest of better service to the public or economy of 
operation, and would not unduly restrain competition. Under 
the evidence, they said, no such findings could be made. 


Otis & Co. Position 


Asking that the application be dismissed for want of jur- 
isdiction, or, if the Commission should hold the application 
properly filed under section 5(1), that it be denied for the 
reasons set forth in its brief, Otis & Co. referred also to the 
jurisdictional questions raised by the C. & O. group. The Com- 
mission, it said in part, should not voluntarily seek to anticipate 
the functions “of our highest judicial tribunal and enter an order 
the effect of which may be rendered nugatory by the court’s 
decision.” 

The applicants sought to invoke the Commission’s juris- 
diction only under section 5(1), the pooling section, said the 
company, adding that motions for clarification of the issues had 
been opposed by the applicants, and that the examiner had not 
acted on those motions. It continued: 


Thus the Commission is confronted with the anomaly of a hearing 
conducted under section 5(1) on proposed purchase agreements and a 
purported pooling operation, affecting every railroad in the United. 
States, with the issues wholly undefined, and so without a fair and 
reasonable opportunity for interveners to prepare their evidence to 
meet such issues. This is one of the basic errors in the proceeding. 
A clarification of the issues at the opening of the hearing would have 
laid bare the all-important jurisdictional questions involved and stripped 
the proceeding of all its obvious surplusage to the comparatively narrow 
issues under section 5(1). 

In this situation, it is pertinent to inquire: Do applicants intend 
that the findings required under section 5(1) should apply to ‘‘the 
proposed acquisition and ownership by the railroads of the capital 
stock of the Pullman Co.?’’ The prayer in the application is adroitly 
drawn but even a cursory reading evidences such purpose and, as here- 
tofore stated, counsel intend to claim approval if an order does issue. 
This view is fortified by the fact that applicants’ counsel successfully 
opposed any action on the motion to strike from the prayer the words 
above quoted...Further, the testimony of applicants was directed 
almost wholly to the proposed purchase agreements which make no 
provision for pooling. In this state of the pleadings and the record, 
need anyone speculate on whether the primary purpose of the appli- 
cants is to secure a finding that the purchase involved in the proposed 
agreements will not unduly restrain competition, a finding that could 
then be used to buttress applicants’ position, against the monopoly 
charge in the pending appeal before the Supreme Court? 


Otis & Co. said its brief was directed primarily to the issue 
of undue restraint of competition, and summarized the evidence 
offered at the hearing, saying at the outset that “applicants 
offered no evidence in their case-in-chief on this issue. 

“No one can read the record in this proceeding, particularly 
in the light of the pending appeal in the Supreme Court of the 
United States, without a realization that what is here involved 
is another struggle between the forces of monopoly and the 
forces of competitive enterprise,” said Otis & Co., opening its 
argument following the summary of the evidence. “The forces 
of monopoly seek with all the resources at their command to 
retain their hold on the business of furnishing and servicing 
sleeping cars—and if they cannot hold it, and keep it virtually 
static, to destroy it. On the other hand, those who believe in 
the competitive enterprise system would revitalize the sleeping 
car business through modernization of equipment and expansion 
of service, thus evincing their faith in the future of public 
transportation by rail.” 

It then reviewed the decisions of the Philadelphia district 
court, and said that applicants’ proposal was contrary to the 
federal antitrust laws was beyond doubt. This became increas- 
ingly apparent, it céntinued, in the light of the inter-relation- 
ships and controls which were developed for the record in this 
proceeding. The evidence disclosed that though there was some 
change in form and in personalities, said Otis & Co., the monop- 
oly in the business of furnishing and servicing sleeping cars, 
condemned by the district court in Philadelphia, would be con- 
tinued. The Commission, it contended, must take into account 
the “broader restraints on competition and in this proceeding 
must find (if the application is not dismissed for want of juris- 
diction) that the transaction for which approval is sought will 
unduly restrain competition.” 


The proposed transaction was very different from those 
cases in which lack of.a practical alternative put extreme pres- 
sure on the Commission’s exercise of discretion, said Otis & 
Co., adding that it was one of several offerors in the district 
court at Philadelphia and was an appellant in the Supreme 
Court. Its cash offer and its proposals (a) to replace the ex- 
isting obsolete pool with a fleet of modern sleeping cars, and 
(b) to improve sleeping car service without discrimination for 
all railroads, had been spread on the record in this proceeding. 
Otis & Co. said it, and those with whom it was associated in 
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the offer, were independent of any relationships, direct or in- 
direct, to the monopoly interests “which control the sleeping 
car industry and which the Philadelphia court condemned in 
its decision of May 8, 1944.” 

Its ownership and operation of the Pullman Co., said Otis 
& Co., would not exclude any other independent concern from 
the field and that, “thus the Commission is assured that there 
is no need to perpetuate a monopoly in the business of furnish- 
ing and servicing sleeping cars; that a completely independent 
group is ready, willing and able to enter the field to serve all 
the railroads.” . 


D. of A. Asks General Review 
of Motor Carrier Revenues 


Alleges motor carrier revenue needs of motor carriers 
not “emergent nor precarious,” and cites possibility of 
diversion of traffic from rails to trucks because of rail 
raté increases, with large volume of agricultural traffic 
in view. Sees danger of subjugation of principle of 
competition in favor of “what amounts at times to an 
avaricious inclination on the part of some carriers to 
charge shippers all their traffic will bear .. .” 


The Department of Agriculture has asked the Commission 

to give serious and immediate attention to the desirability of 
instituting a general revenue investigation for the motor car- 
riers of the nation. It further urged the Commission to “make 
no ex parte decisions affecting any of the proposals (for rate 
increas@s) now filed, or which will inevitably be filed shortly 
by motor carriers, insofar as they seek general horizontal rate 
increases consequent upon or analogous to rail increases author- 
ized in Ex Parte 162-148.” ’ 
z The department said the Secretary of Agriculture was 
acutely aware” of the large and increasing number of applica- 
tions and tariffs filed by and on behalf of the nation’s motor 
carriers for general rate increases, many of which, it said, 
stemmed from the Commission’s report and order in Ex Parte 
No. 162, Increased Railway Rates, Fares, and Charges, 1946, 
and Ex Parte No. 148, Increased Railway Rates, Fares, and 
Charges, 1942 (see Traffic World, Dec. 28, p. 1721). They 
represented, said the department, formal steps on the part of 
the motor carriers to increase their general rate levels in pro- 
portion to the increases granted by the Commission in the rail 
dockets, and continued: 


There are a number of applications and tariffs pending action by 
the Commission, however, for general rate increases which are not 
arise in general from the same circumstances, largely those involving 
specifically identified with the rail rate increases authorized, but which 
alleged increases in wages and costs of operation. With respect to 
these latter applications, it is not clear in every case whether ‘appli- 
cants will supplement such applications by further requests for general 
increases in view of the Commission’s decision in Ex Parte No. 162-148, 
although in some few instances it does appear that no action is imme- 
diately contemplated by such carriers. We cite the following as typical 
examples of applications and tariff publications now pending disposition 
by the Commission: 

Name of Agent 


Purpose of Application 
Interstate Freight Carriers’ 


Increase all rates same as the rails as 


Conference, Inc. provided for in Ex Parte 162. (MF- 

Los Angeles, Calif. ICC No. 1, Loretz series.) Upon 30 
days’ notice. 

Southwestern Motor Tariff Inerease all rates 12 per cent. Effec- 

Bureau tive January 1, 1947. (MF-ICC No. 


Los Angeles, Calif. 

Rocky Mountain Motor Tariff 
Bureau, Inc. 

Denver, Colo. 


32.) 

Increase all rates same as the rails as 
provided for in Ex Parte 162. Effec- 
tive January 1, 1947. (MF-ICC Nos. 
31, 32, 19, 20, 21, 24, 25, 35 and 40.) 

Increase all rates same as the rails as 
provided for in Ex Parte 162. (MF- 
ICE Nos. 1 and 3.) Upon 30 days’ 
notice, 

Middle Atlantic States Motor Master Tariff No. 5. MF-ICC No. A-220, 
Carrier Conference, Inc. effective January 6, 1947. 


In addition to the above-mentioned examples, we have information 
to the effect that many, if not all, of the major motor carrier rate 
making bureaus will within the immediate future seek horizontal rate 
increases comparable to those cited. 


Intermountain-Coast Motor 
Freight Tariff Bureau 
Denver, Colo. 


Intrastate Increases 


The department said there were “literally hundreds” of 
similar applications and tariffs relating to intrastate motor 
carrier traffic now on file with various state railroad and utility 
commissions couched in much the same language and “based 
upon much the same rationales as the applications filed with the 
federal agency.” It had formal notice of many such applications, 
said the department, and that it was genuinely concerned over 
the possibility of dissimilarity of treatment that might be ac- 





corded them as a result of hearings, or otherwise. Later, the 
department, saying the Commission had no section 13 authority 
over motor carrier rates as it had over rail rates, the depart- 
ment said that “it occurs to us that there should be a special 
attempt made by the Commission, under its cooperative pro- 
cedure with the various states, to bring about a nation-wide 
adjustment of motor carrier revenue needs, both intrastate and 
interstate, that will be logical and consistent with the needs as 
they are made evident.” 


There would seem to be a compelling public need for the 
Commission to analyze each request for motor carrier rate 
increases against the background of the rail increases, the 
department asserted, and in this connection, invited the Com- 
mission’s attention to five matters. 


First, it said, the rail increases were, in substantial part, 
justified by a decline in passenger traffic, a situation with which, 
it said, the motor carriers were not confronted, since truck and 
bus operations were “separate entities.” Second, it said in- 
creases in rail rates were, in part, justified by recent legislation 
increasing retirement deductions for rail labor, observing that 
there was no similar action by Congress affecting motor carriers, 
and adding that it was a fact concerning which judicial notice 
might be taken that the social security tax deductions for motor 
carrier labor were not analogous to the retirement deductions 
authorized for rail labor. 

Third, the department said the rail increases were neces- 
sary for the replacement of much heavy plant and operating 
equipment, entailing a far greater financial outlay by the rails 
than by motor carriers. Fourth, the department quoted reports 
of the American Trucking Associations, Inc., as to the more 
favorable operating ratio of Class I motor carriers of property 
in the second and third quarters of this year as compartd with 
the same quarters of 1945. Fifth, the department expressed the 
opinion that, because of the rail rate increases, there was a 
definite probability that considerable traffic would be diverted 
from the rails to the trucks. This diversion, it said, would 
increase motor carrier revenue to an extent that could only be 
determined by careful investigation. The department added 
that, with particular respect to this probability, “we believe 
that motor carriers will secure a large volume of agricultural 
traffic, which is available in great abundance, as a result of 
bounteous harvests and sustained consumer demand.” 


Among other things, the department also said it regarded 
as a gross discrimination in favor of motor carriers and against 
both rail carriers and the American agricultural community, 
that none of the pending motor carrier applications or “increase 
tariffs” made exceptions “consistent with the report and order 
of the Commission in Ex Parte 162-148 relating to agricultural 
traffic.” The department urged on the Commission the neces- 
sity of securing proof, ‘on the record,” from the motor carriers 
as to why such discrimination should be countenanced. 


Competitive Principle Threatened 


As to the general situation with respect to increased trans- 
portation rates, the department said: 


There is currently in process of unfoldment a cumulative attempt 
on the part of all transportation facilities to obtain increased revenues 
consistent with increased costs of operation. Within the bounds of the 
Interstate Commerce Act, this is a legitimate undertaking. We see in 
the present transition from war to peace, however, the danger of the 
subjugation of the principle of competition in the field of transporta- 
tion, which principle underlies all of the statutory approaches to the 
subject, in favor of what amounts at times to an avaricious inclination 
on the part of some carriers to charge shippers all that their traffic 
will bear under the present economic circumstances. In the normal 
peacetime scheme of transportation in this country, motor carriers 
have been able to develop operations of national scope and importance 
largely because they have been able to compete with the better estab- 
lished facility of rail transportation in terms of a lower rate structure. 
As the present situation is developing, motor carriers in many areas 
have increased or are attempting to increase their rate levels to a 
point where they will equal or exceed the rate levels governing rail 
traffic. They have been able to do this, in our judgment, because the 
traffic burden imposed upon all transportation facilities has been so 
heavy that there has been in effect a mere sharing or parceling of that 
burden among the several types of transportation facilities, 

In view of this condition, which we do not believe will persist very 
much longer on the scale that has characterized it during the war, we 
do not believe the Commission should permit a situation to develop 
whereby general motor carrier rate increases are allowed, ex parte or 
otherwise, for the simple reason that rail carriers have been granted 


relief and motor carriers are pro tanto entitled to similar relief without 
separate justification. 


ALLIED AGENCY CONTRACT DENIED 


Allied Van Lines has filed a supplemental application, re- 
ferred. to in its petition in MC F-2787, for modification of the 
Commission’s report and order of April 26, to permit agency 
contracts of specified carriers to continue in effect. 

The supplemental application, docketed as MC F-3360, asks 
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authority for Allied to acquire the operating rights and fran- 
chises of the named transferor-applicants on the same terms 
as Allied was authorized to acquire the operating franchises of 
former transferor-applicants. As indicated in the aforemen- 
tioned petition in MC F-2787, Allied said in the supplemental 
application that, since the Commission’s report and order author- 
izing it to purchase operating rights of 325 household goods 
carriers, these named in the supplemental application had 
tendered Allied assignments of their operating rights, executed 
copies of the non-carrier agency contracts, and the subscription 
to the capital stock of Allied. 


Western Rails Ask Investigation 
of Drayage Contracts 


As result of Tulsa case, in which federal district court 
held payments to warehousemen delivering freight to 
motor common carrier docks higher than allowance to 
shippers, on the theory warehousemen were agents of 
the carriers, to be unlawtul, rails ask investigation of 
such contracts entered into by themselves and motor 
carriers 


The western railroads have filed a petition with the Com- 
mission asking “an investigation as to contracts and practices 
covering pick-up and/or delivery service by all contract dray- 
men between warehouses and freight stations of rail and motor 
carriers.” 

The petition, was filed as a result of the fact that the Com- 
mission’s Bureau of Inquiry addressed a letter to the railroads 
after the federal court for the northern Oklahoma district en- 
joined five motor carriers serving Tulsa from paying ware- 
housemen 10 cents a 100 pounds for delivery of shipments at 
the carriers’ docks, when their tariffs on file with the Commis- 
sion called for refund of 5 cents a 100 pounds to shippers who 
delivered their goods:to the carriers’ docks. The court held 
the warehousemen were agents for the shippers, despite oral 
or written agreements purporting to make the warehousemen 
agents of the line-haul carriers (see Traffic World, July 20, 
1946, p. 165). 


The railroads said in effecting pick-up and/or delivery 
service of less-carload freight, as provided in certain railroad 
tariffs, they had entered into contracts with various draymen 
at different points where the service was afforded in the west- 
ern districts. In many instances, they said, the services were 
performed by individual draymen. In others, they continued, 
the drayage companies. were owned or affiliated with local 
warehousemen, the drayage companies performing the service 
for and on behalf of the railroads. Such contracts with indi- 
vidual draymen or drayage companies had been in effect for 


several years, the railroads said, and that “in accord with such 


contracts the railroads, in lieu of performing the pick-up and/or 
delivery service themselves, agree to pay to the draymen cer- 
tain amounts of money which differ at various points.” 


After reviewing the Oklahoma case, and referring to the 
letter addressed by the director of the Commission’s Bureau 
of Inquiry to the vice-president and general counsel of the 
Association of American Railroads and to many executives of 
individual railroads throughout the country, asking whether or 
not the rail carriers would abide by the ruling of the Oklahoma 
court, the railroads said: 


Since receipt of such letter from the director of the Bureau of 
Inquiry, the western railroads have made a survey of and have given 
careful consideration as to their contracts and practices with respect 
to pick-up and/or delivery of less-than-carload freight. We find in- 
numerable situations in the western district as to arrangements for 
pick-up and/or delivery service with warehousemen and/or their affili- 
ated drayage companies which the rail carriers believe to be lawful 
and which do not come within the purview of the court’s decision, and 
in order that all railroads may be placed on a common footing with 
regard to pick-up and/or delivery service at common points, we respect- 
fully request the Commission to conduct an individual investigation 
aside from any investigation as to pick-up and/or delivery service as 
contemplated in docket No. 29555 and MC C-542. 


The railroads’ reference was to the investigations into such 
practices by railroads and motor carriers in No. 29555, Pick-Up 
and Delivery Services by Railroads, and MC C-542, Pick-Up 
and Delivery Services by Motor Carriers (see Traffic World, 
June 22, 1946, p. 1855). 

The railroads asked, in order that neither rail carriers nor 
motor carriers might have a competitive advantage in the 
transportation of less-carload freight, that the investigation as 
requested include such service by motor carriers as well as 
rail carriers in the western district. 

They said they understood that the Local Cartage National 
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Conference of the American Trucking Associations had re- 
quested the Commission to hold in abeyance any policy actions 
under the so-called “Tulsa decision” until the Commission had 
entered its decision in No. 29555 and MC C-542. This would 
indicate, the railroads said, that the truck lines wanted the 
question of contracts and practices with warehousemen in- 
cluded in those investigations. The railroads said they would 
prefer a separate investigation for the reason that such a sepa- 
rate investigation would undoubtedly be decided long before 
the general investigation in the aforementioned dockets. 

The railroads said the matters were of such importance 
that the Commission should institute an investigation on its 
own motion as to the contracts and practices affecting pick-up 
and/or delivery of L. C. L. freight between warehousemen and 
their affiliated draymen and the railroad and motor carriers 
“so that the entire practice may be presented and definite and 
specific rules, regulations and practices may be set forth by 
this Commission rather than have a multitude of different 
opinions, which do not make for uniformity and fair competi- 
tive conditions.” 


Continued Suspension of Reduced 
Military Fare Cancellation Asked 


The secretaries of War and Navy, and the commandant 
of the Coast Guard have asked the Commission to continue 
under suspension rail supplements and tariffs that proposed to 
cancel, effective January 1, 1947, reduced furlough fares for 
members of the armed forces. The Commission suspended the 
schedules until January 30, and the railroads asked the Com- 
mission either to cancel its suspension order in I. and S. No. 
5444, Cancellation—Furlough Fares, or not to extend the sus- 
ago beyond January 30, 1947 (see Traffic World, Dec. 21, 
p. ; 

The military branches asked that the petition be rejected 
and that the supplements and tariffs remain under suspension 
“until such time as the carriers have, after hearing, justified 
the increases in rates proposed and have demonstrated to the 
Commission that the resulting rates will be both ‘just’ and 
‘reasonable’ and that the proposed action will be consistent 
with the public interest.” 

Replying to a contention of the railroads that the Commis- 
sion had no authority to suspend the reduced fares, because 
they were section 22 rates, the military branches said the legis- 
lative history of that section of the interstate commerce act 
showed that Congress had not intended to exempt such reduced 
rates from the requirements of section 1 or any other sections 
of the act other than sections 2 and 3. They observed, further, 
that inclusion in section 22 did not remove rates from the juris- 
diction of the Commission, citing mileage, excursion or commu- 
tation passenger tickets, and adding that “the Commission has 
long exercised complete jurisdiction over these rates.” They 
said the various cases cited by the railroads need not be dis- 
cussed in detail because they referred to another portion of 
section 22 not related to that under which the furlough rates 
were published, and were not controlling. 

The military branches also said it might not be presumed 
that, merely because the rates were “reduced,” or were lower 
than the existing civilian passenger fares, the rates were un- 
remunerative or had not otherwise met the full requirements 
of the act, including section 15a. They observed that the fares 
applied from military installations at points that previously 
had originated little or no passenger traffic and that there was 
a concentration of furlough traffic to and from this point that 
“fanned out” to points virtually all over the United States. 
They compared the traffic with commutation travel, allowing 
for difference in distance. 

The reduced fares, they said, had become an integral part 
of their program, and had been the subject of special legisla- 
tion with respect. to tax relief. They contested the view that 
the “duration of the war is past,” saying the period of the 
“shooting” war could not be the measure of the emergency 
period, which they said was demonstrated by the furlough fares 
themselves “as they were initiated long prior to the entry of 
this country into actual warfare.” 

The military branches said the railroads, in showing that 
the increases that would result from the cancellation would 
range between 31.8 per cent and 76 per cent, had failed to 
include the transportation tax of 15 per cent that would apply 
if the reduced furlough fares were cancelled. 


A. M. A. PACKAGING EXPOSITION 
A return to major emphasis in sales plans on the style and 
materials of the package was foreseen by Alvin E. Dodd, presi- 
dent of the American Management Association, upon his an- 
nouncement Bf the annual Packaging Exposition sponsored by 
the association, to be held April 8-11 in Convention Hall, Phila- 





delphia. “Although material shortages and unfilled consumer 
demands have maintained the ‘seller’s market’ in most indus- 
tries, the prospect of almost immediate changes in product 
availability and customer psychology requires a re-appraisal by 
management of its packaging approach,” said Mr. Dodd. “The 
package remains the prime point-of-sale selling agency and 
accordingly it must have a major place in sales planning.” 





N. Y. City Area Bus Operators 
Ask Separate Hearing 


The New Jersey Motor Bus Association, Inc., whose mem- 
bers comprise every passenger motor carrier engaged in short- 
haul mass transportation between New York City and points 
in New Jersey and New York (via New Jersey) except Public 
Service Interstate Transportation Co., has asked for a separate 
hearing in MC C-550, Investigation of Bus Fares. 

. The investigation was instituted by the Commission, on its 
own motion, into the reasonableness and lawfulness of passen- 
gers fares and charges of all Class I motor common carriers 
of passengers. A prehearing conference was held in Washing- 
ton in October and adjourned to December 11, and later to 
January 16 (see Traffic World, Oct. 19, p. 1030). At the Octo- 
ber conference, representatives of metropolitan district oper- 
ators asked to be exempted from the order of investigation, or 
separate treatment for such carriers operating in an area of 
35 to 50 miles of specific cities. 

The New Jersey association now asks a hearing for its 
members separate from all other hearings because, it says, 
costs of operation a mile of those carriers are considerably 
higher than those of the Philadelphia, Portland, Washington 
and Cincinnati areas or any other area of the United States, 
a are not comparable thereto by reason of the following 

actors: 


(a) The toll charge of one dollar per bus movement via the George 
Washington Bridge and the Hudson River vehicular tunnels; tolls 
elsewhere are much lower. 

(b) The limitation by the Port of New York Authority of standees 
to a maximum of one-third of the seating capacity of the bus but not, 
in excess of fifteen passengers; to provide an adequate service for the 
public (which includes both commuters and non-commuters) requires 
a bus seating capacity per hundred passengers carried greatly in excess 
of that required in any other area of the country. 

(c) The density of highway traffic both in New York City and the 
suburban area adjacent thereto is greater than in any other area of the 
country; this results in an average running time per mile considerably 
higher’than in any other area with a corresponding increase in oper- 
ating cost per bus mile. 

(d) Bus terminal charges in New York City, per bus departure, 
are the highest in the country. 

(e) Special taxes, assessed by the City of New York, for use of 
streets and terminals, and administrative expenses incurred in the City 
of New York to prevent undue diversion of routes and terminal sites 
by the City of New York Police- Department. 


Boston Port Authority on 
New York Port Charges 


The Port of Boston Authority has filed, in No. 29162, 
Shelton Pitney and Walter P. Gardner, Trustees of the Central 
Railroad Co. of New Jersey vs. Akron, Canton & Youngstown 
Railroad Co. et al., a brief “to Examiners Arthur H. Mackley 
and John P. McGrath.” 

The proceeding involves a complaint by the C. of N. J. 
trustees relating to the division of joint through class and 
commodity rates applicable between points within the lighter- 
age limits of New York Harbor (including pier stations, public 
and private piers and shipside points), on the one hand, and 
substantially all parts of the United States, and to a limited 
extent, points in Canada and Mexico, on the other hand. The 
agreements are alleged to be unlawful as they relate to harbor . 
allowances deducted from the through rates before proration 
and paid to the New York Harbor Lines as “compensation” 
for the lighterage or carfloatage services they perform. 

No proposed report has, as yet, been served in the pro- 
ceeding. 

The Boston Authority said the complainants sought, among 
other things, a Commission order determining and prescribing 
what will, for the future, be just, reasonable, equitable and 
otherwise lawful allowances or deductions to compensate for 
the lighterage and carfloatage services the New York Harbor 
Lines performed in connection with the transportation service 
referred to in the complaint. 

The Boston Authority said it petitioned for leave to inter- 
vene, pointing out that the practice of the defendant carriers 
in paying inadequate harbor allowances to the New York Harbor 
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Lines was a practice injurious to the Port of Boston. That 
port, it said, was in vigorous and active competition with the 
port of New York for import, intercoastal and coastwise traffic. 
It said the practice complained of served to induce connecting 
carriers to route such traffic through other ports, including 
the Port of Boston if they were not unlawfully preferred in 
the division of the New York rates; and/or served to induce 
shippers to route traffic through the Port of New York which 
they would route through other ports, including the Port of 
Boston, if the New York-rates included adequate allowances 
for harbor service. 

The Boston Port Authority stated its position as follows: 


Port of Boston Authority takes the position that the existing har- 
bor allowances paid to the New York Harbor Lines out of the joint 
through rates under consideration in this proceeding and before pro- 
rating, are clearly inadequate to cover the cost of performing the har- 
bor services, that such allowances should be increased to an amount 
which will be sufficient to cover the cost of the harbor services rendered, 
and that unless and until so increased such allowances will be unlaw- 
ful, in violation of section 1(4) of the act. 


Port of Boston Authority takes the further position that 
such harbor allowances, as so increased, should continue to 
be stated as deductions from the through rates, before pro- 
rating, in specific amounts per hundred pounds or per ton. 

The Authority asked that the Commission prescribe al- 
lowances adequate to cover service costs, including fair return, 
and prescribe that such allowances be deducted from the 
through rates before prorating. It said whether the Commis- 
sion prescribed separate allowances for lighterage and car- 
floatage or a single allowance reflecting the weighted average 
cost of the two services, was not of serious consequence although, 
it said, a single allowance would appear to have certain ac- 
counting advantages. 


T. P. & W. Asks Authority 
to Issue $300,000 Note 


The Toledo, Peoria & Western Railroad Co., in Finance 
No. 15554, has asked the Commission to approve issuance of a 
note for $300,000, to bear interest at two per cent and to mature 
90 days from its date, with the privilege of renewing the note 
for an additional 90-day period. 

The railroad said that, since September 27, 1945, when the 
director of the Office of Defense Transportation, which, under 
an executive order, seized the railroad March 22, 1942, and re- 
turned the road to its owners October 1, 1945, transmitted to 
the railroad $500,000, events had constituted a serious drain on 
its resources. The railroad was seized by the government in 
1942 because of a dispute between the management and its 
workers, and the instant application said the government had 
not as yet paid the railroad “just compensation for the taking 
of its said properties. 

The application reviewed the history of the seizure of the 
railroad, and the labor troubles following return of the proper- 
ties to the owners, to the point when the United States circuit 
court of appeals at Chicago, in November, ordered the federal 
district court at Peoria, Ill., to issue a mandatory injunction 
ordering resumption of service on the railroad, and another 
injunction restraining all parties from interfering with such 
operation (see Traffic World, Nov. 30, p. 1445). 

November 25, said the railroad, it had advised the 
O. D. T. director of the decision of the United States circuit 
court of appeals, and that earlier in the month it had advised 
the O. D. T. head that its cash balance was below $50,000, and 
requested an additional advance of $500,000. On November 27, 
it said, the O. D. T. director telegraphed the applicant that “he 
was deferring consideration of applicant’s request until he had 
received advice from the Attorney General.” 

The T. P. & W. then said that, on November 30, it wrote 
the O. D. T. director advising him that the court of appeals at 
Chicago had denied an emergency motion of counsel for the 
brotherhoods for a stay of the proceedings to permit applica- 
tion for writ of certiorari to the Supreme Court of the United 
States, and had ordered immediate issuance of the mandate to 
the district court. It told the O. D. T. head, the T. P. & W. 
said, that issuance of the injunction could be expected within a 
few days and that it would then be faced with the necessity of 
having the requested funds for working capital. This request 
was followed by telegraphic information to the O. D. T. that 
the injunction order had been issued. On December 6, it said, 
the O. D. T. head telegraphed that the situation remained the 
same as stated in his reply on November 27. It said that, being 
advised the T. P. & W. was “about ready” to file its application 
with the Commission for authority to issue notes to provide 
working capital, the O. D. T. director had again telegraphed 
that the situation remained as of November 27. It continued: 
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As shown by the applicant’s balance sheet, . . . applicant is seri- 
ously in need of additional funds for working capital. These funds 
are necessary so that applicant may perform its service to the public 
as a common carrier. While applicant requested $500,000 from the 
Office of Defense Transportation as being a portion of money lawfully 
due it as just compensation, and could use the additional amount to 
advantage, applicant does not wish to borrow and pay interest on any 
amount that is not absolutely necessary. 

The just compensation to be paid to applicant for the government’s 
taking of its properties, less advances heretofore made to applicant, 
will greatly exceed the proposed note issue applied for herein. 


The T. P. & W. said it had made arrangements to deliver 
the note to the New York Trust Co., of New York City, and to 
pay a commission of one-half of one per cent to W. E. Hutton 
& Co., of New York, as compensation for their services for 
arranging “the said borrowing.” 


C. & O. and P. M. Submit Material 


Requested in Finance Bureau Report 


The Chesapeake & Ohio and the Pere Marquette railways 
have filed with the Commission a memorandum regarding the 
proposed report of the Bureau of Finance in Finance No. 15228, 
Pere Marquette Railway Co. Merger, etc., in which the bureau 
has recommended that the Commission approve a merger of the 
properties and franchises of the P. M. into the C. & O. for 
ownership, management, and operation, on terms and conditions 
proposed (see Traffic World, November 9, p. 1213). 

“Although these applicants disagree with some of the con- 
clusions of law stated in the proposed report and likewise dis- 
agree with some of the reasoning employed by the Bureau of 
Finance in reaching conclusions of fact and of law stated 
therein,” said counsel for the two railroads, “they are in agree- 
ment with the general conclusions and recommendations stated 
at sheets 53-54 of the proposed report and for that reason do 
not file any exceptions thereto. This memorandum is being filed 
in order to supply certain material requested in the proposed 
report and to correct certain minor inaccuracies in factual state- 
ments made therein.” 

In the main, said the two railroads, the proposed report 
constituted a fair and accurate statement of the underlying 
facts and terms of the proposed merger, of the agreement of 
merger, and of the methods to be used in the conversion and 
exchange of existing Pere Marquette securities for securities of 
the Chesapeake & Ohio. 

In their memorandum, counsel for the two railroads dis- 
cussed among other things, rentals for leased roads and equip- 
ment, authorities in support of the application, and their sug- 
gested corrections in factual statements. 


Middle Atlantic Motor Rate 
Increases Opposed 


The Eastern Traffic Bureau, Inc., and the Association of 
Manufacturers of Confectionery and Chocolate; the Lynchburg 
(Va.) Traffic Bureau; the Richmond (Va.) Chamber of Com- 
merce and the Norfolk (Va.) Port Traffic Commission, and 
the Sylvania Division, American Viscose Corporation, have 
asked the Commission to suspend master tariff No. 5, and 
connecting link supplements, issued by Middle Atlantic States 
Motor Carrier Conference, increasing motor carrier rates, filed 
to become effective January 6. 


Eastern described the proposals as follows: 


These schedules propose to increase all class and commodity rates 
published by the Middle Atlantic States Motor Carrier Conference, Inc., 
agent, 5 per cent on all shipments of 6,000 lbs. or more in all territories 
except New York Short Haul Area, plus area increases to be added at 
both origin and destination, observing a maximum increase of 30 per 
cent LTL and 15 per cent truckload, except as noted, application to 
all class and commodity rates. Shipments of less than 6,000 Ibs. will 
continue 11 per cent higher than the newly increased rates on ship- 
ments of 6,000 Ibs. or more, reflecting the difference between the 15 
per cent under 6,000 Ibs. and 4 per cent over 6,000 lbs. applied pre- 


viously, plus arbitrary increases in New York Zone 1 and other ter- 
ritories. . 


It said for the past few years shippers had been “con- 
tinually subjected” to many changes in the motor rate struc- 
tures and that the increases proposed were substantial and 
would affect “our industry business” and would “disrupt any 
planned distribution of economy and thereby throw a stumbling 
block in the manufacturers’ way of reconversion. .. .” 

The Lynchburg bureau said it had information that 
motor carriers, for the third 1946 quarter, had an operating 
ratio of 94.7 per cent of gross revenue, as cgempared with 
third quarter of 1945 when, it said, the operating ratio was 
99.1 per cent. Therefore, continued the bureau, “if the oper- 
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ating ratio of the motor carriers in 94.7 per cent there does 
not appear to be an immediate need for further increases in 
their rates.” It said increasing the transportation .cost naturally 
increased the cost of living and as the cost of living increased 
so much wages be increased. Consequently, it said, continu- 
ation of the practices of increasing rates tended to create a 
vicious circle detrimental to the economical welfare of the 
country. 

It said the increases granted the railroads in rail rates 
“in the wisdom of the Commission are justified, but increasing 
the express rates and rail rates is not a cue for the motor 
carriers to proceed to increase their rates.” After reviewing 
very briefly the first class rate from Lynchburg to New York 
since 1937, saying it had increased 40 cents a hundred pounds, 
and that the rail carriers would soon increase their first class 
rate from $1.11 to $1.39, the bureau said that “therefore, as 
trucks become more plentiful the temptation for individual 
companies to purchase and operate their own trucks is greater 
today than ever experienced in the history of our nation.” 

The Richmond and Norfolk interests said rule 9 of the 
proposed master tariff prescribed area arbitraries for the Rich- 
mond and Norfolk area and “nothing to the cities west of us.” 
They said the commerce and industry of the Richmond and 
Norfolk area, as a whole, were faced with an excessive trans- 
portation cost that would be most “disturbing to business con- 
ditions” under the proposal protested. 

American Viscose made the same comparison between 
third quarter, 1945 and 1946 ratios, as was made by Eastern 
and said it seemed apparent the financial condition of the motor 
carriers was improving and that their present rates were 
enabling them to earn a reasonable profit, adding that “even 
-the present level of their rates is under investigation before 
the Interstate Commerce Commission in docket MC C-528, 
Increased Rates in Middle Atlantic Territory.” 

Saying the carriers had appeared time after time before 
the Commission to show the necessity of increasing rates on 
account of the increased cost of their operation, and that this 
was still being done in MC C-528, the company continued: 


-Now, however, it appears to be more than a curious ‘coincidence 
that the general increases contained in the master tariff, when related 
to the motor carrier rates in effect prior to June 30, 1946, show an in- 
crease of 25 per cent, the same increase authorized by the Commission 
for the railroad industry in Ex Parte 162. I do not believe that the 
Commission has sanctioned the doctrine that motor carrier rates should 
be predicated upon an increase in either their own or the competitor’s 
cost of operation, 


The protest also observed that arbitraries prescribed in 
rule 9 of the master tariff applied different degrees of increased 
rates distributed arbitrarily over portions of Middle Atlantic 
territory. Some portions of the territory were not affected by 
the rule at all, it said, and that others were considerably 
affected, “particularly when arbitraries are added upon both 
the origin and destination areas as required by rule 9 (b).” 
It asked the Commission to take judicial notice of the answer 
filed by the respondent in a previous suspension request by 
the petitioner in which, it said, the respondent pointed out 
that “we are competing with a plant located in Buffalo, N. Y., 
and that the motor carriers must adjust their rates and 
minimum truckload weights so as to prevent undue preference 
to this area.’ In the instant proceeding, said the protest, a 
zone arbitrary had been added on shipments to and from this 
area (Fredericksburg, Va.) although “to my knowledge there 
has been no increase in costs of operation here.” The request 
for suspension was signed by R. E. Covey, traffic manager. 


Swift & Co. Overcharge Suits 


Civil suits against eleven railroads claiming overcharges 
aggregating $271,009 were filed December 30 in Chicago, in the 
district court for the eastern division, northern district of IIlli- 
nois, by Swift & Co. The suits charged that the plaintiff shipped 
from its plants in Kansas City, Kan., South St. Joseph, Mo., and 
South Omaha, Neb., during the period from December 31, 1944, 
to October 31, 1946, carloads of fresh and salted meats to 
various destinations named in the attached exhibits, and that 
Charges collected by the defendant railroads exceeded the 
charges legally applicable thereto under tariffs filed with the 

ommission. Interest at 6 per cent, together with costs and 
reasonable attorneys’ fees, are asked. William N. Stack, John 
P. Staley, and Ross Dean Rynder, are attorneys representing 
bc ae Company. The suits are docketed as Nos. 46C2091- 





The railroads named, and the total alleged overcharges, 
are as follows: 


Alton, $27,023.07; Atchison, Topeka & Santa Fe, $38,866.25; Chicago, 
Burlington & Quincy, $9,625.00; Erie, $3,588.74; Illinois Central, $47,- 
757.62; Missouri Pacific, $22,469.91; Wabash, $7,825.63; Chicago Great 
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Western, $50,406.65; Chicago, Milwaukee, St. Paul & Pacific, $18,095.78; 
Chicago & North Western, $30.253.14; and Chicago, Rock Island & 
Pacific, $15,097.24. 


These suits constitute the third round of such civil actions 
filed by Swift in the past 14 months. In October, 1945, the com- 
pany filed similar suits against five roads, seeking $55,434 in 
alleged overcharges, and in the following month, filed addi- 
tional suits against five roads seeking $29,201.10 (see Traffic 
World, October 13, 1945, p. 938, and December 1, 1945, p. 1334). 

The earlier suits are still pending in the federal courts, the 
judges having yet to set them for trial, officials of the Swift 
company said. 


I. C. C. Upheld by District Court 
in Truck Rights Purchase Denial 


The federal district court for the western Virginia district, 
at Lynchburg, has ordered dismissal of a complaint filed in 
that court by C. W. Falwell, Jr., and Falwell Fast Freight, 
Inc., of Lynchburg, against the United States and the Inter- 
state Commerce Commission, seeking annulment of an order 
of the Commission denying to the plaintiffs the right to acquire 
by purchase certain operating rights held by W. B. Draper, dba 
Draper: Motor Service, of Roanoke, Va. 

The district court, in an opinion written by Judge Paul, 
said there was nothing in the record before it which indicated 
that the Commission failed to give a fair and thoughtful con- 
sideration to the Falwell application or which supported the 
assertion that its findings were arbitrary, irrational and con- 
trary to law. 

“The questions passed on,” said the court, “were peculiarly 
within the function of the Commission and we are unable to 
see wherein there has been any abuse in the exercise of that 
discretion which has been entrusted to it by the terms of the 
statute.” 

In the opinion, Judge Paul noted that the Commission’s 
order in the Falwell application had been entered January 14, 
1946. He said Falwell had applied for authority to purchase 
all operating rights of Evans Line, Inc., of Roanoke, compris- 
ing regular routes extendirig from Roanoke west to Bluefield, 
W. Va., and thence north to Charleston and Point Pleasant, 
W. Va., and for authority to purchase, also, that portion of 
Draper’s rights which authorized operations over irregular 
routes between Roanoke and Lynchburg (Draper having au- 
thority to operate over such routes between Roanoke, on the 
one hand, and, on the other, Lynchburg, Norfolk, Richmond 
and other points in Virginia, as well as to various points in 
other states, north and south. He said the application was op- 
posed by Brooks Transportation Co. and certain rail carriers. 
He stated that the plaintiffs rested their contentions largely on 
the fact that, on February 22, 1945, the Commission, by divi- 
sion 4, had issued an order approving the Falwell purchase of 
the Evans and Draper rights. The case was reopened for re- 
consideration by the entire Commission, on petition of Brooks 
Transportation Co., on May 7, 1945. Meanwhile, Falwell in- 
formed the Commission that its purchase of the Draper and 
Evans rights had been consummated on February 22, after 
receipt of a telegram from the Commission notifying the par- 
ties of the action of division 4. In its report on reconsideration, 
the Commission denied the application to the extent the oper- 
ating rights of Draper were involved, and directed return of 
the Draper rights to Draper as soon as possible. 


Division 4 Report Not “Certificate” 


As to a contention of Falwell that the report and order of 
division 4 constituted in fact and in substance a certificate of 
public convenience and necessity, which was not subject to 
review or reconsideration, but which might be terminated only 
in accordance with section 212a of the act (providing procedure 
for suspension or revocation of certificates, permits or licenses), 
the court said that “the argument advanced in support of this 
view is somewhat involved, but careful consideration of it does 
not permit us to accept its conclusion.” 

“Any action which the plaintiffs took toward carrying out 
the provisions of the order (of division 4) was, as they well 
knew, subject to what might happen if, as a result of recon- 
sideration by the full Commission, the order was reversed or - 
modified,” said the court. 

In further discussion of the Commission’s action, the court 
said: 

The action of the full Commission in denying to plaintiffs the 
acquisition of the Draper rights was based on a finding which was in 
substance that during the period of their lease and thereafter the 
plaintiffs had been utilizing these rights for the conduct of regular- 
route operations between Lynchburg and Roanoke; that the plaintiffs 
intended to use the Draper rights in this manner and for this purpose 
and that they would not and could not be used in any other way; that 
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if the Draper rights were unified with the already existing regular 
route operating rights of plaintiffs out of Lynchburg, it would be 
impossible for plaintiffs to operate irregular-route operations between 
Lynchburg and Roanoke of the nature contemplated in the original 
grant to Draper. ... 


The plaintiffs have not denied that during the lease from Draper, 
and since, they have operated these rights in the manner found by the 
Commission; nor do they aver any intention to operate them otherwise. 

. They go further in their tacit admissions of their intentions by 
arguing before us that the linking of their existing regular-route opera- 
tions through purchase of the Draper rights would be in, the public 
interest because it would enable them to conduct regular-route opera- 
tions from New York through Lynchburg and Roanoke and beyond, 
without interchange. . 


“Misuse” of Irregular-Route Rights 


With respect to what it regarded as the substance of an- 
other of the plaintiffs’ arguments—that an irregular-route cer- 
tificate carried no restrictions as to highways or schedules and 
that therefore, the holder of such a certificate might conduct 
his operations in the form of regular-route operations between 
any points covered by his certificate—the court said: t 


With this contention we cannot agree. To do so would grant to 
holders of irregular-route certificates a free hand to operate as they 
chose; to operate irregularly over such parts of the territory as they 
might choose and to establish regular-route operations where they so 
desired. An irregular-route certificate would be authority to conduct 
either or both forms of operation at the carrier’s .choice. It would 
nullify the distinction between regular and irregular route carriers and 
would nullify the power of the Commission to establish and maintain 
comprehensive and efficient service adjusted to the public need and 
free from destructive competition between carriers. . 


After pointing out that section 204(b) of the act empow- 
ered the Commission to establish classifications of motor car- 
riers, the court said that this authority of the Commission and 
the propriety of the distinctions in classes of service, as be- 
tween “regular” and “irregular” route carriers, had been well 
settled by the decisions of the courts. In support of this dec- 
laration, the court cited United States vs. Maher, 307 U. S. 
-h = United States vs. Carolina Carriers Corporation, 315 
U. S. 475. 


Southern Freight Rates Correct, 
Writes Vogtle to Berge 


The southern freight rate system is correctly adapted to the 
south’s economy, and the rates are definitely favorable, A. W. 
Vogtle, vice-president, traffic and sales, DeBardeleben Coal 
Corporation, of Birmingham, Ala., has written Wendell Berge, 
assistant attorney general, at Washington, D. C. “Your recent 
statements concerning freight rates before the Southern Eco- 
nomic Association in Birmingham, and other statements of yours 
in the’same tenor over the past several years, are erroneous,” 
stated Mr. Vogtle. 

Asserting that 75 per cent of the south’s traffic moves at 
rates not higher than the northern level, and much of it at a 
lower level, Mr. Vogtle wrote: 


Our manufactured products (competitive with like products of the 
north) and our products of agriculture, forest and mines, move into 
the north at the northern level of rates or less. Our rates within the 
south are distinguished by low rates on raw materials to southern 
manufacturing points (primarily to aid our manufactured products to 
overcome distance disadvantages to northern markets, but these low 
assembly charges also aid manufacture for southern markets). The 
rates on northern manufactured products and mid-western agricultural 
products to the south are at the southern level. 


“The so-called ‘parity’ you advocate would change all this, 
and to the advantage of the north, not the south,” continued 
Mr. Vogtle. “There would be increases to the north on many 
of our most important present products. There would be in- 
creased rates within the south on raw materials to processing 
points. And there would be greater reductions to the south 
from the north on manufactured products and from the mid- 
west on farm products than within the south.” ; 

Concluding with the “respectful suggestion” that the De- 
partment of Justice apply its talents and spend the taxpayers’ 
money more usefully in other fields, Mr. Vogtle told Mr. Berge 


i. that “the southern businessman best knows the economic sys- 


‘tem of which he is a part and can be relied on to exert his own 
efforts for correction of any disadvantages as they arise. He 
has given you absolutely no encouragement in the era of your 
crusade.” 


NEW ROCK ISLAND SUBURBAN TRAINS 
Authority to purchase two modern test suburban trains, 
powered by diesel-electric locomotives, for use on the Rock 
Island Railway between Chicago and Joliet, was sought Decem- 


TRAFFIC WORLD 


ber 30 by Aaron Colnon, co-trustee of the road, in a petition 
to Federal Judge Michael L. Igoe of Chicago. The 1,500-horse- 
power locomotives will cost approximately $125,000 each, and 
four 3-compartment articulated suburban car units, comprising 
a total of 12 cars, will cost approximately $184,100 for each 
3-compartment unit, stated the petition. A unit, it is estimated, 
will accommodate 250 persons. The new cars will be air-cooled 
in summer. 


The court set a hearing on the petition for January 14. 


KEESHIN PLAN POSTPONED TO MARCH 15 


Judge Walter J. LaBuy, of the federal district court in Chi- 
cago, has ordered the time for trustees of the Keeshin Freight 
Lines to file a plan of reorganization extended to March 15, 
1947. Objections are also to be filed by that date. A hearing 
on the plan and objections to it was set for 11 a.m., April 10. 


COMMERCE COMMITTEE CHAIRMANSHIP 


Action on Senate committee assignments was deferred 
December 30 at a meeting of the Republican senators and 
senators-elect at which nominations were made for Republican 
party Senate leadership posts. This left for determination later 
the question of which senator would become chairman of the 
new Senate committee on interstate and foreign commerce— 
Senator White, of Maine; Senator Tobey, of New Hampshire, 
or Senator Reed, of Kansas. Senator White is the ranking 
Republican member of the Senate interstate commerce com- 
mittee as now constituted and a tentative Republican slate 
listed him as chairman of the new committee. 

At the meeting December 30 Senator White was elected 


Senate Majority leader. Senator White has indicated he will 


serve both as majority leader and as chairman of the commerce 
committee if that is the wish of the Senate Republicans. Sen- 
ator Reed has indicated he feels Senator White should not 
serve in both positions, holding that the position of majority 
leader is such that the senator in that position ought not to be 
burdened with a committee chairmanship. The Republican con- 
ference appointed a committee consisting of eight senators to 
consider the committee assignments tentatively made by the 
present Senate G. O. P. committee on committees. Senator 
Robertson, of Wyoming, was elected chairman of this commit- 
tee. The other members of the committee are: Taft of Ohio; 
Brooks of Illinois; Bushfield of South Dakota; ‘Capehart of 
Indiana; Donnell of Missouri; Knowland of California, and 
Butler of Nebraska. 

The Republican committee on Senate committee assign- 
ments recommended that Senator White head the new inter- 
state commerce committee. There were indications that Sen- 
ator Reed would carry his fight for the chairmanship to the 
floor of the Senate. 


PRACTITIONERS MAKE COMMISSIONER 
RECOMMENDATIONS 


A committee representing the Association of Interstate 
Commerce Commission practitioners has presented to President 
Truman a panel of names from which it recommends that the 
President select nominees for appointment to the Commission. 

The committee, composed of R. Granville Curry, president 
of the association, and Wilbur La Roe, Jr., John E. Benton, 
Roland Rice and Carter Fort, called on the President Decem- 
ber 31. The names of those recommended for appointment to 
the Commission were not made public. 


NEW WAREHOUSE FORMS IN DENVER 

Uniform warehouse forms have been adopted by all public 
merchandise warehousemen in Denver, Colo., and are scheduled 
to take effect January 1, 1947. The new forms, prepared by a 
committee of the Colorado Transfer & Warehousemen’s Asso- 
ciation, are expected to expedite distribution processes on all 
merchandise stores in these warehouses and to simplify record 
keeping for the warehouse user, the carrier and the warehouse- 
men. Out-state warehouses throughout Colorado have been 
invited to participate in the standardization and it is expected 
that eventually the new forms will be in use in every ware- 
house in the state, said the association. 


NORFOLK & WESTERN’S RELIEF FUND 


A total of 8,365 votes were cast in the annual system-wide 
election for the five employe members of the Norfolk & Western 
Railway’s employes’ relief fund, T. H. Farmer, superintendent 
of the road’s relief and pension department, has announced. 
The relief fund advisory committee is made up of five members 
by the railway board of directors to represent the company, and 
five members elected by employes. 
way is ex officio a member and chairman of the committee. 


The president of the rail- — 
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Lea Committee Issues Report 
on Transportation Inquiry 


Summary of views expressed by nearly 500-respond- 
ents in national survey shows strong support for 
single regulatory agency for all modes of transport, 
sentiment overwhelmingly in favor of anti-trust law 
exemption for common carriers subject to government 
regulation, approval by narrow-margin majority of 
cémmon carrier “integration,” subject to qualifications 
directed against establishment of monopolies, and 
general opposition to federal aid to transport agencies. 
Subcommittee points to five outstanding, controversial 
problems, explains it is taking no position with respect 
to these matters, and suggests that a series of hearings 
be held as to these matters. Large part of 472-page re- 
port comprises “background” material compiled by 
Commission's Bureat of Transport Economics and Sta- 
tistics. Statement of Transportation Association of 
America, suggesting steps for preservation of common 
carriers against threat of expansion of private carriage, 
among those embodied in report 


‘ In a printed 472-page report issued by it December 31, 
/embodying statements and other material assembled by it, to- 


; 


‘ gether with its own comments and conclusions, in its national 


transportation inquiry, the transportation subcommittee of the 
House committee on interstate and foreign commerce observed 
that carriers and other respondents were largely in favor of a 
single regulatory agency for all types of transportation, that 
their sentiment (and particularly that of transportation users) 
was overwhelmingly in favor of exemption of common carriers 
from the anti-trust laws where such carriers were supervised by 
a government regulatory agency, and that about 51 per cent of 
them expressed more or less qualified approval of common 
ownership or control of carriers of different types. 

The transportation inquiry was made under authority of 
H. Res. 318, introduced on July 12, 1945, by Representative Lea, 
of California, chairman of the subcommittee and of the full 
committee. The subcommittee report, filed with the clerk of 
the House on December 27 and made public four days later, 
dealt with replies received by the subcommittee from carriers, 
shippers, organizations and individuals interested in transporta- 
tion matters to whom a list of “suggested topics” had been sent 
by Chairman Lea in August, 1945. 


Total of 492 Statements Classified 


As of November 15, 1946, said the subcommittee, 492 state- 
ments commenting on the “suggested topics” had been received, 
but 50 of these were not usable, “since they were far too gen- 
eral in content or really had nothing to do with the survey.” 
It showed that, of a total of 305 statements received from indi- 
viduals, 124 were from shippers, 83 from carriers, and 98 from 
“miscellaneous types of respondents. Of 48 statements from 
local trade associations, 28 were from shipper groups and 20 
from carrier organizations. Fourteen national shipper associa- 
tions and 11 national carrier associations sent statements to the 
committee, and other respondents were classified in the report 
as follows: Miscellaneous organizations, 33; chambers of com- 
merce, 29; attorneys or I. C. C. practitioners (individual) 28; 
government departments, 6; state commissions, 9, and publica- 
tions, 9. In addition to those who filed statements, the subcom- 
mittee said, there was a group of 137 who desired to be placed 
on record as concurring in statements filed by trade or other 
associations, 51 who wrote regretting that they could be of no 
assistance, and 244 who merely expressed an interest in the 
inquiry. 

In a statement of its conclusions, the subcommittee said 
that because of the nature of the survey and because of “the 
narrow margin of opinion one way or the other on several con- 
troversial points,” it had “obviously” not yet reached the point 
where it could take a position on any of the topics in question. 
It suggested that the next step in developing possible legislative 
proposals in line with a “fair” national transportation policy 
would be the holding of a series of hearings on the survey topies 
that stood out as “most significant.” Those topics were discussed 
in its statement of its conclusions, reading as follows: 


The subcommittee on transportation of the committee on interstate 
and foreign commerce has been engaged in one of the most unusual 
tasks ever undertaken by a legislative committee. It has sought to 
obtain written opinions on various aspects.of the postwar transpor- 
tation problems of this country from anyone who might care to file 
such statements with it. By this means it has sought to discover any 
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defects and injustices prevailing under existing transportation laws 
and proposals of remedies therefor. The seeking of such opinions was 
the first step toward adjusting legislation and administrative control 
to an entirely new set of transportation conditions. It was also a means 
of focusing the thought of leaders in the transportation field upon their 
own responsibility, apart from legislation, in meeting the post-war 
situation in their industry. 


**Significant’’ Topics 


Among all the topics covered by the survey, summarized in the fore- 
going pages, certain ones stand out as most significant. None of these 
are particularly new, but they are all disturbing at this time, either to 
the transportation industry as a whole or to particular segments of it. 
They are all matters of national transportation policy, as distinct from 
matters of management, and as such demand thorough investigation in 
order to dispell present uncertainties. Either legislative action is soon 
needed to conclusively settle all uncertainties or a definite decision 
should be reached that these are not as great problems as they seem 
and can be solved without legislative action at this time. These prob- 
lems are: 

1. Whether or not the regulation of all common-carrier forms of 
transportation should be centralized in the Interstate Commerce Com- 
mission either as presently organized or under a reorganization, This 
question might well be considered under two heads: (a) For domestic 
carriers, (b) for combined domestic and foreign carriers. 

2. The wisdom of control and operation of one form of carrier by 
another and, if permitted at/‘all, under what circumstances and condi- 
tions. This is familiarly known as integration. 

3. Whether, under present competitive conditions, the Federal Gov- 
ernment is warranted in continuing the promotion of one or more types 
of common carriers but not of others, and in granting aid to certain 
types but not to others, except on a self-liquidating basis. 

4. The exemption of common carriers from the application of the 
antitrust statutes where the activities in question are under the super- 
vision of the federal regulatory agency. (While this problem is a very 
important one, it might not need to be the subject of as thorough an 
investigation as the other three, due to the activities of both the House 
and Senate in the 79th Cong. on this same subject.) 

5. Whether the present regulatory bodies, working within the frame- 
work of existing statutory authority, can be deemed to have sufficient 
scope and to have developed administrative practices adequate to deal 
with the rapid movements of economic events; and the results of actions 
by other Government agencies over which they have no control but 
which act without reference to carrier revenue needs, This is particu- 
larly important when one considers the financial position of all carriers 
today and the need for their building up reserves, attracting private 
capital, and maintaining their properties in proper condition so that 
services and employment may be maintained during periods of de- 
pression. : » 


Subcommittee a Fact-Finding Body 


Because of the nature of the survey, with statements being filed by 
interested parties without any knowledge of what someone else might 
be saying on the same subject, and because of the narrow margin of 
opinion one way or the other on several controversial points, the sub- 
committee has obviously not yet reached the point where it can take 
a position on any of the above or other topics. It continues as a neu- 
tral, fact-finding body until all parties have had an opportunity to 
discover what others have said on the subjects in which they are most 
interested. This is the chief reason for the publication of this report, 
and it is hoped that it will serve to bring forth any conflicting opinions 
and add further information. 


The next step in developing possible legislative proposals in line 
with a national policy fair to all competing agencies of transporta- 
tion, to the using and investing public, and to labor, wvuld be the 
holding of a series of hearings on the above or additional topics, in 
order to give all interested parties a chance to be heard and to present 
the subcommittee and others with an opportunity for cross-examina- 
tion, something not possible when information is obtained on the basis 
of written statement alone. 


In a foreword of the report, Chairman Lea noted that his 
resolution (H. Res. 318) had been adopted by the House March 
7, 1946. He said the list of “suggested topics, widely distrib- 
uted among individuals and organizations throughout the coun- 
try, was “an invitation to anyone who had experience, knowl- 
edge, or constructive suggestions which he felt might be help- 
ful to submit his views to the committee,” and he added that 
many of the responses were ably prepared and included rec- 
ommendations of legislative action by Congress. He observed 
that the committee had employed, as a consultant in aid of its 
work, Dr. John H. Frederick, professor of transportation at 
the University of Maryland, “a student and well-recognized 
exponent of transportation problems for many years,” and said 
Dr. Frederick had compiled the statements “‘in useful form for 
members of Congress and others, as embodied in this respect.” 


Lea on Transport Problems 


Instead of attempting to reproduce the full text of all the 
statements received, with the result that the record would 
have been encumbered and there would have been much repro- 
duction of thought, Dr. Frederick had selected quotations from 
typical statements as to all subjects discussed and assembled 
them separately under the various subjects in the order set 
forth in the list of suggested topics, said Chairman Lea. His 
foreword continued as follows: 


The fact that any statement submitted may not be quoted in this 
report must not be regarded as a reflection of its merits. All of these 
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statements are preserved in the office of the committee and will be 
available in the future study of these problems. 

These statements may be properly regarded as substantially ex- 
pressing the views of representatives of our various transportation 
agencies and others interested as to transportation problems that now 
confront the country, together with the legislative recommendations 
proposed as to how the Congress should attempt to meet and solve them. 
The problems of transportation might generally be said to be of 
three different types: (1) Those that call for legislative treatment or 
remedy; (2) problems of administrative character growing out of legis- 
lative authority; and (3) problems of management and ownership. 
Manifestly our transportation agencies have many problems outside 
of governmental functions or responsibilities. These are distinctly the 
problems of ownership and management, many of which spring out 
of economic conditions over which management itself has little if any 
control. It is only legislative and administrative problems that are 
within the responsibility of Congress and which relate to the work of 
this committee. 


The work of assembling and compiling this report covers only a 
preliminary step of this transportation survey. The study and utiliza- 
tion of this information and recommendations are matters for further 
action by the committee and perhaps later for consideration by Con- 
gress. In effect, we have before us a presentation of problems and 
difficulties of the Government in reference to its regulatory duties and 
also of our various transportation agencies as presented by men ex- 
perienced as to these problems. We have also the benefit of their 
recommendations as to what should or should not be done. 


Some of our public carriers are threatened with conditions similar 
to those which beset common carrier services in the thirties. Part of 
this situation is due to abnormal conditions growing out of the war. 
But in this situation there is a warning. All possible should be done 
to avoid such developments in advance rather than wait until the 


country has suffered a full dislocation that the’ return of such condi- 
tions might inflict. 


Purpose of Regulation 


All our transportation agencies are engaged in useful and necessary 
work. Their services constitute a basic industry of the nation. Govern- 
ment regulation is designed to be a constructive aid to the public and 
to the carriers. The broad: purpose of regulation should be that of the 
government giving its strength by helpful interest in securing good 
services and fair treatment to the public, just and reasonable regulation 
of the carriers, and maintaining fair competition between what are now 
our numerous competing agencies. 

The welfare of our transportation system should be a matter of 
first concern to the nation. Our government is firmly committed to 
a policy of service transportation based on privately owned and pub- 
licly regulated transportation. Under this policy we have a transpor- 
tation system capable of great public service and practical utility. We 
must continue the success of this policy as a-part of our system of 
free enterprise. We must, if possible, improve our regulatory system 
and adapt it to the markedly changed competitive conditions that have 
arisen during the last 25 years. It is recognized that many of these 
problems are controversial and difficult of solution. They are for 
that reason no less important. They well deserve the most earnest 
attention of the committee and the Congress. 


1. C. C. Bureau’s Contribution 


Constituting a part of the subcommittee report, and printed 
as the second volume thereof, was a compilation of material 
prepared for the subcommittee by the Interstate Commerce 
Commission’s Bureau of Transport. Economics and Statistics and 
entitled “A Bibliography and Summary of Views on the Trans- 
portation Problems Listed in the National Transportation In- 
quiry.” It bore a notation that it had been issued as information 
and had not been considered or adopted by the Commission. 
An introductory statement by W. H. S. Stevens, director of the 
bureau, contained the information that the text ’summaries and 
bibliographies had been prepared under the supervision of Dr. 
C. S. Morgan, chief carrier research analyst, and Spurgeon Bell, 
head transport economist. Mr. Stevens emphasized the assertion 
that any apparent criticisms or evaluations of particular points 
of view occurring in the text summaries. were those set forth 
in the publications listed in the bibliographies in question and 
were not those of the bureau. The material prepared by the 
bureau covered pages 273 to 472, inclusive, of the subcommittee 
report. 

A summary of the views expressed in the responses received 
by it was presented by the subcommittee. It said that a study 
of all the statements filed, but particularly of those quoted in 
the body of the report, revealed the following: 


1. National Transportation Policy 


There is no doubt that carriers and shippers as well as those of the 
general public who have any informed opinion on the matter agree 
that we do have a national transportation policy both sound and reason- 
ably comprehensive. Any assertion that we do not have such a policy 
is directed to administration rather than legislation. There is,- how- 
ever, a difference of opinion among the carriers on the subject of 
administration and implementation of the policy. On the one hand, the 
railroads and the air lines feel that the statement of national policy 
as contained in the various transportation acts, including the Civil 
Aeronautics Act of 1938, is both sound and reasonably comprehensive 
as well as satisfactorily administered. On the other hand are the motor 
and water carriers, who, while admitting that we have a policy leading 
toward fair and impartial regulation, feel that the Interstate Commerce 
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Commission’s interpretations of its authority disclose a pattern of favor- 
ing the railroads to the detriment of other carriers. 


Il. Regulation 


Single versus separate regulatory agencies.—The consensus of opin- 
ion of carriers and other respondents is largely in favor of a single 
regulatory agency. The carriers now regulated by the Interstate Com- 
merce Commission favor a single agency. The air lines, supervised now 
by a separate regulatory agency, wish to maintain the status quo. 
Users of transportation largely favor the single regulatory agency. 

Reorganization of the Interstate Commerce Commission—Sentiment 
is about evenly divided on this topic. The rail carriers and many 
users of transportation services see no need for it. Motor and water 
carriers, on the other hand, present a strong case for complete reorgan- 
ization, which opinion is shared by various students of the general 
transportation situation. A general opinion prevails that a reorganiza- 
tion of the Interstate Commerce Commission would be necessary were 
this body given regulatory control over air transportation. 

Exemption of common carriers from the application of the anti-trust 
statutes where the activities in question are under the supervision of 
the regulatory agency.—Sentiment, particularly as expressed by users 
of transportation, is overwhelmingly in favor of such an exemption. 

Federal promotion of common-carrier activities—The general opin- 
ion is overwhelmingly against Federal governmental agencies engaging 
in the promotion of common-carrier activities. Among the carriers, the 
railroads were against it and the air lines favored it. 

Differentials in rates as between different types of carriers.—The 
consensus is that differential rates are only warranted, desirable or 
necessary when and to the extent that they reflect the difference or 
differences in (1) the cost of performing a service by any carrier or 
carriers; (2) the value of the service to the user. 

Coordination of transportation agencies of the same type and be- 
tween different types.—Sentiment is strongly in favor of carriers being 
permitted and encouraged to coordinate their services, both within a 
single field and between different fields, to the end that each carrier 
will perform for the public the service for which it is best adapted. 
It is felt, however, that the law should not force coordinated services 
but that they should be entirely voluntary, subject, of course, to proper 
requirements of a regulatory body and to sensible restrictions to 
insure against unreasonable restraints of competition. 


lil. Finance 


Advantages and disadvantages of various means of financing trans- 
portation agencies.—The consensus here is that each means of common- 
carrier financing has its peculiar advantages and that the objective 
today is to achieve a good balance between the methods used. It is 
also felt to be important to keep fixed charges within limits having 
a direct relationship to probable earning power, under reasonably 
competent management, and without the hazard of direct or indirect 
confiscativn of property. 

Building up common-carrier credit ability.—It is generally heid that 
the continuance of private ownership of common carriers depends in 
large measure upon the administration of our various transportation 
laws in such manner that the private investor may expect a reasonable 
return on his investment. , 

Building up reserves.—No doubt was expressed as to the wisdom of 
permitting common carriers to build up reserves to keep their proper- 
ties in proper condition and to maintain services and employment 
during the periods of depression. 

Needs for new capital and how they may be met.—Only a few esti- 
mates of common-carrier new-capital needs were received, but it is 
the general feeling that from 1946 to 1956 they will be double those 
of the 1920 decade. Such capital requirements can be met only if 
reasonable assurance of earnings can be given to restore confidence in 
common-carrier equities. 

Legislative or administrative remedies, if any, needed to encourage 
private-capital investment in the common-carrier industry.—The general 
feeling on this subject is that any legislation which becomes necessary 
to implement our declared national transportation policy will be equally 
necessary to encourage private investment in common carriers. 

Effectiveness of present bankruptcy procedures in reducing capital 
structures.—The consensus is that the present procedures are most 
unsatisfactory, resulting in transportation systems being controlled by 
the courts for undue periods of time and for the ‘‘freezing out’’ of 
equities on an unequitable basis. It is felt that if public confidence 
is to be restored in common-carrier securities there should be an 
immediate change in bankruptcy procedures for such carriers. 


IV. Common Ownership and Integration 


Opinions expressed on this subject largely centered around the 
policy of common ownership, operation, and control of common car- 
riers of the same type and of different types. The latter is commonly 
referred to as ‘‘integration.’’ It is the general consensus that when 
consolidation of carriers of the same type can be voluntarily and 
naturally brought about that not only is the public interest promoted 
but carrier credit positions are improved, it is easier to maintain 
reasonable rates, savings in capital outlay and operating costs result, 
service in general to the public is improved, and greater stability is 
achieved by the carriers concerned. 

Opinion on the question of common ownership and operation of 
carriers of different types is evenly divided among users of trans- 
portation services, with about 49 per cent of those who expressed an 
opinion on the subject. not in favor of such ‘‘integration’’ and about 
51 per cent approving such arrangements. Approval is usually qualified 
by the expression that such common ownership and operation should 
never be permitted to result in a monopoly. Railroads are in favor of 
‘“‘integration,’’ while the water carriers, motor carriers, and the air 
lines are against it. 


V. Taxation 


It is the general consensus that taxes of common carriers should 
certainly bear some relationship to revenue and that multiple and dis- 
criminatory taxation, by various political subdivisions, should be 
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avoided. This might be brought about through the establishment of 
a formula for allocating among the states, for tax purposes, the equip- 
ment and plant of interstate carriers. 


Vi. Federal Aid to Transportation 

General views on government aid to transportation and the extent, 
if any, that federal aid should be provided to various types of car- 
riers.—Opinion is overwhelmingly against federal aid to transportation 
agencies. The belief is clearly expressed that all carriers should pay 
their own way, except in very rare instances where private capital 
cannot, or will not, provide the service or because certain transporta- 
tion facilities are needed for national defense. 

Opinions on whether present federal aid to transportation was 
working an unjust advantage or disadvantage to any types of carriers; 
and if so, what agencies and what remedies might be suggested.—The 
clear consensus is that federal aid to other carriers works.an injustice 
on the railroads. The remedies suggested are numerous, but all in- 
volve assessment of ‘‘user charges’’ for the self-liquidation of federal 
funds invested in highway, waterway, airway, and airport facilities. 


Vil. Interstate Barriers to Commerce 


The extent to which the federal government has the legal authority 
and public duty to remove state barriers to the free flow of commerce, 
apart from the considerations of safety.—There is unanimity of opinion 
that the federal government possesses the legal authority and public 
duty to remove state barriers, but there is a difference of opinion as 
to how this should be done and as to just what might be said to create 
such barriers considered ‘‘unjust and oppressive.’’ There is also the 
realization that whereas some “‘barriers’’ can probably be removed 
under the ‘‘commerce clause’ of the Constitution, many others arise 
out of state laws which the federal government might be reluctant to 
interfere with in peacetimes. 

Vill. The Submarginal Carrier 


Government support of submarginal carriers and the possible atti- 
tude toward abandonment of such carriers where substitute service is 
available or can be provided.—The consensus is that government sup- 
port of the submarginal carrier is not warranted except in cases where 
the maintenance of a particular instrumentality of transportation is 
definitely necessary for the public good or national defense. It is the 
belief that submarginal carriers should be abandoned where substitute 
services can be provided. This attitude is of particular interest at this 
time, when coastwise and intercoastal water carriers are in such a 
crucial condition that we are faced with the possible loss of this form 
of transportation. 


IX. Steps That May Be Taken, Apart from Congressional Action, by 
Carriers Themselves, by Shippers, by Travelers, by Communities, 
Toward Meeting Our Postwar Transportation Problems 
No specific proposals are made, but it appears to be the consensus 

that all those interested in transportation can play a part in solving 
the problem if they will qualify every ‘‘particularistic’’ ambition they 
may have regarding transportation by examining it in the light of the 
following yardstick: ‘‘Wili what is proposed increase the economy of 
the nation’s transportation service as a whole, will it help to preserve 
free enterprise in transportation, will it preserve and strengthen all 
of the transportation service which the recent war has shown to be 
indispensable to the national defense?’’ 

A number of respondents made definite suggestions for amending 
present transportation laws in order to more clearly set forth the 
national transportation policy, to make administration by regulatory 
bodies more effective, or to correct inequities which they felt exist 
at present. : 

T. A. of A. on Integration 


Among the statements reproduced in full or in part in the 
report, to show opinions expressed with respect to the public 
policy that should prevail as to common ownership, operation 
and control of common carriers of the same type or of different 
types and as to the extent to which approval of such coordina- 
tion or integration depended on whether or not such controls 
permitted, restricted or eliminated competition, was the state- 
ment of the Transportation Association of America. 

The T. A. of A. said it was necessary, in dealing with this 
subject, to differentiate clearly between regulated public serv- 
ice and ordinary private enterprise. It advocated permissive 
common ownership, under proper statutory regulation, of all 
forms of common-carrier transportation facilities, but recom- 
mended against compelling any of the changes proposed by it, 
“at the present time.” However, it said, statutory basis there- 
for should be afforded. 

It said that if the railroads went bankrupt, they could not 
just fold up. . 

“In the public interest their services must be continued 
either by a new group of private investors or by the govern- 
ment,” it continued. “If sources of private credit dry up, gov- 
ernment financing becomes inevitable. And government financ- 
ing tends toward government ownership.” 


Government Investment in Transport 


The T. A. of A. said a primary objective of its response 
to the committee’s inquiry was to present “a realistic formula” 
that would permit private enterprise to survive in a highly 
regulated industry, “notwithstanding that $40,000,000,000 of the 


total of $85,000,000,000, already invested in transportation is, See 


in fact, government investment (federal, state, and local).”._ \. 
After observing that many transportation users now had a 
wider range of choice in selection of transport facilities than 


they had 25 years ago and that they might use and operate 
their own transport facilities for.their own account (private 
transportation) or employ contract carriers or common carriers 
the T. A. of A. said: 


Competition for ‘‘For Hire’’ Carriers 


Private transportation competes with both contract and common 
carriers. Contract carriers compete among themselves, with private 
carriers, and with common carriers. Common carriers of the same type 
are in competition with one another; common carriers of one type are 
in competition with those of other types; all are in competition with 
private and contract carriers. , 

The federal government itself competes with the private, contract, 
and common carriers through its ownership and operation of the Inland 
Waterways Corporation, Panama Steamship Company, Panama Railroad, 
and the Air Transport Command; and through the War Shipping Admin- 
istration’s postwar operation of ships. Moreover, the Government can 
and does compete with privately owned carriers because of its invest- 
ment in the basic facilities for transportation, the use of which is 
permitted to certain types of carriers and denied to others. The whole 
picture is a jumble of competition, regulated for some, not for others. 

As a result: 

1. There is a disastrous competition in rates among the various 
modes of transportation, each constituted on a different economic base. 
(The history of the utility and communications industries provides a 
partial analogy to the present-day transportation problem, although it 
is our firm conviction that constructive competition can and should be 
maintained in the common-carrier industry.) 

2. A large part of the common-carrier industry has been subjected 
to recurrent bankruptcies. 

3. Duplications in capital investment, governmental and private, 
have been built up since 1920. 

4. Different types of facilities infringe upon each other’s economic 
sphere and divide up the available traffic. 

The shipper is entitled, in return for his transportation dollar, to 
the most efficient facilities and services at the lowest possible rates. He 
should not be compelled, either through fares or in rates, to pay for 
the wastes and excesses which result from such destructive competition. 

We advocate permissive common ownership, under proper statutory 
regulation, of all forms of common-carrier transportation facilities. This 
would ultimately lead to the creation of ‘‘competitive transportation 
companies.’’ Such competitive companies would bring about— 

1. The most convenient and efficient use of every type or combina- 
tion of types of facilities to perform a given service at the lowest rates 
to the shipper. 

2. Maximum support for the security: of private capital as a result 


of the combined earnings derived from the most economic use of all 
types of facilities. 


There should be a sufficient number of competitive transportation 
companies so as to preserve in: the public interest a healthy degree of 
competition between them. The various facilities of one company would 
compete with the various facilities of others. 


Carriers which are independent of such competitive transportation 
companies could continue to operate in harmony with traffic demands. 
They should be permitted to retain their independent status or to join 
with others through common ownership or contractual arrangements. 

We recommend against compelling any of these changes at the 
present time. Statutory basis therefor should be afforded. We advance 
the principle of competitive transportation companies as an objective 
of long-term national policy. If Congress permits and encourages com- 
mon ownership, it is our opinion that leadership within the industry 
will be responsive and orderly progress result. This will be facilitated 
if one regulatory body deals with all forms of domestic common-carrier 
services. 

Savings Through Consolidations, 


In studying the arguments in favor of railroad consolidations, we 
have given careful consideration to the estimates of independent and 
Government agencies as to the probable savings to be derived. These 
range all the way from $250,000,000 to $1,000,000,000 a. year. The actual 
amount can, of course, be determined only by experience over a period 
of time. 

However, the most compelling advantage of such consolidations is 
to strengthen the economic position of the industry as a whole. Con- 
solidated carriers (in competitive transportation companies) brought 
about through voluntary procedures should be able to participate in 
traffic originated over wide and dissimilar areas of production. Thus, 
each competitive company would have a fair opportunity to fortify its 
financial position with adequate total earnings derived from the lowest 
possible rates. 

Already there is some common ownership between truck lines and 
railroads, railroads and bus lines and between rail and terminal water 
facilities. However, many advances along these lines were inaugurated 
prior to the Motor Carrier Act and the Civil Aeronautics Act. Since 
that time common ownership has been brought about only in piecemeal 
fashion, fettered because of legislative regulatory obstacles. 

It is not necessary to develop specific theoretical plans for compe- 
titive transportation companies: this report deals only with the prin- 
ciples and objectives of national policy. However, it is pertinent to 
point out that the same economic development within the common- 
carrier industry should be permitted and. encouraged (instead of re- 
stricted or prohibited) as prevails In other major segments of the 
Nation’s economy. 


Private Transport Called ‘‘Efficient’’ 


Since 1920 many of the major industries of the country have devel- 
effective private system of distribution under the principle of 
common ownership of all types of transportation facilities. Such private 
transportation is efficient and is in the interests of the consumers of 
the_country. Nevertheless, it is highly competitive with the common- 
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carrier industry in which this same principle of common ownership is 
either denied outright or greatly restricted by statute or regulation. 

For example, various companies of the great automotive industry 
are highly competitive with one another. They support the security 
of private credit with earnings derived from the manufacture and sale 
of all types of transportation facilities—Diesel engines for ships; trucks 
for the highways; passenger automobiles; buses; airplane engines; 
and Diesel motive power for railroads. Moreover, these enterprises 
utilize all such facilities for their own account in the transportation of 
their own raw materials and finished products in an efficient, integrated 
pattern of commercial distribution. 

There can be no better example of what we mean by coordination 
of services and tacilities through common ownership and/or contractual 
agreements than this development of the automotive industry. 


T. A. of A. on Taxes and Rates 


On the subject of taxation, the T. A. of A. said that water- 
ways, highways, airways and airports provided by the govern- 
ment were used by private, contract and common carriers; 
that about 90 per cent of the inland waterway traffic and about 
85 per cent of the highway traffic moved in facilities owned 
and operated by producers and shippers for their own account 
(private transportation), or by contract carriers; that even- 
tually this might be true of the domestic airways and airports, 
and that “keeping each type of common carrier in its own 
legislative ‘compartment’ (with limited exceptions, enforcing 
competition among them, but preferring one against the other 
with federal aid has pyramided the costs for all modes of the 
‘for hire’ industry and the rate structure for all except air 


lines until an increasing number of producers and shippers now . 


perform these services for themselves.” 

The T. A. of A. mentioned various elements of costs that, 
it said, were similar in character for all types of common car- 
riers, including, among others, interest on and amortization 
of investment in equipment and buildings they owned, property 
taxes thereon, and overhead expenses. However, it added, 
there was a vast difference in the character of certain other 
costs that went to make up the respective rate levels of the 
various types of common carriers, and, it contended, “because 
of present fettering regulations, both services and rates of 
common carriers have been such as to drive more and more 
of the thousands of shippers into the transportation industry 
for their own account.” 

“Discrimination in the use of federal aid,” it continued, 
‘not only threatens the stability of private ownership for com- 
mon carriers, but compels shippers who are required to pa- 
tronize the wholly privately owned agencies to make up in their 
rates for the loss of traffic to ‘private’ transport. Prominent in 


this class of shippers is the great body of agricultural pro- 
ducers.” 


“Alternatives” Discussed 


Three major courses or modifications thereof were open to 
Congress in meeting these issues, the T. A. of A. declared. It 
said the three courses were: 


1. Permit and encourage the creation of competitive ‘‘transporta- 
tion companies;’’ afford every opportunity for common ownership and 
operation, so that each competitive company may be placed in a 
position of offering a complete transportation service. 

2. Adopt the recommendations of the National Resources Planning 
Board: Government purchase of the rights-of-way and terminals of 
railroads, leasing them back to operating companies. 

3. Provide for the self-liquidation of federal funds allocated to 
states and municipalities for highway and airport purposes; and for 
expenditure of federal funds on waterways and airways. ‘‘User charges’’ 
would be assessed to accomplish this. 


- The T. A. of A. advocated the first of those alternatives, 
saying it was “the most practicable course for spreading the 
benefits of federal aid over all common-carrier services while, 
at the same time, affording maximum support for the private 
credit structure of this industry.” 

“One thing,” it declared, “is self-evident: That Congress 
by appropriate legislation should take proper steps to limit 
federal aid for the development of waterways to projects that 
are necessray in the public interest and economically sound, 
judged, with respect to each project, by the clear balance of 
annual benefits over annual costs, and for which private capital 
is not available.” 


Miscellaneous T. A. of A. Proposals 


Reproduced in the subcommittee report, among statements 
dealing with miscellaneous transportation matters, was a list 
of “findings” of the T. A. of A. that, in the opinion of the asso- 
ciation, were in the public interest. The T. A. of A. “findings” 
included the following: 


Competition should be retained in the common carrier industry, 
and there should be no regional or national monopoly; regulation 
should not be extended to any point or to any type of carrier where 
it was not clearly shown to be required in the general public interest, 
and all present regulation should be subjected to searching appraisal 
with a view to abolition of that which was neither necessary or de- 
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sirable in the public interest in the light of present or foreseeable 
conditions. 

Great Lakes transport of commodities in bulk should be excluded 
from ‘‘competitive transportation companies’’ as the public interest now 
is served efficiently by such bulk carriers and the service is highly 
specialized; local passenger and delivery services, electric interurban 
lines and plant facilities should not be included in ‘‘competitive trans- 
portation companies.”’ 


So long as agencies other than railroads enter the field of trans- 
portation and are not subject to the commodities clause, then in equity 
the commodities clause should be removed from the railroads. 


Rates have been reduced in periods of prosperity when the level 
of purchasing power could well have absorbed increases, and have 
been elevated on the downward swing of commodity price cycles, thus 
only adding-to the depth of depressions; the problem is how such an 
uneconomic policy can be reversed in the face of increasing diversion 
of higher-class traffic to private transportation. : 


Imposition of legislative restrictions of any kind against private 
carriers, except for safety purposes, is contrary to the public interest. 
Shippers and consumers are entitled to the most convenient, efficient 
and least costly services, whether provided by themselves, by con- 
tract or by common carriers. 


Legislative restrictions on the ownership of pipelines by petroleum 
companies would be contrary to the general public welfare. 


A necessity exists for encouraging railroads to abandon unproductive 
lines; they should be permitted to substitute any other facilities that 
will meet public requirements; the statutes should be amended to per- 
mit such abandonment if the carrier shows it is prepared to meet 
traffic requirements regardless of the type of facility employed. 


No governmental agency should be permitted to participate in 
proceedings before the regulatory authority. The various elements of 
production, trade and commerce of. the country are wholly competent 
to represent their respective interests. 

The prohibitions against the development of ‘‘competitive trans- 
portation companies’’ should be stricken from the Panama Canal act. 

The genius and promotional ability of private manufacturers of 
transportation equipment and supplies, and competition between them, 
should be encouraged. 


Palmer Voices Objections 


The following comment by Henry A. Palmer, who for some 
time was vice-president of the Transportation Association of 
America, is included in the report: 


I believe thoroughly in the principle of integration of our various 
modes of transport. But that is like saying that I believe in going to 
heaven. One who believes in going there and expects to get there 
must shape his conduct accordingly. 

Integration, if accomplished, must be brought about, first, through 
permission; and, second, through voluntary cooperation and business 
negotiation. Congress, of course, can do nothing but grant the per- 


mission; setting up suitable safeguards and removing unreasonable 
barriers. 


Permission having been granted for any form of transport to enter 
other fields, under proper restrictions protecting vested rights and 
sound principles, integration can then come about only by consent of 
the parties to any proposed consolidation and, manifestly this can 
happen only if no party to such proposal has any unfair or artificial 
advantage that it would have to forego in the process. 


Congress, then, if it desires to bring about integration, would have 
to remove these artificial advantages, to the extent that they exist. 
That principle is well recognized in the field of motor transport. There 
is dispute as to whether or not it pays enough for its eommercial use 
of the public highways, but that it should and does pay is established. 
The principle is not so well recognized in air transport and not at all 
in water transport. It should be recognized and effectuated by assess- 
ing adequate charges on all who make commercial use of facilities 
provided by the public. This is not only fair from the competition 
point of view, but sound business per se. Why should I, as a taxpayer, 
help a barge line on a waterway to compete with a railroad that might 
otherwise carry the traffic? 


The user charge should not be fixed in an effort merely to equalize 
conditions, but with the aim of making it adequate for value received. 
If, then, the waterway still had an inherent advantage over a com- 
petitor, the chips should be allowed to fall where they might. The 
point is that any inherent advantage should not be artificially increased, 
as it is now. The decision as to what would be an adequate and 
reasonable charge could result only from careful study. 

The Transportation Association of America, in my opinion, falls 
short of realistic treatment of this problem in that, while advocating 
integration as the cure-all, it fails to advocate the steps I have men- 
tioned as necessary to the fruition of its plan. Why should a waterway 
company or an air line be interested in integrating itself with a rail- 
road, for instance, when it has advantages over that railroad that it 
would have to give up in the process? The talk of distributing or 
sharing the avails of subsidy or artificial aid among the component 
parts of an integrated enterprise is an attempt to beg the question. 

My thesis, in short, is that, with an agency of transport permitted 
to add any other kind of transport to its services (subject to the ap- 
proval of the Commission), artificial aids to all kinds of commercial 
transport, either abolished or paid for by users, and all forms of 
transport regulated by the same body under uniform laws, our trans- 
portation problem would be largely solved. It is largely one of dupli- 
cated facilities striving for the same traffic. 

There are other matters, of course, that should be dealt with, but 
I desire to confine myself to this one point, which I deem fundamental. 
Whether I am right or wrong about this, I certainly cannot be wrong 
in asserting that, if integration is the end sought, it must be accom- 
plished by the kind of approach I have. suggested. 
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Truman Declares Hostilities at End 


President Truman, December 31, issued a proclamation 
roclaiming cessation of hostilities of World War Il, effective 
at 12 o’clock noon, December 30, 1946. In a statement the 
President said it should be noted that the proclamation did not 
terminate the states of emergency declared by President Roose- 
velt on September 8, 1939, and May 27, 1941. Nor did the 
action have the effect of terminating the state of war itself, 
said he, adding that it terminated merely the period of hos- 
tilities. With respect to the termination of the national emer- 
gency and the state of war, the President said he would make 
recommendations to Congress in the near future. 

The President’s action, according to his statement, has the 
effect of terminating government powers under some 20 statutes 
immediately upon its issuance; and terminates government 
powers under some 33 others at a later date, generally at the 
end of six months from the date of the proclamation. The 
White House issued a statement giving a list: of statutes af- 
fected by the President’s action. These did not include the 
exercise of emergency powers with respect to transportation. 
One of the statutes that will be terminated at the end of six 
months provides penalties for violation of harbor and water- 
front regulations. 


Another effect of the President’s action, unless Congress 
acts to the contrary, will be the restoration, effective July 1, 
of the 10 per cent tax on amounts paid for transportation of 
persons. The tax is now 15 per cent. The President’s action 
has no effect on the 3 per cent tax on amounts paid for trans- 
portation of property, it was stated at the Bureau of Internal 
Revenue. 

It was stated at the Bureau of Internal Revenue that the 
exemption of the War Shipping Administration from the 3 per 
cent property transportation tax ended December 31 by reason 
of legislation liquidating that agency. 

The President’s action wipes out the provision of the act 
of December 22, 1944, pertaining to river and harbor and flood 
control work, providing that projects specified in that act shall 
be initiated as expeditiously and prosecuted “as vigorously as 
may be consistent with budgetary requirements” immediately 
following cessation of hostilities. This provision was designed 
to hold up river and harbor and flood control work other than: 
that necessary for the prosecution of the war. 





































Internal Revenue Ruling on 
Transportation Tax 


In response to a query made on behalf of a member of 







cent tax on amounts paid for transportation of property is 
applicable to transportation charges paid to a carrier by a 
contractor under a cost-plus-a-fixed-fee, fixed-price, contract 
irrespective of the ownership of the property, D. S. Bliss, deputy 
commissioner, Bureau of Internal Revenue, replied as follows, 
according to a bulletin sent to members by E. F. Lacey, execu- 
tive secretary of the League: 


Reference is made to your letter dated December 9, 1946, relative 
to the tax on the transportation of property imposed by section 3475 
of the Internal Revenue Code. You request advice as follows: 


“Will you please advise whether in connection with transportation 
charges paid to a carrier by contractor under a cost-plus-a-fixed-fee, 
fixed-price, basis are. subject to the 3 per cent transportation tax, irre- 
spective of the ownership of the property transported or whether the 
contractor is entitled to file claim with the carrier for refund of the tax. 


“It is my understanding that shipments consigned to government 
or a subdivision thereof, or a municipality are exempt from the 3 per 
cent transportation tax. In other words, the only time the transporta- 
tion tax on a shipment so consigned does apply, is when a cost-plus 
contract is involved. Is this correct?’’ 

In accordance with section 3475 (b) of the Code, as amended, an 
amount paid on or after December 1, 1943, for the transportation, 
originating on or after such date, of property to or from the govern- 
Ment of a State, Territory of the United States, or political subdivision 
thereof, or the District of Columbia, or an agency or instrumentality 
of any of the foregoing, is exempt from the tax. However, the fact 
that a contractor is operating under a contract with a State, or political 
Subdivision thereof, does not in itself constitute such contractor. an 
agency or instrumentality of a State. In general, therefore, the exemp- 
tion provided by section 3475 (b) of the Code, as amended, does not 
apply with respect to the transportation of property to or from a State 
contractor, even though the State may ultimately benefit by the trans- 
Dortation performed, or that the State will reimburse the contractor 
for the transportation charges. 


Accordingly, in cases where property is shipped to a State con- 
tractor, the tax properly applies to the transportation charges paid to 
the carrier by such contractor, irrespective of the ownership of the 
Property transported, or the fact that the contract involved may have 
been issued by the State on a cost-plus-a-fixed fee or fixed-price basis. 






















































the National Industrial Traffic League as to whether the 3 per . 





C. P. A. Sees Long Delay in Effect 
of Its Freight Car “Program” 


Possible production increase resulting from assistance it 
had undertaken to give toward replenishment of the railroad 
freight car supply would not show up until “the early part of 
1947,” the Civilian Production Administration said in a report 
addressed to the President by its director, John D. Small, and’ 
entitled “From War to Peace—Civilian Production Achieve- 
ments in Transition.” 

On finding that freight car manufacturers were unable .to 
obtain sufficient materials to increase their production and 
thereby alleviate the car shortage, the C. P. A. in the third 
quarter of 1946 “informally requested” the steel industry to 
provide increased steel to the railroad car builders, the C. P. A. 
said. It added that a goal of about 7,000 cars a month for the 
balance of 1946 and throughout 1947 was set, and that formal 
directives were issued to provide steel for increased production 
of high pressure tank cars for the transportation of anhydrous 
ammonia and liquefied petroleum gas. 

“Production of freight cars for the domestic railroads in- 
creased 65 per cent from 3,122 units in August, 1945, to a post- . 
war high of 5,141 cars in August, 1946, but dropped off to 3,828 
in October,” continued the report. 


100,000 Freight Cars Needed 


“However, an estimated 100,000 new freight cars are 
needed to meet expanded transportation requirements, and at 
the October rate of production it would take more than two 
years to build this quantity. .. .” 

Earlier in the “railroad transportation equipment” section 
of the report, Director Small observed that freight cars and 
other rolling equipment had not received proper maintenance 
and replacement in the war period because of shortage of ma- 
terials and labor. He said that production of freight cars for 
domestic railroads in the war years was only about 50 per 
cent of “the high 1941 rate.” 

“The August, 1945, production rate was also at this level,” 
he continued, “but output declined during the balance of the 
year. This drop was attributed largely to the lack of orders 
from the railroads which were slow in placing new orders be- 
cause of declining profits and uncertainty over higher rates. 
Most companies purchase new rolling stock out of current 
earnings or float loans on which a favorable interest rate de- 
pends upon a good current earnings position. 

“Early in 1946 orders began to mount on the books of the 
railroad car manufacturers despite the lack of a new rate de- 
cision, but the steel and coal strikes prevented any rapid in- 
creases in production. By the second quarter of 1946 it became 
apparent that a critical car shortage would occur during the 
third and fourth quarters... .” 


Rail Passenger Car Output 


In discussion of the railroad passenger car output, Director 
Small said that such cars had not been built in the war period, 
and that, because of strikes in plants of component manufac- 
turers, the car builders’ program of construction of special 
kitchen and troop sleeper cars under military contracts 
“dragged into the second quarter of 1946.” A reconversion pro- 
gram based on orders for over 2,000 ultra-modern civilian pas- 
—e cars was delayed by the military contract, he said, and 
added: 


Production of civilian passenger cars amounted to only 23 units 
for the last four months of 1945, and only 330 such cars have been built 
during the first ten months in 1946. . . Shortages of components 
and specialties such as electric motors and generators, air conditioning 
equipment, special seats, lighting equipment and hardware specialties 
have plagued the industry throughout the year. Storage spaces are re- 
ported to be full of empty car shells awaiting installation of special 
equipment. Unfilled orders have mounted to 2,500 


After pointing out that production of trucks for civilian 
use had been discontinued in May, 1942, and that no trucks for 
such use had been built for civilian sale until August 12, 1943, 
Director Small stated truck production on military contracts 
continued at a high level in the war period, averaging 62,000 
units a month in 1944 and 56,000 a month in 1945, and that 
“as a result of the high rate of production during the war, the 
truck manufacturing industry had relatively few reconversion 
problems.” 

He said that an increase in truck production from 27.500 
in August, 1945, to an all-time peak of 110,000 in October, 1946, 
had been accomplished despite handicapping shortages of com- 
ponents and production materials. 


Motor Vehicle Exports 
Excessive exports of automobiles and trucks, he said, had 
been prevented by C. P. A. order L-352, providing for export 
control at “the producer level” through licensing by the Office 
of International Trade. He said the license ceiling was about 
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6 per cent of production for passenger cars and 21 per cent for 
trucks, “which corresponds with the 1935-40 average export 
rate.” 

“C. P. A. has given formal assistance in channeling trucks 
to essential uses, particularly in ‘connection with the produc- 
tion of lumber and other products needed in the housing pro- 
gram, and has given considerable informal assistance to pur- 
chasers of trucks and automobiles for essential uses where the 
buyer could not qualify under PR-28,” he reported. “This in- 
formal assistance was in the form of locating surpluses or 
arranging contacts between purchaser and dealer for the type 
of truck or car needed.” 

In discussion of tire production, Director Small said that 
the October output of truck and bus tires reached, 1,500,000 
units—“some 25 per cent above the 1,200,000 million of August, 
1945, and 67 per cent above the 1941 monthly average of 
900,000.” He added that the projected total for 1946 of 15.4 
million truck and bus tires was well above the goal of 13,500,- 
000 announced a year ago. 

“Forecasts for 1947 suggest continued high-level produc- 
tion during at least the first six months, with annual output of 
truck and bus tires dropping to perhaps 12 million as demand 
slackens,” he added. 


Commission Institutes 
Car Service Investigation 


By an order in No. 29669, Car Service-Freight Cars, the 
Commission, on its own motion, has instituted an investigation 
to determine whether the rules, regulations and practices with 
respect to the use, control, supply, movement, distribution, ex- 
change, interchange, and return of plain, ventilated, and auto- 
mobile box cars, refrigerator cars, stock cars, ordinary gondola, 
flat, and hopper cars, including covered hopper cars, but not 
including the distribution of coal cars at mines or related mat- 
ters, are unreasonable or otherwise unlawful; whether such 
cars are being wastefully, uneconomically, or inefficiently used, 
and whether they are being unfairly or inequitably distributed 
among shippers. 

The order said the investigation was instituted with a view 
to making findings and entering orders requiring the correction 
of any unreasonableness found to exist and requiring removal 
of any other unlawfulness. 

The proceeding was assigned for hearing before Examiner 
Claude A. Rice, in Washington, D. C., February 4. 


Increased Loadings Seen by 
Mid-West Shippers Advisory Board 


Carload shipments in the middle west will be up an esti- 
mated 5.7 per cent during the first quarter of 1947, as compared 
with the same period a year ago, A. H. Schwietert, general 
chairman of the Mid-West Shippers Advisory Board, announced. 

For the 27 commodity groups covered by the forecast, load- 
ings are expected to total 900,769 cars in the first quarter, an 
increase of 48,864 cars over the 851,905 cars actually loaded 
during the first quarter of 1946. 

The greatest increase forecast for any one commodity is 
101.3 per cent in automobiles and trucks. Other increases in- 
clude: Agricultural implements, 60 per cent; lime and plaster, 
50 per cent; cement, 34 per cent; machinery and boilers, 15 per 
cent; other metals, 12 per cent; and live stock, sugar, syrup and 
molasses, and canned goods, 10 per cent each. 


Coal, which comprises about one-third of the total loadings 
covered by the forecast, is expected to remain at about the same 
level as a year ago when 356,150 carloads were moved. Fer- 
tilizers also are expected to equal the 9,691 cars loaded last year. 

Greatest decrease is expected in the loading of petroleum 
and petroleum products, 30.8 per cent under a year ago. Other 
commodities for which decreased loadings are predicted in- 
clude: Chemicals and explosives, 14 per cent; salt, 10 per cent; 
and potatoes, fresh fruits and fresh vegetables, 5 per cent. 


Four supplemental items covered, but not included in the 
27 commodity groups—packing house products, glass containers, 
cereal beverages, furniture— show an expected 1.7 per cent 
increase over the first quarter in 1946, despite an anticipated 
5 per cent decline in loading of packing house products, said 
Mr. Schwietert. 

The board’s general chairman pointed out that in order to 
handle the expected increase in carloadings, it is important that 
everyone connected with car handling see that maximum ef- 
ficiency is obtained. 

The board will hold its annual meeting at the Sherman 
Hotel, Chicago, on January 23 and 24. C. R. Osborn, vice-presi- 
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dent of General Motors Corporation, LaGrange, Ill., will ad- 
dress the luncheon January 24, which will be sponsored jointly 
with the public affairs committee of the Traffic Club of Chicago, 


Rail Freight Loading Forecasts 
of Shipper Advisory Boards 


Freight car loadings in the first quarter of 1947 are expected 
to be 8.8 per cent above those in the same period in 1946, ac- 
cording to estimates just compiled by the thirteen Shippers 
Advisory Boards. 

On the basis of those estimates, freight car loadings of the 
thirty-two principal commodities will be 7,091,603 cars in the 
first quarter of 1947, compared with 6,515,810 actual car load- 
ings for the same commodities in the corresponding period in the 
preceding year. All the thirteen Shippers Advisory Boards 
estimate an increase in carloadings for the first quarter of 1947 
compared. with the same period in 1946. 

The boards expect an increase in the first quarter of 1947 
compared with the same period one year ago, in the loading of 
28 of the commodities listed, and a decrease in four. 

Actual loadings for the first quarter of 1946, estimated car- 
loadings for the first quarter of 1947 and the percentage of in- 
crease or decrease for each of the 32 commodities included in 
the forecast of the boards follow: 








Carloadings Estmd. Percent 
In- De- 
Actual Estimated crease crease 
Commodity 1946 1947 % % 
en, Re. SAS ee 367,909 405,373 10.2 
Flour, Meal & Other Mill 
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Cake & Meal, Exc. Oil...... 13,123 13,932 6.2 
fe | er ee 56,105 61,540 9.7 
Other Fresh Fruits............ 40,032 46,515 16.2 
CRE es 78,689 80,025 1.7 
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DAT CEG. aie 8c cemeehs wck bok 208,409 203,942 BA 
Poulary and Dairy Products... 24,792 26,339 6.2 
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Other than Automobiles..... 24,663 36,324 47.3 
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Fertilizers, All Kinds.......... 196,002 214,408 9.4 
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Food Products in Cans & 
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7,091,603 


Revenue Freight Loading 836,181 Cars 
Week Ended December 21 


The highest weekly loading for any corresponding week 
since 1929 was reported by the railroads for the week ended 
December 21 when the total was 836,181 cars, according to the 
Association of American Railroads. This was an increase of 
148,336 cars or 21.6 per cent above the corresponding week in 
1945, and an increase of 73,209 cars or 9.6 per cent above the 
corresponding week of 1944. It was an increase of 7,394 cars or 
nine-tenths of one per cent above the preceding week. 


Loading by groups of commodities was reported as follows: 


Grain and grain products, 53,331 cars, 1,033 cars below preceding 
week and 7,632 cars above corresponding week of 1945. 

Live stock, 15,653 cars, 2,123 cars below the preceding week and 
1,320 cars below the corresponding week of 1945. 

Coal, 198,310 cars, 6,814 cars below the preceding week and 40,525 
cars above the corresponding week of 1945. 

Coke, 14,301 cars, 2,324 cars above the preceding week and 1,293 
cars above the corresponding week of 1945. 


January 


Fores 
and 15,43 
Ore, 
above th 
Merc! 
and 17,07 
Misce 
64,816 ca 


4 weeks 
4 weeks 
5 weeks 
4 weeks 
4 weeks 
5 weeks 
4 weeks 
5 weeks 
4 weeks 
4 weeks 
5 weeks 
Week of 
Week of 
Week of 


Tota 


U. 
freight 
cars fo 
service 





( 

box, 10 
cars, 1, 
Th 
auto be 
cellane 


STE! 
Al 
car pro 
now hé 
S..P. F 
warned 
acute s 
buildin 
— 
the las 
a mont 
obtain 
backlo; 
Mi 
more t 
old. 


Pu 
was fil 
higher 
below 
accord 
operat 
as ope 
of occ 
merch 
occupi 


Si 
Motiv 
Santa 
diese] 
crease 
manuf 
erator 
same 
Stand: 
a ran; 
for m 
hour, 
of pu 


RLD 


1 ad- 
dintly 
icago, 


ercent 
De- 

crease 
% 


© © 
ors 


Ne 
ae) 


-CITS 


week 
ended 
to the 
ase of 
eek in 
ve the 
-ars or 


lows: 
eceding 
ek and 
1 40,525 
id 1,293 


January 4, 1947 


Forest products, 46,521 cars, 3,580 cars above the preceding week 
and 15,432 cars above the corresponding week of 1945. 

Ore, 12,492 cars, 86 cars above the preceding week and 2,886 cars 
above the corresponding week of 1945. 

Merchandise, L. C. L. 122,265 cars, 1,867 below the preceding week 
and 17,072 cars above the corresponding week of 1945. 

Miscellaneous, 373,308 cars, 13,241 above the preceding week and 
64,816 cars above the corresponding week of 1945. 


Cumulative Loading 


1946 1945 1944 

meee DE JAWUATY «2.00005 .0desccees 2,883,620 3,003,655 3,158,700 
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OME HAE SMONNEL 5.0.2 cig dk dint vx 0 44 cielvew 2,604,552 3,377,335 3,275,846 
eee ee TCR TORE 2,616,067 3,456,465 3,441,616 
SO re Pe eee 4,062,911 4,366,516 - 4,338,886 
ee a ROP Pee ee eee 3,406,874 3,379,284 3,459,830 
EN SS Se eer 4,478,446 4,100,512 4,473,872 
4 weeks of September ................ 3,517,188 3,255,757 3,527,162 
WORE OF COCTODEE 6 ow ac cio e cee caccue 3,680,314 3,151,185 3,598,245 
5 weeks of November ................. 4,220,275 4,011,044 4,172,739 
Week of December 7 ................. 729,084 776,376 793,156 
Week of December 14 ................ 828,787 771,594 750,242 
Week of December 21 ................. 836,181 687,845 762,972 

CE A eck et Ree cae 40,713,238 41,412,143 42,823,419 


FREIGHT CAR REPORT 


U. S. railroads reported an average daily surplus of 1,923 
freight cars and an average daily shortage of 28,390 freight 
cars for the week ended December 21, according to the car 
service division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 0; auto 
box, 107; flat, 147; gondola, 37; hopper, 28; and miscellaneous 
cars, 1,604. 

The shortage was made up as follows: Plain box, 20,362; 
auto box, 76; flat, 328; gondola, 1,933; hopper, 4,698; and mis- 
cellaneous cars, 993. 


STEEL STRIKE WOULD CRIPPLE CAR PRODUCTION 


A new steel strike in 1947 would be a body blow at freight 
car production, so urgently needed to alleviate the car shortages 
now hampering the movement of all types of railroad freight, 
§. P. Felton, president of the American Railway Car Institute, 
warned December 26 in New York City. “In recent months an 
acute shortage of steel has been the major bottleneck of the car 
building industry,” he stated. 

“The production of the car building industry has fallen in 
the last two months to an average of 2,750 cars, compared with 
a monthly capacity of 14,000 cars, due largely to inability to 
obtain steel. The builders ended the month of November with a 
backlog of 47,898 cars on order,” said the institute president. 

Mr. Felton added that a third of a million freight cars are 


i than 30 years old, and another 250,000 are 26 to 30 years 
old. . ‘ 


PUBLIC MERCHANDISE WAREHOUSING 


Public warehouse space intended for general merchandise 
was filled to 88.3 per cent capacity as of November 30, slightly 
higher than the 87.6 per cent as of October 31, and 2.7 per cent 
below the all-time high of 91 per cent in November, 1945, 
according to the Department of Commerce. A total of 614 co- 
operating firms reported 1,919 merchandise warehouse buildings 
as operated in November, with a total of 46,855,000 square feet 
of occupiable space intended for public warehousing of general 
oe of which 41,376,000 square feet-were reported as 
occupied. 


SANTA FE’S NEW F-3 DIESELS 


Six of the new F-3 diesel locomotives built by Electro- 
Motive Division of General Motors have been delivered to the 
Santa Fe Railway, President Fred G. Gurley announced. Each 
diesel engine in the F-3 is rated at 1,500 horsepower, an in- 
crease of 150 horsepower over preceding models built by this 
manufacturer, stated Mr. Gurley. The locomotives have a gen- 
trator that produces both alternating and direct current in the 
Same machine. By a simple adjustment to one of its seven 
Standard gear ratios the F-3 can be equipped to perform over 
arange from that of the heaviest dragging freight locomotive 
or mountain terrain, with a maximum speed of 50-65 miles an 
our, up to that of a heavy duty passenger locomotive capable 
of pulling long Pullman trains at 100 miles an hour, said he. 


ROCK ISLAND AUTOMOBILE CARS 


Delivery to the Rock Island Lines of 250 steel automobile 
cars being built by the American Car & Foundry Co. will begin 
January 1, the railroad has announced. These cars, largest ever 
built for the Rock Island, have a 10 foot 8-inch clearance, are 

feet 6-inches wide, and have a door width of 15 feet. 


41 





M. C. Announces Reorganization 
Effective January 1 


Effective January 1, 1947, the Maritime Commission has 
announced reorganization of the commission into five depart- 
ments and the Office of the Secretary, to report directly to the 
Commission through its chairman, W. W. Smith. 

The departments established are legal, finance, purchase 
and sales, operations, and technical. 

Officials stated that the reorganization was in conformity 
with an over-all peace-time reconversion program, resulting 
in liquidation of certain War Shipping Administration functions 
heretofore merged with the commission and further merger of 
remaining functions. 

The legal department, headed by Wade H. Skinner, general 
counsel, will perform functions heretofore performed by the 
legal division, which is abolished. In addition, the regulations 
division, under the direction of Ralph H. Hallett, will be respon- 
sible to the general counsel, continuing to perform its present 
functions. 

The finance department, under the managing directorship 
of J. M. Quinn, is responsible for all functions which were per- 
formed by the division of finance and, in addition, those of the 
budget division. This department will consist of four divisions 
under the jurisdiction and control of the managing director, 
as follows: Accounts, Frank L. Lynch, director; audits, A. C. 
Weller, director; financial analysis, E. E. White, director; and 
budget, William U. Kirsch, director. 

The purchase and sales department, under the managing 
directorship of Burton L. Hunter, is responsible for all procure- 
ment, contract settlement, surplus property disposal, vessel sales 
functions and the management of warehouses, real estate (ex- 
cept marine terminals and administrative office space), and 
stand-by shipyards. Four divisions are under the jurisdiction 
and control of the managing director of this department, as 
follows: Procurement (director to be named at a later date); 
surplus property, J. L. Farrington, director; large vessel sales, 
J. L. Pimper, acting director; and small vessel sales, J. L. 
McGuigan, director. 

The operations department, under the managing director- 
ship of Gerald H. Helmbold, shall perform functions heretofore 
performed by the department of ship operations, including those 
of the foreign service division and the liquidation of food control 
activities, and, in addition, shall be responsible for the prepara- 
tion of vessel operating data, the conduct of labor relations, 
management of reserve fleets and terminals, maintenance and 
repair of commission owned or chartered vessels and the con- 
duct of marine surveys. The former foreign service division, 
division of recruitment and manning, food control division, 
tanker division, ship requirement and allocations division, 
freight rates division, operating cost control division, economics 
and research division, labor relations division and terminals and 
real estate divisions are abolished. This department will con- 
sist of six divisions under the jurisdiction ‘and control of the 
managing director, as follows: Reserve fleet, Frank E. Hickey, 
director; maintenance and repair, Daniel S. Brierley, director; 
operating contracts, Paul A. Sullivan, director; marine, J. F. 
Devlin, director; traffic, F. M. Darr, director; and insurance, 
B. K. Ogden, director. 

The technical department, under the managing directorship 
of James L. Bates, will be responsible for the design of and the 
estimating of costs in connection with the construction and 
reconversion of vessels. The technical division is abolished. 
Two divisions are under the jurisdiction and control of the 
managing director of this department, namely, cost review and 
estimating, R. P. Mills, director; and design and technical 
research, Arthur C. Rohn, director. 

The Office of the Secretary, headed by A. J. Williams, 
secretary, will continue to perform its present functions and, 
in addition, shall be responsible for functions which were per- 
formed by the historian and investigation division, abolished. 
The following divisions are under jurisdiction and control] of 
the secretary; Personnel management, E. G. Montgomery, di- 
rector; government aids, C. H. McDaniel, director; research, 
Hugh D. Butler, director; and public information, Stephen 
Manning, director. 

In the reorganization plan, two divisions—inspection and 
performance, headed by Abram Claude, and training, headed 
by Telfair Knight—will be responsible to the chairman. The 
first mentioned will be responsible for the inspection as to ade- 












































































a 


Se NRL SLATE SEL CELIA ee Ne TRS BEND SE 





42 


quacy and conformance with requirements of work performed 
by or for the account of the commission for the construction, 
repair, reconversion, and lay-up of vessels, and shall be respon- 
sible for the conduct of trial runs and guarantee surveys. (The 
trials and surveys division is abolished.) The latter division 
shall perform the functions and activities which were performed 
by the training organization; the training organization being 
abolished. 

The price adjustment board, with John Paull as chairman, 
will continue to perform its present functions in addition to 
—— of the price adjustment sub-board, the latter abol- 
ished. 

Huntington T. Morse will serve as interdepartmental liaison 
officer, responsible for performing, on assignment, liaison duties 
with other federal agencies and foreign governments in con- 
nection with matters of more than domestic scope. 


M. C. DISCONTINUES INSURANCE 

The Maritime Commission announced that, effective Decem- 
ber 31, 1946, it would discontinue underwriting marine and war 
risk crew insurance under authorities that were granted the 
War Shipping Administration during the war years. Provision 
is made for extension of the second seaman’s war risk policy for 
a reasonable time under specified conditions. 

“As practically all insurance required by American ship- 
ping interests is now being supplied by the commercial markets 
t is not anticipated that serious disturbance will be caused by 
this action,” said the commission. 


M. C. Approves 50 Per Cent Rate Hike 
in Hawaii Ship Freight Service 


An average increase of approximately 50 per cent in class 
and commodity rates of the Inter-Island Steam Navigation Co., 
Ltd., for application between points in the Territory of Hawaii, 
has been found justified by the Maritime Commission in a 
report in No. 644, Increased Rates—Inter-Island Steam Naviga- 
tion Co., Ltd. : 

In dealing with the carrier’s proposal to increase its rates 
by that amount, the report said the respondent, which operated 
as an agent of the commission (formerly the War Shipping 
Administration), was in- need of additional revenue, having 
experienced heavy losses because of substantial increases in its 
operating costs, maintenance and repair costs, and prices of 
materials and supplies. While it called attention to the fact 
that “these losses” were borne by the government as long as 
the carrier was an agent of the commission, the report set 
forth figures submitted by-a witness for the W. S. A. estimated 
to show operating losses amounting to more than $1,200,000 
for 1945 and $594,176.27 for the six-month period from Octo- 
ber 1, 1945, to March 31, 1946. This witness, the report said, 
indicated that a freight rate increase of 119 per cent would 
have been required to overcome the operating loss for 1945, 
and a 143-per cent increase would have been necessary to 
— the operating loss for the six-month period ended March 31, 


The report said the respondent estimated a deficit of 
$220,010 under the proposed rates, while under estimates used 
by commission counsel, as revised, there would be a profit of 
$7,218 or a return of less than one per cent on his rate base. 

“However,” said the report, “respondent will be expected 
to submit the results of the first six months of its private oper- 
ation under the new rates for the commission’s scrutiny.” 

Proposed increases found justified, according to the report, 
were commodity rate increases averaging approximately 28 per 
cent on all classes of livestock, from 61 to 69 per cent on fer- 
tilizer, depending on the points of call, 58 per cent on coffee, 
15 to 40 per cent on automobiles, depending on the weight, from 
50 to 90 per cent on specified fruits and vegetables, depending 
on points of call and kind of fruit and vegetable moving; and 
from 25 to 59 per cent on class rates applying to different ports 
out of Honolulu. It said there had been no increases in the class 
rates for over 20 years and respondent’s commodity rates also 
had remained constant for many years. 


On wallboard and scrap paper, the respondent proposed in- 
creases ranging as high as 100 per cent on the former and 66 
per cent on the latter, said the report. The commission found 
these increases not justified and ordered their cancelation on 
or before January 29, 1947, on one day’s notice, however, with- 
out prejudice to establishment of increases not in excess of 50 
per cent. 

The proposed increases, the report said, were published to 
become effective December 1, 1945, but were suspended until 
April 1, 1946, on protest of the Office of Price Administration, 
and postponed indefinitely at the request of the W. S. A. 

The report said the only witness for O. P. A., whom ad- 


TRAFFIC WORLD 


mittedly had no transportation experience and did not profess 
knowledge of rate-making principles, asserted that the proposed 
rate increases would seriously affect the economy of the islands 
and interfere with the stabilization efforts of the government, 


yet was unable to demonstrate what effect, if any, the proposed §} 


rates would have on prices in general or on any given commod- 
ity under government price regulation. . 

Except as to the proposed rates on wallboard and scrap 
paper, the M. C. vacated and set aside its suspension order as 
of December 30, 1946. 


STATUS OF RESERVE FLEET SITES 

The Maritime Commission announced that as of Decem- 
ber 15 a total of 1,742 vessels were moored at the commission’s 
nine reserve fleet sites, the status of each being as follows: 

James River, Lee Hall, Va., 663; Suisun Bay, Martinez, 
Calif., 396; Mobile River, Mobile, Ala., 231; Astoria, Ore., 104; 
Olympia, Wash., 96; Beaumont, Tex., 42; Hudson River, Tarry- 
town, N. Y., 127; Wilmington, N. C., 64; and Brunswick, Ga., 19, 


FLORIDA SHIPYARD FOR SALE 

“Hookers Point Shipyard, Florida, advantageously located 
and completely equipped for the construction and repair of 
ocean-going vessels, is being offered for sale or long-term lease 
by War Assets Administration,” says the W. A. A. 

“Built by the U. S. Maritime Commission at a cost of $4,- 
281,000 for the construction of both steel and concrete vessels, 
the plant is located on Tampa Harbor about four miles from the 
business center of Tampa. It was formerly operated by Mc- 
Closkey & Co. of Florida... . 

“Written proposals for this property, known as ‘Fla. 80, 
McCloskey Hooker’s Point Shipyard, Tampa, Fla.,’ must be re- 
ceived at the WAA Regional Office, Administration Bldg. of St. 
John’s Shipyard, Jacksonville, Fla., before 3 P.M., February 11, 
1947, at which time they will be publicly opened and read. 


Specifications for proposals may be obtained from any WAA 
regional office.” 


SOUTH ATLANTIC AND FLORIDA PORTS CONFERENCE 


The South Atlantic and Florida Ports Conference will hold 
a meeting January 6 in the Jacksonville, Fla., Chamber of 
Commerce, to install officers for the ensuing year, President 
J. F. Sturdivant has announced. Officers and committees will 
report, and other conference business will be discussed. 


ALASKAN SERVICE OF CANADIAN SHIPS 

E. H. Foley, Jr., Acting Secretary of the Treasury, has 
issued a waiver of compliance with the coastwise laws, desig- 
nated as T. D. 51589, so as to permit transportation of passen- 
gers on Canadian vessels between Skagway and other points in 
Alaska in the period between January 1, 1947, and March 31, 
1947, inclusive. He said his action was taken “upon the written 
recommendation of the chairman of the United States Maritime 
Commission. 


CHICAGO WORLD TRADE CONGRESS 


Four additional speakers for the eleventh annual Chicago 
World Trade Conference, to be held February 17 at the Stevens 
Hotel, have been announced. They are: Donald M. Nelson, 
president of the Society of Independent Motion Picture Pro- 
ducers; Wayne A. Johnston, president of the Illinois Central 
Railroad; Barclay Acheson, director of international editions of 
Readers’ Digest; and John Abbink, chairman of the National 
Foreign Trade Council and president of the Business Publishers 
International Corporation. 


Cc. & O. TO BUY COAL-BURNING LOCOMOTIVES 


The Chesapeake & Ohio Railway contemplates the pul- 
chase of ten additional coal-burning passenger locomotives, all 
streamlined and equipped with roller bearings and high-speed 
boosters. The ten engines will help to power some of the new 
streamlined trains embraced in the railroad’s program for pas- 
senger-service modernization, stated Board Chairman Robert 
R. Young. Since December, 1941, the C. & O. has added to its 
motive power fleet 120 new locomotives, and on November 23 
owned a total of 895 engines, said Mr. Young. 

The first world premier of a movie aboard a train will be 
held January 6, with the showing of the Mark Hellinger pro- 
duction, “Swell Guy,” aboard the “George Washington” on the 
C. & O.’s Washington-to-Cincinnati run, it was announced by 
Mr. Young. He said the road had signed a one-year agreement 
for the showing of Universal-International releases for regular 
nightly motion picture showings on the twin C. & O. trains, 
and that as soon as equipment is available, the service will be 
extended to other C. & O. trains. There will be no charge to 
the public for the entertainment. 
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Long Strides in Air Transport 
Progress in 1946 Reported 


Bright picture of gains achieved in year is clouded by 
slump in air mail volume and erosion of earnings by 
high costs of operation, in report by association of 
scheduled air carriers. “Best-ever” safety record, vast 
extensions of domestic and foreign route mileage, un- 
precedented passenger and ‘express-freight traffic fig- 
ures, large additions to airline fleets noted. Airlines 
said to be planning to spend over $1,000,000 for means 
and methods of bettering schedules and making other 
improvements in 1947 











Scheduled airlines of the United States broke all records 
in their history for traffic volume in 1946, except as to air 
mail, but their operating costs reached such proportions as to 
hold down their aggregate income to what was expected to be 
“a very low net gain, if any at all,” said the Air Transport 
Association of America in its year-end review of 1946 develop- 
ments in the scheduled air carriers’ field of activity. 

Expansion of airline traffic and services in the year was 
shown in the report by the following figures: 

Domestic route-miles: Increase of 22,000 miles approxi- 
mately the equivalent of the entire domestic air route network 
in 1939) to “an all-time high of nearly 90,000 miles.” 

Overseas routes of U. S. carriers: Increase of nearly 68,000 
miles to a total of 175,000 miles. 

Revenue passenger miles: Gain of about 72 per cent, with 
total in excess cf 6,000,000,000. F 

Air express and freight shipments: Gain of about 57 per 
cent, with total of more than 37,000,000 ton miles. 

Miles flown: Gain of about 43 per cent to total of more 
than 300,000,000 miles. 

Air mail ton miles: Decrease of more than 50 per cent, with 
total of approximately 32,000,000 ton miles. 

Fatality rate: Estimated as 1.2 per 100 million revenue 
passenger miles, representing a substantial improvement over 
the previous safety record, reported for 1945, which was 2.17 
passenger fatalities per 100 million revenue passenger miles. 


816 Transport Planes in Use 


Number of aircraft in service (in scheduled airline opera- 
tions): 816 as of December 15, 1946, comprising 655 operated 
domestically and 161 operated to points outside the United 
States, as against a total of 495 on December 15, 1945, of which 
397 were in domestic service and 98 in service to points outside 
the United States. 


Seating capacity: Increase of about 125 per cent, from 
10,889 in 1945 to 24,541 in 1946. 


The decrease of more than 50 per cent in air mail volume, 
the A. T. A. of A. said, was due to rapid disappearance of war- 
production and armed-service mail. It added that the decrease 
would have been greater except for substantial civilian air mail 
increase in the last quarter of 1946 as a result of reduction of 
the air mail rate to 5 cents an ounce, from 8 cents an ounce. 

Among cost factors that militated against substantial air- 
line profits for the year, said the association, were wage raises, 
reconversion costs, and purchases of new equipment. 

























































































































International Operations 


Some of the highlights of the international operations, in 
Which traffic increases were due partly to the fact that some of 
the international routes were not in service until late in 1945 
or early in 1946, the A. T. A. of A. said, were the following: 

Revenue passengers: 1,000,000, or a gain of about 118 per 
Cent. Revenue passenger-miles: 1,000,000,000, or a gain of 
about 139 per cent. Ton-miles of express and freight: 24,000,000, 
9a gain of about 175 per cent. Air mail ton-miles: More than 
6,000,000, up about 30 per cent. Miles flown: About 67,000,000, 
Increase of about 88 per cent. 

“The overseas carriers experienced only one fatal accident 
up to December 21, giving them not quite so good an estimated 
anual fatality rate as the domestic lines because of the lesser 
Mileage flown,” the association continued. “But the estimated 
overseas rate of 2.85 passenger fatalities per 100 million revenue 
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passenger miles compared favorably with the 3.75 figure for 
1945 and represents about 35,000,000 revenue passenger miles 
flown per passenger fatality.” 


Decline in Plane Load Factor 


Due to the acquisition of new equipment by the airlines, 
said the association, there began to be, in the last quarter of 
the 1946 domestic airline operations, a noticeable drop in the 
revenue passenger load factor—‘‘the measure of occupancy of 
available seats.” For the larger lines this load factor was run- 
ning from 75 to 80 per cent, and for many of the others it was 
about 60 to 65 per cent, with some individual cases even lower, 
it added. 

The association noted that the new domestic route mileage 

added in 1946 included routes of nine new “feeder lines, which 
brought to 10 the total of such lines certificated by the Civil 
Aeronautics Board. 
: “Their traffic figures—as yet not reported—would further 
increase the grand totals,” it said. “Similarly, a number of the 
carriers having new overseas routes were just beginning opera- 
tions, for which their figures had not been reported in time for 
inclusion in the general estimate.” 


Expense to Relieve Airport Congestion 


The airlines planned to spend, in 1947, more than $1,000,000 
for the study and putting into effect of means and methods of 
improving schedule reliability, bettering passenger service and 
insuring safety, and more than $200,000 to aid the Civil Aero- 
nautics Administration in bettering to as great an extent as 
possible “immediately serious points of congestion such as New 
York, Chicago and Washington,” the A. T. A. of A. stated. 

In connection with the latter program, it said, the airlines 
already had spent $25,000 at LaGuardia municipal airport, New 
York, as their share in developing an automatic control system, 
and they would soon spend an additional $20,000 for certain 
modifications in this automatic system. The association stated 
that beginning early in 1947 the airlines would test at the 
Newark, N. J., airport a new type of runway approach and run- 
way lighting equipment—‘“a combination of the best points of 
several systems developed during the war by the army and 
navy”—which they had spent $100,000 to install. It said the air 
lines also had installed a “micro-wave emergency warning sys- 
tem,” operation of which would cost about $50,000 a year, for 
study of conditions in the New York area within a 100-mile 
radius of LaGuardia airport, and that they would spend $100,- 
000 for installation of radar units with scanning scopes in the 
Chicago, LaGuardia, and Washington airport traffic control 
towers, collaborating in this project with the army and the 
C. A. A. Continuing, the A. T. A. of A. said: 


Nearly $500,000 will be devoted to the development of control and 
navigational systems which will employ as many of the wartime 
developments that may be modified for commercial use. 

The airlines also have been following closely the American im- 
provement of the British Fido system of fog dispersal, which is being 
operated on an experimental basis at the Landing Aids Experiment 
Station in Arcata, Calif. 

In addition, many of the individual airlines are spending consider- 
able sums conducting experimental research on radar and other elec- 
tronic devices, as well as supporting experiments being conducted by 
Aeronautical Radio, Inc., and Airborne Instruments Laboratory, Inc. 

On the whole, special: emphasis of airlines during 1947 will be on 
the developmnet of improved navigation and control aids. This is pos- 
sible because much progress has been made during the last year in 
coordinating the work of the individual airlines, the Civil Aeronautics 
Administration, the manufacturers and the military forces so as to 
insure as little duplication of effort as possible. 

It must be remembered that any aid adopted by the airlines or the 
CAA must prove to be 100 rer cent reliable and.safe before it will be 
placed in use by the industry or the C. A. A. 


Airline Association Upholds 
Members’ Safety Standards 


Safety requirements of non-scheduled airplane operators 
did not match those of the scheduled airlines of the United 
States, the Air Transport Association of America contended in 
a statement occasioned, it said, by a non-scheduled operator’s 
assertion that pilots and operations of his line were subjected 
to the same rigid rules and regulations as those of any other 
commercial operators. 

“Non-scheduled pilots are required only to have a com- 
mercial pilot’s license with an instrument rating,” the A. T. A. 
of A. said. “They may pilot planes into and out of airports 
they have never used before, under present regulations. The 
scheduled airline companies’ pilot requirements begin with the 
more rigid airline transport pilot certificate. The scheduled 
pilots must demonstrate complete familiarity with the routes 
they are to fly, and regulations require that the pilot make 
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the run he is to fly several times as co-pilot before he is 
allowed to captain the flight.” 

After declaring that scheduled pilots must undergo pe- 
riodic instrument checks and that, in general, they were sub- 
ject to constant checking of their ability by government in- 
spectors, the A. T. A. of A. said these requirements were “far 
above and beyond those for non-scheduled or charter com- 
panies,” and added: 


The scheduled airlines must operate into and out of airports with 
specific requirements as to ceiling and visibility and weight limita- 
tions, not only for each airport but for different runways on the airport 
in many cases. These minimums are all set with a maximum cushion 
for air safety. Non-scheduled operators, on the other hand, are allowed, 
under the present rules affecting them, to land at any airport in the 
United States with a 500-foot ceiling and one-mile visibility. 

Undoubtedly these blanket regulations for non-scheduled operators 
will be changed in the near future. But they are very different and 
much less strict now than those affecting the scheduled airlines. 
Statements to the contrary, or which might lead the public to believe 
that there is similarity of safety requirements between the scheduled, 
certificated companies and the charter service companies, is misguiding 
to the passengers and shippers who use air transportation. 


450 Air Transports Built in ‘46, 
800 Now on Order, A. I. A. Says 


In the year 1946 the aircraft industry, in addition to con- 
verting “several hundred” military transports for use by the 
airlines, built 450 transport planes, about 1,400 military planes, 
and about 35,000 personal aircraft, the Aircraft Industries As- 
sociation of America, Inc., stated in its “year-end roundup” of 
accomplishments in 1946 and plans for 1947 of the nations air- 
craft manufacturers. 

Of more than 800 transport planes now on order, the 
A. I. A. said, it was estimated that 350 to 400 would be deliv- 
ered in 1947, and the dollar volume of production would range 
between 150 and 200 million dollars, as compared with approxi- 


‘mately 120 million dollars for 1946. It qualified these estimates, 


however, with the following statement: 

“Volume deliverfes of new transport planes should be un- 
der way by mid-spring. Difficulties normally associated with 
the deliveries of new types of transport planes may slow the 
pace of deliveries. The factor of airline cancellations of orders 
may enter the picture, since several airlines have already 
trimmed their equipment purchases. However, it can be an- 
ticipated that cargo airlines will more than make up for any 
slack in airline requirements. Several of the more substantial 
have already placed orders for modern equipment. 

The A. I. A. said that the aircraft industry entered 1946 
with many of the problems of reconversion ahead of it. 

“There was indecision,” it continued, “about production 
volume: A. A. F. and Navy cutbacks were still coming through, 
programs were being revised, some economists had estimated 
high unemployment and consequent national defense budget 
slashes. There were material shortages: Aluminum, thought to 
be in long supply, turned out to be scarce; housing was taking 
most of the aircraft aluminum surplus; other metals, motors, 
fabrics, plastics all were hard to get. There were problems of 
financing, needed to cushion reconversion shocks. There were 
personnel adjustments to be made. 

“Despite these difficulties, the industry produced planes, 
developed new planes, and began work on planes to be built 
in the 1950’s... .” 

The A. I. A. contrasted the 1946 output of only 1,400 mil- 
itary planes with the production of 45,000 such planes in 1945 
and the “wartime peak” output of 96,000 military planes in 
1944. It predicted an output of 2,500 to 2,600 military planes 
in 1947, saying that a number of new models developed since 
VJ-Day were now ready to go into production and that some 
planes originally scheduled for 1946 delivery had been forced 
back into the 1947 period because of material shortages. 

“Given a favorable business atmosphere, assuming a flow 
of materials for planes and for landing fields and hangars, 
adequate salesmanship and production sufficient to keep costs 
low, then personal planes sales in 1947 will at least equal those 
of 1946,” said the A. I. A. 


Air Forces Unit Chief Tells 
of 1500 M. P. H. Flight Plans 


Major General Curtis E. LeMay, deputy chief of air staff 
for research and development, Army Air Forces, in an address 
before the American Association for the Advancement of Science, 
at Boston, Mass., told of development of “the most rugged air- 
plane ever built” and said it was expected to fly at a speed near 
1,500 miles an hour at an altitude of 80,000 feet. 





TRAFFIC WORLD 


Wright Field, he said, was the “capital city” of the Army 
Air Forces’ research and development program and was the 
headquarters of the Air Material Command, which worked in 
close cooperation with scientists, industry and the National Ad. 
visory Committee for Aeronautics on research into “the aero. 
dynamics of supersonic speeds and the required means of aiding 
the human body to withstand the resultant forces.” 

“In addition,” he continued, “laboratory research is stress. 
ing development of electronic systems for all-weather flying, 
precision navigation, automatic blind landing devices and radar 
traffic control systems. Work is also being conducted on guided 
missiles and radio. 


monitored by the Air Material Command, in cooperation with 
several government and private agencies, is the XS-1, which is 
the forerunner of a series of experimental, supersonic aircraft. 
Using a conventional, streamlined design, this is the most rugged 
airplane ever built, and is expected to fly at a speed near 1,500 
miles per hour at an altitude of 80,000 feet. The engine con. 
sists of four units which burn alcohol and liquid oxygen, and 
produce a total thrust output of 6,000 pounds. 

“In order to meet requirements of speed and range for 
aircraft of the future, the Air Forces in monitoring a coopera- 
tive effort with the Manhattan Engineering District and several 
aircraft engine companies in seeding a workable method of using 
atomic power for the propulsion of aircraft. . . .” 


U. S.-Peruvian Air Transport 
Pact Signed at Lima 


Signing of a bilaterial air transport agreement between 
the United States and the Republic of Peru, at Lima, Peru, 
has been announced by the U. S. Department of State. 

“The body of the agreement expresses the provisions of 
the so-called standard form drawn up at the Chicago Aviation 
Conference as well as the principles enunciated in the so- 
called Bermuda Agreement between the United States and the 
United Kingdom,” said the department. 

“The Civil Aeronautics Board has previously determined 
Pan American-Grace Airways and Braniff Airways will be the 
two American-flag carriers to operate the international air 
routes covered by this agreement. By the agreement, Amer- 
ican carriers are given rights from the United States and/or 
the Canal Zone to the cities of Talare, Chiclayo, Lima and 
Arequipa in Peru and beyond to points in Chile and Boliva or 
beyond. This constitutes a part of the air transport route pat- 
terns contemplated by the Civil Aeronautics Board. Airlines 
of the Republic of Peru are given rights to fly from Peru via 
the Canal Zone and Havana, Cuba to Washington, New York, 
and beyond the United States to Montreal, Canada.” 


AIR TARIFF RATE PROVISION PROBE 

The Civil Aeronautics Board, by an order in docket No. 
2737, on its own motion, has instituted an investigation of rule 
23 in second revised local and joint passenger tariff No. CL-1, 
C. A. B. No. CL-1, filed by Agent R. C. Lounsbury on behalf of 
Pan American Airways, Inc., Pan American-Grace Airways, 
Inc., Cia Mexicana de Aviacion, S. A., Aerovias Nacionales de 
Colombia, S. A., and Uraba, Medellin and Central Airways, 
Inc., effective December 8, 1946, providing for free round trip 
foreign and overseas air transportation for certain exchange 
students between certain Latin American countries and the 
United States. 

The board said the purpose of the investigation was to 
determine whether the provisions “may be” unjust or unreason- 
able, unjustly discriminatory, unduly preferential, or unduly 
prejudicial. The proceeding is to be assigned for hearing before 


an examiner of the board at a time and place hereafter to be 
designated. 


Air Service Applications 


Pan American Airways, Inc., in an application filed with 
the Civil Aeronautics Board, designated as docket No. 2738, 
asks for an exemption order, under section 416 of the civil aero- 
nautics act, authorizing it to conduct non-stop operations omit- 
ting London, England, as a stop on its trans-Atlantic air service. 
The carrier said the traffic flow was such that important savings 
could be made by conducting non-stop operations between Shan- 
non, Ireland, and points on the continent in Europe, and that 
weather conditions in southern England were now such that it 
was frequently necessary to overfly London. 


Other new applications filed with the board for air rights | 


and services are: 
Nos. 2730 and 2731, Airlines Freight and Express Co., Baltimore, 


January 
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Ma., for certificates, or in the alternative, exemption orders under 
sections 1 (2) or 416 (b) of the act, authorizing air transportation as 
a freight forwarder over scheduled and non-scheduled domestic lines. 
No. 2732, West Coast Airlines, Inc., Seattle, Wash., for an order 
fixing fair and reasonable rates of compensation for transportation of 
mail by aircraft over its so-called route No. 77, between Medford and 
Portland, Ore., and between Portland and Seattle, Wash. - 
Nos. 2734, 2735 and 2736, Fast Service Shipping Terminals, New 
york, N. Y., for certificates authorizing operations as a freight for- 
warder over non-scheduled .domestic lines and scheduled and non- 
scheduled international routes. : 
No. 2739, Bremerton Seattle Air Lines, Inc., Seattle, Wash., for a 
certificate authorizing scheduled air transportation of persons, property 
and mail between Bow Lake airport, about 15 miles southeast of Seattle, 


i}Wash., and Bremerton, Wash., and non-scheduled air transportation of 


persons and property between Bow Lake airport and Seattle. Applicant 
said that 90 per cent of the proposed routes were over water and off 
the civil airways and that it was contemplated to conduct the service 
with amphibious equipment. 





FRENCH AIR RIGHTS PERMIT 


The Civil Aeronautics Board, in a decision issued by it and 
approved by the President on December 23, in No. 2541, Air 
France, Paris, France, Amendment of Foreign Air Carrier 
Permits, has amended two foreign air carrier permits of Air 
France. The amendments authorize air transportation between 
a terminal point in France and points in the United States and 
Canada so as to permit the carrier to serve various points in 
the north Atlantic area as regular intermediate points rather 
than as points to be served only if and when required b 
weather conditions. 

















TRANS WORLD AIRLINE’S FOOD BUILDING 


Trans World Airline has started construction of a $75,000 
food unit at the Chicago municipal airport, to prepare food for 
serving aboard its planes, C. E. McCollum, general manager of 
T.W.A.’s central region, announced. The building will have 
kitchen equipment of the latest design, including an oven to 
provide fresh bakery goods, and there wil! be walk-in coolers 
for storage of meats and fresh vegetables, said he. 











SANTA FE SKYWAY CARGO PLANES 


Santa Fe Skyway, contract air freight affiliate of the Santa 
|Fe Railway, took delivery on December 27 of the first of four 
modified DC-4 cargo planes at the company’s operations base, 
Los Angeles municipal airport.. Capable of carrying 20,000- 
pound pay loads, the planes have undergone extensive conver- 
sion jobs. High efficiency refrigeration units will be installed 
early in 1947. 













FIRST T. A. C. A. JET FLIGHT 

When a passenger-laden T. A. C. A. Airways liner rocketed 
four times from jungle-surrounded landing strips in Nicaragua, 
December 10, it marked the first time rocket units have been 
used commercially for passenger planes, T. A. C. A. announced. 
In this first flight, T..A. C. A. lifted fully-loaded DC-3’s from 
fields originally designed to accommodate small single-engined 
aircraft. The planes were equipped with two rocket units, each 
capable of a 1,000-pound thrust, mounted amidship beneath the 
fuselage. Jet application is designed to provide increased safety 
factors and to make possible the lifting of greater pay loads 
from small fields, said T. A. C. A. 

















UNITED AIR LINES HELICOPTER 


In anticipation of the use of helicopters on suburban 
routes feeding into key airports along its system, United Air 
Lines has purchased a Sikorsky S-51 helicopter, and is the 
first airline in the country to order the large-capacity Sikorsky 
craft, according to W. A. Patterson, president of United. De- 
livery is expected May 18. Mr. Patterson said the helicopter 
will be used for extensive engineering analysis and operational 
training, including detailed studies under actual airline operat- 
ing conditions. Carrying pilot, three passengers, baggage and 
250 pounds of cargo, the helicopter cruises at 80-85 miles an 
hour, has a maximum range of 240 miles, a service ceiling of 
13,000 feet, and a rate of climb of 1,200 feet. Under ideal flying 
Conditions, according to Sikorsky officials, the helicopter can 

d in an area only 50 per cent greater than its own size, 
ora space approximately 75 by 100 feet. 





















Ss. A. S. ADDS FOURTH WEEKLY FLIGHT 
‘The Scandinavian Airlines System has announced the 
addition of a fourth weekly round-trip flight between New 
York, Copenhagen, Oslo and Stockholm, via Scotland, effective 
January 1, 1947. S. A. S. will now operate from LaGuardia 
Field on Tuesdays, Thursdays, Saturdays and Sundays, with a 
Scheduled departure time on all flights of 10:45 a. m. Flights 
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from Scandinavia will arrive at the New York airport on 
Mondays, Tuesdays, Thursdays and Saturdays. : 


c, & W. C. LABOR DISPUTE REPORT 
- The emergency board appointed by Chairman Schwartz, of 
the National Railway Labor Panel, to investigate and report on 
disputes between the Charleston & Western Carolina Railway 
Co. and employes represented by the Brotherhood of Railway 
and Steamship Clerks, Freight Handlers, Express and Station 
Employes, has submitted its report to the President. 

The board, composed of John W. Yeager, John A. Lapp 
and John A. Fitch, dealt with representation issues, overtime 
pay and pay for employes absent from work on account of ill- 
ness. It recommended approval of a union proposal that Sun- 
days, holidays, and the seventh day of work a week be paid for 
at time and a half and recommended denial of a new rule re- 
lating to compensation in connection with illness. 






CHICAGO DRIVERS UNIONS’ ULTIMATUM 


Truck operators represented by the Central Motor Freight 
Association, the Cartage =xchange of Chicago, and the Illi- 
nois Motor Truck Ope” .cors Association, met in the Sherman 
Hotel the afternoon of January 2, to discuss an ultimatum 
from the two local drivers’ unions that unless their demands 
were met by January 3 a citywide strike of 14,000 truck driv- 
ers would begin January 6. 

The Chicago Independent Truck Drivers’ Union, Local 
705, and the AFL International Brotherhood of Teamsters Lo- 
cal 705, are jointly demanding a guaranteed work week of 45 
hours, with time and one-half after 40 hours (see Traffic 
World, December 28, p. 1726). 


A. T. A. TRAFFIC COMMITTEE 


Ted V. Rodgers, president of the American Trucking Asso- 
ciations, Inc., has announced the appointment of the associa- 
tion’s national traffic committee for 1947, with Harry E. Howell, 
of Associated Transport, Inc., New York City, as chairman. 
A. F. Mathews, of Consolidated Freight Co., Saginaw, Mich., 
was named first vice-chairman, and Fred C. Leibold, of Consol- 
pm Freightways, Portland, Ore., was named secgnd vice- 
chairman. : 


MOTOR VEHICLE ASSOCIATION OF GEORGIA 


The Motor Vehicle Association of Georgia, Inc., will hold 
its annual meeting January 8 at the Ansley Hotel, Atlanta. 
Ted V. Rodgers, president of the American Trucking Associa- 
tions, will speak. Edmund Harding, humorist, will address the 
association. New officers will be elected. 


PRIVATE TRUCK OWNERS OF INDIANA 


F. C. Buddenbaum, manager, Regal Stores, Inc., Indian- 
apolis, has been elected president of the Private Truck Owners 
of Indiana, Inc., an organization with 500 members throughout 
the state. Other officers elected are: Vice-president, L. H. 
Clark, Clark’s Service Co., Muncie; treasurer, C. J. Hill, Furnas 
Ice Cream Co., Indianapolis; and secretary, C. W. Abram, re- 
elected for the sixteenth consecutive year. 

Members of the board of directors are: 


J. D. Dungan, Polk Sanitary Milk Co.; C. A. Reeve, Ballard Ice 
Cream Co.; M. C. Stafford, Wadley Co.; E. H. Schmidt, Hamilton-Harris 
Co.; John K. Wood, John K. Wood Co., and J. C. Muesing, Muesing- 
Merrick Coal Co., all of Indianapolis; M. W. Hamilton, Harris Produce 
Co., Richmond; and L. Critchlow, Bell Bakeries Inc., Terre Haute. 





C. M. F. A. SAFETY CAMPAIGN 

The Central Motor Freight Association, of Chicago, in co- 
operation with the American Trucking Associations, is launch- 
ing a drive to encourage greater courtesy and safety on the 
highway of Illinos. The slogan “Safety Is No Accident” has 
been selected as the winning slogan from 5,000 submitted by 

.personnel of the trucking industry. The slogan was suggested 
A H. L. Halvorsen, St. Paul Terminal Warehouse, St. Paul, 
inn. 

Members of the C: M. F. A. have begun to circulate a driv- 
er’s pledge, whereby drivers employed by C. M. F. A. operators 
pledge “to extend our best efforts to drive safely and to render 
courteous consideration to all other users of the streets and 
highways at all times. We shall do our best to avoid accidents 
by practicing defensive driving. We shall render all possible 
aid and assistance at the scenes of accidents and where other 
users of the highway are in difficulty. We shall so operate our 
equipment that we may deserve to be recognized as ‘gentlemen 
of the highway,’ ” 

Truck operators are also being asked to sign pledges to 
promote courtesy and safety on the highway, “in the hope that 
through our efforts America’s streets and highways may be- 
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come a safer place for all Americans to enjoy, and a safer and 
more pleasant place for our employes to work.” 

The association will also distribute decalcomanias, consist- 
ing of a target with a green cross of safety and wording, to 
indicate that the driver of a vehicle so decorated is taking part 
in the nationwide safety campaign. 


WHITE MOTOR DISTRIBUTOR IN CHARLESTON 

The White Motor Co. has appointed the Charleston Truck 
& Trailer Co, as its distributor in the Charleston area, includ- 
ing the counties of Kanawha, Boone, Clay and Putnam. The 
Charleston company is remodeling its entire quarters to pro- 
vide adequate facilities. 


FORD MAINTENANCE WALL CHARTS 


Lubrication and maintenance wall charts, one for Ford 
passenger cars and one for Ford trucks, have been distributed 
by the Ford Motor Co. to Ford dealers, independent garages and 
fleet owners, according to I. L. Pierce, director of parts and 


oat for the company. The colored charts measure 24 by 36 
inches. 





Railway Business Association 
on Transportation Coordination 


Experience of the Santa Fe System in achieving better and 
faster service through railroad-highway coordination has been 
cited by the Railway Business Association in support of its 
recommendation to Congress to lift present legal restrictions 
on one type of carrier engaging in other forms of transport. 
Coordinated service already achieved by the Santa Fe and other 
major railroad systems has not resulted in monopoly and the 
public has benefited through improved and speedier delivery, 
the association asserted. 

According to the association study, “Transport Coordina- 
tion in the United States,” by Executive Vice-President P. 
Harvey Middleton (see Traffic World, December 28), the Santa 
Re Failway is the parent company of the wholly-owned motor 
carriers, the Santa Fe Trail Transportation Co. which operates 
both bus and truck operations, and the Santa Fe Transportation 
Co., which conducts intrastate bus operations in California. 
Passenger operations of the first subsidiary cover approximately 
12,732 route-miles in 11 states; at present 312 buses are in 
operation over these routes, the report stated. 

The freight operations of the Santa Fe Trail Transportation 
Co. cover 6,700 route miles in eight states, operating 670 pieces 
of equipment. The company employs more than 2,800 persons, 
stated the report, adding; 


Coordination of services has been established between the Santa 
Fe Railway and the Trail Co. in both passenger and freight operations. 
Tickets sold by the Santa Fe Railway are honored by the Trail Co. 

. - Through coordinated freight service the Santa Fe has effected a 
saving of 5,192 merchandise cars a month, which, when formerly 
operated in rail service to handle the freight now transported by truck, 
accumulated approximately 777,365 car-miles a month. 


Deliveries have been speeded up by the Santa Fe through 
its coordination of services, stated Mr. Middleton in his report. 


Vaughan Reviews Year for 
Canadian National Railways 


The transition from total war to total peace will take much 
longer than 12 months, R. C. Vaughan, chairman and president 
of the Canadian National Railways, stated in a review of the 
year 1946. The words “back to normal” have no significance 
today, and no intelligent man can desire a return to the financial 
catastrophe and depression which marked the “normal” days 
between the wars, said Mr. Vaughan. 

In common with all other railways, the Canadian National 
System suffered a serious decline in net revenues in 1946, he 
said, adding: 


The average wage earned in 1946 showed an increase of 43 per cent 
over 1939. Increases in material costs and payroll expense have added 
over $90,000,000 to our operating charges for the year 1946 as compared 
with 1939. 

Revenue tons of freight moved in 1946 estimated at 79,975,000, as 
compared with 79,941,000 in the previous year. Notwithstanding this 
slight increase in tonnage, the gross freight revenues declined $16,500,- 
000, due to a substantial drop in the average haul and in the class of 
commodities transported. 

Approximately 22,081,000 revenue passengers were carried during the 
year, a decrease of 27 per cent from the 1945 total of 30,370,680. 
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Operating revenues of the system have been estimated at $399,100,. 
000, a decrease of $34,673,000,. or eight per cent, from 1945. 


Such results emphasize the urgent necessity for an upward 
revision in rates on all freight traffic carried in Canada, stated 
Mr. Vaughan, calling attention to the application now pending 
before the Board of Transport Commissioners for authority to 
make a general advance in freight rates. 

The system received 856 new box cars and 16 new diesel- 
electric switchers during the year, and approved the purchase of 
3,000 units of various types of freight car equipment, he said, 
“The company has in hand a program for modernizing its pas. 
senger equipment, including the purchase of 70 cars and the 
reconstruction, in the company’s shops, of 37 additional units,” 
announced the president of the Canadian National. 

“In spite of its less satisfactory financial result, the year 
was one of development for the national system in all its rami- 
fications,” said he. 


Atlantic States Advisory Board 


Holcombe Parkes, vice-president, National Association of 
Manufacturers, of New York City, will speak on “Where Do We 
Go From Here?” at a special luncheon January 9 in the Bilt- 
more Hotel, New York City, sponsored jointly by the Traffic 
nah New York and the Atlantic States Shippers Advisory 

oard. 

Earlier in the day the advisory board will begin its regular 
meeting. W. C. Kendall, chairman, car service division, Asso- 
ciation of American Railroads, Washington, D. C., will report Lt. 


on national transportation conditions. The report of the district | separ 
manager will be delivered by G. C. Randall, of the A.A.R. car] has t 
service division, New York City. C. J. Goodyear will report on} the ‘ 
the recent annual meeting of the National Association of Ship-| aut 


pers Advisory Boards. ager 


The following committee chairmen will report: —s 
Executive: C. H. Vayo; freight car efficiency: H. G. Elwell, presi- chars 
dent, Elwell, Phillips & Co., Elizabeth, N. J., and H. E. Bixler, of the relat 
New York, New Haven and Hartford Railroad, New Haven; freight for h 
loss and damage prevention: H. M. Frazer, general traffic manager, a vet 
F. W. Woolworth Co., New York City, and C. S. Hill, of the New York head. 


Central System, New York City; less carload transportation: Frank form 
Rich, traffic manager, J. C. Penney Co., Inc., of New York City and J 

J. C. Stewart, Pennsylvania Railroad, Philadelphia; special express: | 'C& 
J. F. Coyle, supervisor of domestic traffic, Eastman Kodak Co., Roch- four 
ester, and W. G. White, Railway Express Agency, New York City; Lt 
railroad contact: W. H. Edwards, executive vice-president and gen- cent 
eral manager, Lehigh & New England Railroad; legislation: J. K. Arm 
Hilner, general traffic manager, United States Pipe & Foundry Co., 


at cl 

Burlington, N. J. Info 
: Loui 

The nominating committee, headed by C. J. Goodyear, will Toe 
report and elections held. R. E. Covey, general secretary of the J 7on, 
board, will submit a forecast of carloadings for the first quarter. } ese. 
On January 8 the executive, railroad contact, freight car} infq 
efficiency, loss and damage, and special express committees will tray 
meet. Gen 


TotreietenaerinetmirnaSnaEE In J 
OHIO VALLEY TRANSPORTATION ADVISORY BOARD exec 
Doctor Hoke S. Greene, professor of chemistry at the Uni- } 477 
versity of Cincinnati, will speak on “Atomic Energy,” at a} 1945 
luncheon to be held January 8 in the Gibson Hotel, Cincinnati, } Wes 
in conjunction with a meeting of the Ohio Valley Transporta- } a 
tion Advisory Board. The luncheon is sponsored jointly by the exer 
Cincinnati Traffic Club, Cincinnati Chamber of Commerce Fo- Bag 
rum, and Cincinnati Board of Trade. stat 
The meeting was originally scheduled to be held Decem-} %9" 

ber 9 and 10, but was postponed because of the unsettled con- ston 
ditions stemming from the coal miners’ strike. _ 
Among the committees scheduled to hold meeting on Janu- or 

ary 7 are the following: joint loss and damage, less carload, 
railroad contact, and car efficiency. The executive, car effi- 


eal 
- ciency and railroad contact committees will hold a joint lunch- 
eon meeting that day. 
HUNGERFORD ON “MEN OF ERIE” bd 


Edward Hungerford, railroad historian, has written a § and: 
newly-published book, “Men of Erie,” telling the story of the § of th 
Erie Railroad in terms of the lives of the men who created it War 
and guided its growth. The tale begins in 1829, with publication § direc 
of a plan for what later became, in large part, the route of the § all t 
Erie. The sorry days of the 1860’s, when the Erie became the Dep: 
pawn of financial jugglers such as Daniel Drew, Jay Gould and @ acti 
Jim Fisk, are related. The tale ends with the reorganization of § a8 n 
the Erie, completed in 1941 under Robert Woodruff, current } the 
president. Trar 
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Lt. Col. Oakes has recently been 
separated from Army service and 
has become executive assistant to 
the vice-president of the Clark 
Equipment Co. and general man- 
ager of the Clark Tructractor 
Division, Battle Creek, Mich. In 
his civilian post, Col. Oakes has 
charge of public relations, human 
relations, publicity and advertising 
for his new employer. Col Oakes, 
a veteran of World Wars I and II, 
headed the Office of Technical In- 
formation, OCT, almost since the 
inception of the corps more than 
four years ago. 

Lt. Col. Floyd H. Young, re- 
cently integrated into the regular 
Army, has succeeded Col. Oakes 
at chief of the Office of Technical 
Information, OCT. A native of 
Louisiana and a graduate of 
Louisiana State University, Col. 
Long entered service in 1940 as a 
reserve officer. He served in the 
infantry for two years, then was 
transferred to War Department 
General Staff and assigned to G-4. 
In July, 1942, he became assistant 
executive to the Chief of Staff, 
Army Service Forces. In August, 
1945, he went to Army Forces 
Western Pacific, as assistant head- 
quarters commander and later, as 
executive officer Camp John Hay, 
Baguio, P.I. He returned to the 
states in April 1946, and was as- 
signed to the Special Service Divi- 
sion. On September 3, 1946, he 
transferred to the Transportation 
Corps. 
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The Chief of Transportation is 
head of the Transportation Corps 
and as such is chief transportation officer 
of the Army and traffic manager for the 
War Department and is responsible for 
directing, coordinating and supervising 
all transportation functions for the War 
€partment and for operating such field 
activities pertaining to these functions 
a may be assigned to his command by 
the War Department. The Chief of 
Transportation is a technical staff officer 
of the War Department. . . .” 
Following the prosaic pattern so char- 
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United States Army 
Transportation Corps 


World War II accomplishments of corps and peacetime re- 
sponsibilities and activities are reviewed. Created July 31, 


1942, as an “emergency agency,” the corps has been con- 


tinued as a part of the permanent military establishment 


By LT. COL. RUSSELL F. OAKES 


Chief, Office of Technical Information, Office of 


acteristic of its official decuments, the 
Army thus capsules its description of the 
Office of its Chief of Transportation. 

There is no hint of the toil and trouble, 
the blood and sweat, the pioneering. in- 
genuity and resourcefulness, the imagina- 
tion and determination, the breadth and 
scope of activities and operations that 
entered into the discharge of his respon- 
sibilities and the accomplishment of his 
mission during World War II. Nor is 
there more than a hint, and that imper- 
ceptible to all but the initiate, of in- 
tricacies and complexities inherent in 
peacetime responsibilities and actiivties. 

The Transportation Corps is, of course, 
the Service arm commanded by the 
Chief of Transportation, and the agency 
with which and through which he accom 
plishes his many-faceted mission and his 
myriad responsibilities. Its peak war- 
time strength was 403,000, of which 
nearly 300,000 were military and slightly 
more than 100,000 civilian men and wo- 
men. Its -current strength, less non- 
Table of Organization personnel assigned 
to installations, and to staffs of Armies 
and Theaters outside the jurisdiction of- 
the Chief of Transportation, is 65,238 
military and 44,493 civilian for a total of 
109,731. 


Scope of Activities Indicated 


The Chief of Transportation is a tech- 
nical staff officer of the War Department 
and commands the Transportation Corps. 
In these capacities he, among other du- 
ties: 

Prepares plans for the transportation re- 
quirements of the War Department and 
advises the Director, services, supply and 
procurement, W. D. S. S. with respect to 
transportation problems. 

Represents the War Department in obtain- 
ing allocations of shipping from the War 
Shipping Administration and from the Com- 
bined Shipping Adjustment Board, or such 
other similar organizations as may exist. 

Directs the application of shipping avail- 
able to the War Department to meet the re- 
quirements of the Army and the United States 
military missions abroad. 

Prepares and disseminates information re- 
garding the status of troop and freight 
movements, location of ships, ship move- 
ments, and ship and cargo losses pertaining 
to the Army. 

Maintains liaison for the War Department 
and negotiates with surface commercial car- 
riers, including the railway industry, the 


commercial motor transportation industry, 
the commercial shipping industry, including 


Chief of Transportation, War Department 





inland waterways and the Great Lakes ship- 
ping industries, the Office of Defense Trans- 
portation, and other U. S. government agen- 
cies on all matters of surface transportation, 
including rates, classifications, agreements, 
and conditions of handling all movements of 
War Department personnel, freight and 
cargo. 


Prepares the budgetary requirements for 
the movement of War Department freight 
and exercises staff supervision over the ex- 
penditure of these funds to insure the most 
efficient and economical use thereof. 

Establishes the policies and procedures for - 
the operation of the Army ports of embarka- 
tion to include those pertaining to direction 
and coordination of shipping producers and 
warehousing and storage functions. 


Exercises staff supervision and _ control 
over the assignment and maintenance of all 
War Department floating equipment, except 
stream-crossing equipment and that required 
for river, harbor, and fortification work under 
the Chief of Engineers, and rescue boats 
under the control of the Commanding Gen- 
eral, Army Air Forces. 


Equipment and Operation 


Designs, procures, and purchases (includ- 
ing inspection) floating equipment for the 
War Department, except: stream-crossing 
equipment, and vessels and floating equip- 
ment required for river, harbor, and fortifica- 
tion work under the Chief of Engineers, and 
the design of rescue boats of the Army Air 
Forces. 

Designs, procures, and purchases 
equipment for the War Department. 

Procures specialized pier and ship cargo- 
handling equipment for the Transportation 
Corps. 

*Exercises technical staff supervision over 
the operation of all utility railroads and over 
the allocation, maintenance, repair, and eco- 
nomical use of all railroad equipment of the 
War Department. 


Traffic Control 


Exercises staff coordination and control 
over movements of troops and other War 
Department passengers and all War Depart- 
ment-owned-and-controlled freight and cargo 
within the Zone of the Interior by commer- 
cial motor, rail, water, and air (non-con- 
tractual) and to and from overseas theaters 
by water and by civil air (non-contractual). 

Issues releases under a block system to’° 
regulate the movement to ports of Army 
cargo for export. 

Routes all War Department freight of one 
or more cars and/or the equivalent of one 
carload or more (as usually loaded) if moved 
by truck, and all inland movements of troops 
in groups of fifteen (15) or more. 


Computes freight rates for procurement 
officers in the field. 


Operates the War Department fleet of rail- 
road tank cars. 


rail 
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Exercises staff control over the operation 
of Army Reservation Bureaus. 

Makes basic determinations of require- 
ments for administrative and L. of C. (Line 
of Communication) cargo and _ personnel 
vehicles, Transportation Corps truck units 
and related equipment to meet the needs of 
the War Department. 

Exercises staff control over the allocation 
and utilization of administrative vehicles (as 
defined in WD Circular 139, 1945) and first 
and second echelon maintenance thereof, ex- 
cept for the Army Air Forces. 

Provides the War Department with traf- 
fic and transportation engineering service 
(except air), including the determination of 





Maj. Gen. C. P. Gross was the Army’s Chief 
of Transportation from the inception of the 
Transportation Corps on July 31, 1942, to his 
retirement from the Army on November 30, 


1945, after 35 years of service, to become 
chairman of the Board of Transportation, New 
York City. Gen. Gross’ successor as Chief of 
Transportation is Maj. Gen. Edmond Harri- 
son Leavey. 


foreign and domestic transportation capa- 
bilities and requirements. 

Formulates plans, policies, and technical 
methods governing the training of personnel 
engaged in transportation activities, except 
air, and except those assigned by the War 
Department to other commands for supervi- 
sion. 

Commands and operates ports of embarka- 
tion, the Transportation Corps Board, Trans- 
portation Corps Supply Depot, Transportation 
Corps Railroad Repair Shops, and the Trans- 
portation Training Center. 


It must be noted, too, that the Chief 
of Transportation is coordinator for the 
War Department with the Office of Com- 
missioner of Customs on all matters of 
War Department interest, and that he 
is the delegated agent of the Secretary 
of War for the administration and super- 
vision of all marine personnel affairs of 
the War Department. 


Birth of Corps 


This youngest of the Army Corps was 
born on July 30, 1942, out of a General 
Staff decision that full and complete 
coordination and integration within the 
Army of all highway, marine and rail 
transportation activities was fundamental 
to the successful prosecution of the war. 
That this decision translated into policy 
out of which the Transportation Corps 
was set up as an “emergency agency,” 
was soundly conceived is illustrated by 
Paragraph X of War Department Cir- 
cular No. 227, dated 30 July 1946: 


‘Transportation Corps: For information of 
all concerned, it is announced that on 6 
February 1946, the Chief of Staff approved 
the continuance of the Transportation Corps 
as a part of the permanent Military Estab- 
lishment. At the appropriate time the War 
Department will seek the implementing au- 
thority necessary to accomplish the establish- 
ment of a permanent Transportation Corps.’’ 


Automotive Equipment Control 


Illustrative of the continuing efforts 
of the Army to better coordinate and 
integrate its highway, marine and rail 
transportation activities is the transfer, 
announced as recently as 9 August, of 
functions encompassing administration 
and operation of all general purpose 
automotive equipment from the Quarter- 
master Corps to the Transportation 
Corps. 

Among the types of units affected by 
the transfer are: 


Transportation Corps Truck Company 
(Heavy), formerly the Quartermaster Truck 
Company (Heavy). This type of unit oper- 
ates large truck-tractor and trailer combina- 
tions capable of hauling all classes of Army 
supplies. 

Transportation Corps Truck Company 
(Troop), formerly known as Quartermaster 
Truck Company (Light) or Quartermaster 
Troop Transport Company. Equipment em- 
ployed by this unit consists of trucks com- 
monly known as two-and-one-half-ton, capable 
of moving supplies, equipment and personnel 
in smaller quantities and numbers than the 
tractor-trailer combinations. 

Transportation Corps Car Company, for- 
merly known as Quartermaster Car Company, 
equipped to provide passenger transportation 
for military personnel. 


Specialized automotive equipment 
peculiar to its own responsibilities and 
functions, among them mobile bakery, 
shoe repair, textile repair, fumigating- 
and-bath, laundry and refrigerator units, 
remain with the Quartermaster Corps. 


The War Department General Order 
establishing the Transportation Corps 
came eight months after Pearl Harbor. 
To the Chief of Transportation it pre- 
sented the seemingly insuperable task 
of creating, training and managing an 
organization destined to embrace more 
than 400,000 personnel while actually 
designing, building, increasing and speed- 
ing all types of military transportation 
under his jurisdiction and utilizing to 
the fullest extent all commercial trans- 
portation in his field to bring to bear 
upon the enemy on distant battlefields 
the full force of America’s military 
might. Out of this congeries of respon- 
sibilities and challenges, and aided by 
few, if any, fortuitous circumstances, 
sprang the largest integrated transporta- 
tion system in the world. 


Accomplishments Listed 


To delineate the accomplishments of 
the Transportation Corps would require 
volumes. But presentation of at least a 
few highlights is necessary to compre- 
hension of its place in and importance to 
Allied victory and future security. They 
are: 


Troop Movements (Zone of Interior): 

a. 40,541,261 troops moved by rail and 
1,144,399 by bus in organized groups of 40 
or more (December 1941 through July 1946.) 

b. 7,889,510 requests for individual and 
small group travel handled by Army Reser- 
vation Bureaus (TC) from April 1943 through 
July 1946, with percentage of failures run- 
ning only 3.5 per cent. 

Freight shipments (Zone of Interior): 

a. 349,071,700 short ‘tons of Army freight 
shipped via rail, highway and water carrier 
(December 1941 through July 1946.) 










TRAFFIC WORLD 


b. 2,392,120 short tons of less-carload out- 
bound freight consolidated into carload lots 
through the Army-Navy consolidating sta. 
tions for fast, efficient and economical trans. 
portation (July 1942 through January 1946, 

c. More than 230.1 billion ton miles oper. 
ated by railroads in moving Army freight 
(as of 31 July 1946.) 


Traffic Control (Zone of Interior): 

a. Granted releases for more than 2.9 mil. 
lion cars of export freight and maintained 
fluidity of ports and rails at all times. 

Emergency Control of United States Rail- 

roads: 

a. Assumed control, under the direction of 
the Secretary of War and the Commandnig 
General, Army Service Forces, of all the 
railroads of the country at the time of the 
railroad lbaor crisis of December 1943 and 
turned them back to private management in 
January 1944 without any interruption of 
operations having occurred and without any 
financial involvement of the United States, 

Miscellaneous: 

a. Obtained freight rate reduction on War 
Department traffic totalling $64,648,415 (Janu- 

ary, 1944, through July, 1946.) 

Ocean Transportation: 

a. 8,420,197 troops and other passengers 
embarked from American ports (December, 
1941, through July, 1946). 

b. 7,417,001 troops and other passengers 
returned to the United States (December, 
1941, through July, 1946). 


c. 5,544,500 troops and other passengers re- 
turned to the United States between VE-Day 
(1 May, 1945) and 31 July, 1946. 


d. 4,774,778 troops and other passengers 
returned to the United States between VJ- 
Day, (1 August, 1945) and 31 July, 16. 


e. 512,304 Army patients evacuated to the 
United States via the Army’s 23 Hospital 
Ships, three Navy Hospital Ships, 2 British 
Hospital Ships and two Dutch Hospital Ships 
operating for the Army account, and _ hos- 
pital wards of U. S. Army Troop Transports 
(December, 1941, through July, 1946). 

f. 10,975 Army dependents embarked from 





Maj. Gen. Edmond Harrison Leavey on De- | 
cember 1, 1945, succeeded. Maj. Gen. C. P. 
Gross as the Army’s Chief of Transportation. 


American ports (1 January, through 15 Au- 
gust, 1946): 

g. 56,009 Army dependents debarked at 
American ports (1 January, through 19 Aw 
gust, 1946). 

Cargo Shipments: 

a. 136,326,335 measurement tons of cargo 
shipped overseas by the Army (December, 
1941 through July, 1946). 

b. 1,797,914 measurement tons of Civilian 
Supply shipped overseas by the Army (1 Janu- 
ary 1945, through July, 1946). 

c. 16,307,698 measurmeent tons of cargo re 
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ceived at United States ports by the Army 
from overseas (December, 1941 through July, 

946). 

‘ Additional Items of Interest: 

1. Has staff responsibility for administra- 
tive vehicles in the Zone of the Interior, the 
number of which. reached a peak, on 20 
October 1945, of 115,348. 

2. Conducted a campaign to speed the re- 
lease of raliway cars at Army installations 
in ZI. Shortage of cars was acute and effort 
was made to load or unload them as quickly 
as possible. In mid-1944 about 14 per cent 
were being held more than two days; by 
mid-1945, this number was cut to 7 per cent. 

3. Returned to ZI, through May 1946, ap- 
proximately 2.6 million short tons of high 
explosives. Shipped overseas up to VJ-Day 
approximately 9.5 million short tons of high 
explosives—plus another two million in lend- 
lease explosives. 

4. Through VJ-Day, shipped to European 
Theater of Operations alone, over six million 
measurement tons of perishable and non- 
perishable subsistence and emergency rations; 
proportionate shipments to other theaters. 

5. Through 29 July 1946, processed through 
TC staging areas, 11,747,079 men (including 
those bound for overseas destinations, and 
those back from overseas and bound for the 
interior). 

6. Between 1 January 1943 and 31 July 
1946, unloaded at United States ports, 1,827,- 
043 carloads of Army freight for export ship- 
ment. 

7. In addition to freight shipped via rail, 
highway and water carrier, 41,151,510 short 
tons of Army freight were shipped via air 
(December, 1941 through July, 1946). 

Theater of Operations: 

1. Successfully met all intra-theater trans- 
portation requirements of theater command- 
ers. 

2. Operated 65 overseas ports of embarka- 
tion and debarkation. 

3. Military Railway Service (TC) operated 
30,000 miles of military railroads, a large 
part of which (especially in Europe) had to 
be completely rebuilt and rehabilitated. 


4. Operated 46,500 trucks in Motor Trans- 
port Service. 


5. Operated the famed Red Ball, ABC, and 
XYZ highway express routes to deliver to 
the front 1,924,006 long tons of supplies. 

Organization and Procurement to Accom- 

plish Mission: 


1. Built up eight ports of embarkation and 
eight sub-ports in the U. S. 

2. Established nine Transportation Zones 
with numerous. subordinate installations, 
among them District Offices, Port Agencies, 
Holding and MReconsignment Points and 


ent Consolidating and Distributing Sta- 
ons, ; 


3. Activated and trained 940 Transporta- 
tion Corps table-of-organization units com- 
prising 232,000 officers andenlisted men. 

4. Trained approximately 30,000 individual 
Overseas loss-replacements for TC T/O units. 

5. Procured 3,809 locomotives for the Army; 
3.315 for Lend Lease; 50,114 freight cars for 
the Army and 53,600 for Lend Lease; 14,000 
small craft for the Army and 1,000 for Lend 


Lease at a total cost in excess of $2,052,- 
000,000 


Whole Story Not in Statistics 


.While these statistics point up the 
record and provide a clear conception of 
the Transportation Corps’. complex and 
varied activities and responsibilities; 
while they explain in a way the fierce 
pride TC men take in their organization 
and in their accomplishments, they give 
little indication of the valor and the 
heroism that entered into their achieve- 
ments. They fail to tell of the Port 
Battalions, the Military Railway Service 
and other TC troops who left their en- 
gines, their cranes, their slings, their 
hatches and their hoists to pick up rifles 
or carbines and join ground force troops 
In standing off enemy attacks; they tell 
nothing of the Negro DUKW operators 
at Iwo Jima who amazed even the 
doughty Marines by ignoring withering 
bombardment in order to maintain a 
flow of supplies to hard-pressed leather- 
necks ashore; nor do they tell of the 


operation of ports under “buzzbomb” at- 
tacks, and of harbor craft troops in 
snub-nosed tugs showing the way to the 
invasion of the Continent over Omaha 
and Utah beaches. That glory—and 
much more—belongs to the men of the 
Transportation Corps. 

But it is the transition from war to 
peace, and peace-time planning, wh‘ch 
now engages the Transportation Corps. 
Naturally, it is employing means proved 
wise in war to shape its peacetime ends. 
The evolution of events already has re- 
sulted in the streamlining of both organ- 
ization and procedures. Installations, 
among them four Ports of Embarkation 
which were of major importance during 
the war; nine Transportation Zones; 
Holding and Reconsignment Points and 
other installations superfluous to peace- 
time needs, have been closed out. The 
Zones have merged with the Army’s field 
organizations, with each Army com- 
mander having on his staff a group of 
Transportation Officers. Economy con- 
sistent with efficient operations, and with 
progress, has become “must.” 


Two Major Goals 


Two major goals constitute the objec- 
tive toward which this new Corps strives: 
1—Provision of efficient transporta- 
tion service to the peacetime Army and, 
2—Creation of superior efficiency in its 
fields and readiness to meet any emer- 
gency of peace or of’ war. The second 
of these, of course, embraces the first, 
but it encompasses much more—“pre- 
paredness.” 

Prepardness in military transportation 
means creation through aggressive study, 
research, experiment, education, ingenu- 
ity, industry and training of new and 
better means and methods of moving 
men and material. It means close co- 
operation and coordination between the 
Transportation Corps and the industries 
engaged in transportation and the pro- 
duction of transportation equipment; 
close coordination and cooperation be- 
tween the Corps and all other govern- 
ment agencies, and agencies of Allied 
Nations, dealing with transportation. It 
calls for the addition of courses in trans- 
portation to the curricula of many 
schools and colleges, and the provision 
of extension courses for the Transporta- 
tion Corps Reserve. And it demands 
perpetuation of the alertness to respon- 
sibility that was so characteristic of TC 
forces during the war. 

It is to the accomplishment of these 
ends that the Transportation Corps has 
dedicated itself. Already, through its 
Research and Development Division, its 
Transportation Corps Board and the 
Transportation Corps Technical Advisory 
Board, which is a hand-picked, repre- 
sentative group of leaders in the nation’s 
transportation industries, it is busy ex- 
amining every detail of all captured 
enemy transportation equipment, and 
delving into records of enemy trans- 
portation methods and procedures. It 
has sponsored and is very actively as- 
sisting experiments with new applica- 
tions of cycloidal propulsion. In another 
direction, it is working in cooperation 
with leading shipbuilders toward per- 
fection of marine electro-coatings de- 
veloped by one of its officers during the 
war to 90 per cent effectiveness in pro- 
tecing a ship’s hull from rust and other 
corrosives; and toward perfection of an 
electrolytic cleannig process, developed 
by the same officer, which is expected to 
outmode “chipping.” Perfection of these 
methods would be of vast economic 
significance to commercial as well as to 
military shipping. 
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The Transportation Corps has de- 
veloped a far-sighted and long-reaching 
program of education and training, 
which includes establishment of the 
Transportation Center at Fort Eustis, 
Virginia. Here it will provide compre- 
hensive training for enlisted men in 
more than 90 different skills, ranging 
from Diesel mechanic to marine en- 
gineer, from boatswain to locomotive en- 
gineer, from electric locomotive repair- 
man to marine diver, and from armorer 
to amphibian truck driver. In addition, 
Fort Eustis, which will have complete 
facilities for the thorough training of all 
TC personnel, will offer a course for 
camp, post and station transportation 
officers. 

The educational and training program 
for regular officers envisions with'n their 
first year of service, a three-month basic 
course at Ft. Benning, Ga., and a basic 
branch course of five months at Fort 
Eustis. An associate branch course of 
three months also will be offered at 
Eustis for graduates of Officer Candi- 
date School, Reserve and National Guard 
Officers, officers from other services and 
foreign nationals. There will be a Reg- 
ular Advanced Technical Course of ten 
months for officers with from three to 
ten years service, with an associate 
course of three months for Recerve, Na- 
tional Guard and Transportat'on Offi- 
cers, and for officers from other serv- 
ices. The overall program continues for 
eligible officers through the Command 
and General Staff School, the Armed 
Forces College, the Industrial College 
and the National War College. A trans- 
portation course also is to be offered at 
the Air College. At this writing, eight 
leading American colleges and universi- 
ties have agreed to take eligible officers 
for graduate and/or post-graduate work 
in transportation subjects. 

The Corps’ ROTC program contem- 
plates the activation of from 30 to 35 
units of 250 men each. Of these, per- 
haps 7 will be activated this fall. Under 
War Department policies presently in 
vogue, the ROTC units would study the 
transportation course, of 160 hours per 
year, in their junior and senior years. 


Reserve Personnel Training 


Nearing completion in the educational 
and training program are arrangements 
for extension-course instruction to Trans- 
portation Corps Reserve personnel. One 
out of every two officers in the A. U. S. 
who served with the Transportation 
Corps in World War II and who is now 
being relieved from active duty, is ap- 
plying for a commission in the newly- 
organized Transportation Corps Reserve. 
A surprisingly large number of these of- 
ficers already are displaying eagerness 
to enroll in the proposed extension 
course instruction. 

The Transportation Corps has ac- 
cepted the challenges to its ingenuity 
and determination implicit in its peace- 
time mission and _ responsibilities as 
eagerly as it accepted those imposed by 
war. It faces them with the same fresh 
vigor and vitality that carried it over 
many an “insurmountable” obstacle 
placed in its path by desperate and 
deadly enemy nations; with the same 
flaming faith in its abilities that made 
its troops certain during the war that if 
called upon to do so they could move 
mountains. It is determined that, mili- 
tary-wise, its superiority shall be un- 
questioned, and that its developments 
and progress shall be devoted to the 
common peacetime interests of the na- 
tion rather than exclusively to prepar- 
edness for war. 
































































(District Court, D. New Jersey.) An exception to libel, 
supported by exceptive allegation contrary to allegation of fact 
contained in libel, raised an issue of fact which could not be 
decided on exceptions but only on trial on the merit, and ex- 
ception would be overruled. 

An exception to libel on the ground of laches could not be 
sustained merely because three years had elapsed since the 
cause of action arose, where the record would not support find- 
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ing that respondent had been prejudiced by a delay that was 
inexcusable. 

The defense of laches under the admiralty practice, as ip 
equity, is, as a rule, properly presented only by answer and not 
by exception unless the libel on its face shown laches as a 
matter of law. (C. H. Sprague & Son Co. vs. Howard, 68 Fed, 
Supp. 349). 


(District Court, D. New Jersey.) Res ipsa loquitur doctrine 
was not applicable to enable shippers to recover against ship. 
owner or independent contractor for fire damage to cargo with- 
out proving that negligent use of acetylene torch by contractor 
was proximate cause of fire. 

Neither shipowner nor independent contractor could be held 
liable for fire and water damage to cargo, in absence of evi- 
dence that contractor was negligent in use of acetylene torch on 
fourth level below deck near where fire occurred or that fire 
was proximately caused by use of such torch or any neglect of 
shipowner. 46 U. S. C. A. Sec. 182. (Rockwood & Co. vs. Amer- 
ican President Lines, 68 Fed. Supp. 224) 


U. P. ORDERS MORE DIESELS 


Complete dieselization of the Union Pacific Railroad, south 
of Salt Lake City, Utah, by the fall. of 1947, is anticipated, 
stated President G. F. Ashby in announcing the road had 
placed “the largest diesel order in railroad history,” for 64 
diesel-electric passenger, freight and switching locomotives, at 
a cost of $22,000,000. With delivery of the new equipment, the 
U. P. will have 178 single diesel units for freight and pas- 
senger traffic, and 112 single diesel units for freight use, Mr. 
Ashby stated. 


GREENBRIER RESORT RETURNED TO C. & O. 


Title to Greenbrier, resort hotel located at White Sulphur 
Springs, W. Va., was transferred to the Chesapeake & Ohio 
Railway on December 30 by the War Assets Administration. 
During the war, the property was operated as the Ashford gen- 
eral hospital. The C. & O. will spend an estimated $1,500,000 
for rehabilitation and renovation of the property, which includes 
a main six-story structure accommodating 1,000 guests, 31 cot- 
tages, 17 separate buildings for housing employes, and 54 mis- 
cellaneous structures. Grounds embrace 7,000 acres. There are 
two 18-hole golf courses and one 9-hole course, and facilities 
for tennis, skeet and trap shooting, archery, fishing, hunting and 
other sports. 


Freight-Car Roller Bearings 


The C. & O., in a joint inquiry with the Nickel Plate Road, 
has invited bids on 2,600 new all-steel units of freight car 
equipment, of which 1,000 70-ton hopper cars are to be equipped 
with roller bearings for use on the C. & O. Officials of the road 
said a loaded freight car equipped with roller bearings could 
be started with one-eighth of the power required for a similar 
car equipped with friction bearings. 

Included in the inquiry are 1,600 50-ton all-steel box cars, 
1,000 of which are for the C. & O. 






N. & W. LOCOMOTIVE GAS TURBINES 

Construction will begin in 1947 of the first two locomotive 
chassis in one of the foremost developmental programs of rail- 
road technology, the new gas turbine burning powered coal, 
the Norfolk & Western Railway has announced. An investment 
of $2,000,000 for achieving the first two locomotive gas turbines 
is planned by the sponsor of this research program, the Loco- 
motive Development Committee of Bituminous Coal Research, 
Inc. Roy B. White, president of the Baltimore & Ohio Railroad, 
is chairman of the locomotive development committee. Other 
supporting railroads are the Chesapeake & Ohio, the Pennsyl- 
vania, the New York Central and the Louisville & Nashville. 


According to Dr. John I. Yellott, director of research of the 
above research committee, “The propsect of lowering railroad 
mainline locomotive operating costs to one-third of their present 
amount is attracting much attention to the coal-fired gas tur- 
bines. The use of coal, three times less costly than diesel oil 
to the eastern railroads, in a highly efficient gas turbine, is ex- 
pected to result in an operating cost per locomotive mile far 
lower than today’s diesel locomotives can attain. 

The gas turbine consumes no water, burns less than one 
pound of coal per turbine horsepower, and will produce a thous- 
and rail horsepower hours at full load at a cost below $2.00 for 
fuel and lubricating oil, as compared with $5.50 for the railroad 
diesel, said Dr. Yellott. 
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: @& Sosdes Being | ee 


Traffie Is Moving Again Via TP&W 


As a result of the Federal Court Order of December 5, 1946, following the decision 
of the United States Circuit Court of Appeals on November 20, 1946, the various rail- 
roads connecting with TP&W have cancelled their embargoes against TP&W. The Inter- 
state Commerce Commission has also cancelled its service order No. 354, under which 
connecting lines had been authorized to reroute traffic consigned to or via TP&W. 








Since then, various connecting carriers have commenced to interchange traffic with 
TP&W. While the interchange is not yet free and normal in all respects, certain con- 
necting carriers are making every possible effort to get the job done; and traffic is mov- 
ing through various gateways. As the Court of Appeals’ decision is fully put into effect, 


TP&W expects that normal interchange will be resumed. 






At present, TP&W is able to handle carload traffic (except livestock and perishables) 
via junctions between Effher, Illinois-Indiana, and Canton, Illinois. We suggest the fol- 
lowing connections and gateways as being available for fairly prompt movement: 






CONNECTING CARRIER JUNCTION 























Pennsylvania Effner, Ill.-Ind. 
Chicago, Milwaukee, St. Paul & Pacific Webster, Ill. 
Chicago & Eastern Illinois Watseka, IIl. 
Illinois Central Gilman and E] Paso, II. 
Wabash Forrest, Ill. 

*Peoria & Pekin Union Peoria, Til. 
Chicago, Burlington & Quincy — Peoria, Ill. 


Chicago, Rock Island & Pacific Peoria, Ill. 





*Deliveries by TP&W to P&PU, and movements beyond via its tenant lines, are being made currently; 
deliveries from P&PU to TP&W are subject to delay. (P&PU acts as intermediate switching carrier between 


TP&W and Chicago & Illinois Midland, Chicago & North Western, Illinois Terminal, Inland Waterways and 
Nickel Plate.) 





In making this announcement, TP&W acknowledges with great appreciation the 
helpful encouragement of the Traffic World during the past five years, as the TP&W 
ownet-management (as distinguished from the Federal Management) endeavored to 
demonstrate the propriety of fast and efficient railroad transportation without feather- 
bedding—but with higher pay to the-individual employes. 





TP&W now seeks the encouragement of the shippers who favor that kind of rail- 
roading. Please advise us of cars routed so that we may advise you of their movement. 





TOLEDO, PEORIA & WESTERN RAILROAD 


General Offices, Peoria, Illinois 
January 2, 1947. 











H. C. Crawford has been elected vice- 
president in charge of traffic, Bethlehem 
Steel Co., New York City. Mr. Crawford 
succeeds J. M. Gross, who has retired 
after 30 years of service. F. M. Huffman 
has been named general traffic manager. 


Guy Prentice Gibbs, assistant general 
superintendent at Huntington, W. Va., 
for the Chesapeake & Ohio Railway, has 
been promoted to general superintendent, 
western general division, with head- 
quarters in that city. Col. S. H. Pulliam, 
assistant superintendent at Huntington, 
has been promoted to superintendent of 
the Huntington division. Mr. Gibbs suc- 
ceeds C. A. Taylor, recently made gen- 
eral manager, and Col. Pulliam succeeds 
H. E. Webb, assigned to other duties. 
At a meeting of the board of directors, 
held December 17, Arthur S. Genet was 
appointed vice-president, traffic, succeed- 
ing William C. Hull, retired. ‘ 

Allen R. Gould, traffic manager-sales 
of the Chicago & North Western Rail- 
way, has retired after 46 years of con- 
tinuous service. Mr. Gould began his 
career with the North Western in 1900 
as chief clerk in Cincinnati. He is a past 
president of the Traffic Club of Chicago. 
He and Mrs. Gould plan to move to Palo 
Alto, Calif. 

* * * 

Herman H. Larson, general manager 
of the eastern district of the Union Pa- 
cific Railroad, has announced his retire- 
ment, effective February 1. Mr. Larsen 
said he will leave Omaha to make his 
home in Los Angeles. He joined the rail- 
road as a switchman at the age of 18. 


George F. Wynn, general agent, freight 
traffic department, Chicago, for the New 
York Central System, has retired after 
nearly 55 years of continuous service. 

* * * 

O. L. Hollomon has been appointed 
commercial agent at Philadelphia for the 
Seaboard Air Line Railroad, succeeding 
J. M. Robinson who is retiring after 38 
years of service. L. J. Fink has been 
appointed commercial agent, succeeding 
Mr. Hollomon, and S. A. Saylor has been 
appointed commercial agent, both at 
Philadelphia. The position of traveling 
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freight agent, formerly held by Mr. 
Fink, has been abolished. The following 
appointments at New York City have 
been announced: J. J. Huertas, commer- 
cial agent, succeeding W. M. Merimee, 
resigned; M. P. Gibson, commercial 
agent, succeeding Mr. Huertas; and W. 
E. Adelof, traveling freight agent, suc- 
ceeding Mr. Gibson. f 


A. J. McCarthy, district passenger 
agent in Seattle for the Milwaukee Road, 
has retired after more than 37 years of 
service. He will be succeeded by J. K. 
Pain, district passenger agent in Port- 
land, Ore. Other changes in the Milwau- 
kee Road’s passenger department in- 
clude the following: R. E. Schaffert, 
assistant general agent, Seattle; M. P. 
Burns, of Butte, to succeed Mr. Schaffert 
as district passenger agent in Tacoma; 
George V. Valley, city ticket agent in 
Spokane, appointed district passenger 
agent, Portland; and K. R. Coughlin, 
who has been in the road’s ticket office 
in Butte, appointed city passenger agent, 
Butte. 

* * * 

E. O. McCord, formerly assistant gen- 
eral freight and passenger agent for the 
Missouri-Kansas-Texas Railroad of Te 
at Houston, has been promoted to as- 
sistant freight traffic manager of the 
lines, with headquarters at Dallas. He 
succeeds George K. Reeder, who recently 
resigned from the company. Mr. Mc- 
Cord is a former president of the Hous- 
ton Traffic Club. 

* * * 

R. L. Hawkins has been appointed 
freight traffic agent at Memphis, Tenn., 
for the Nashville, Chattanooga & St. 
Louis Railway. Other appointments an- 
nounced by the railroad include the fol- 
lowing: J. P. Coon, freight traffic agent, 
Kansas City, Mo.; J. E. Crymes, general 
agent, Miami, Fla., succeeding Guyton 
G. Howell, Jr., resigned; John Joslin, 
general agent, Kansas City, Mo., suc- 
ceeding Carl Jewell, who has been ap- 
pointed general freight agent in charge 
of service and sales, with office in Nash- 
ville. Mr. Jewell succeeds W. H. Whar- 
ton, retired. a 


F. R. Bartles has retired as general 
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manager of the western district of the 
Northern Pacific Railway, Seattle. J. F. 
Alsip, assistant general manager, has 
been appointed to succeed Mr. Bartles, 
who has been with the N.P. continuously 
since 1907. C. H. Burgess, superintend- 
ent, Tacoma division, will succeed Mr. 
Alsip, and I. P. Iversen, assistant super- 
intendent, Tacoma, will become division 
superintendent. F. W. McCabe, train- 
master, Seattle, will succeed Mr. Iversen. 


W. H. Wharton, general freight agent 
(service and sales) at Nashville for the 
Nashville, Chattanooga & St. Louis Rail- 


way, has retired after 48 years of con-° 


tinuous service. 
* * * 

G. P. LeMoyne has been appointed 
division freight and passenger agent at 
Fort Myers, Fla., for the Atlantic Coast 
Line Railroad. 

* * 

C. E. Dudley has been appointed trav- 
eling freight and passenger agent at Des 
Moines, Ia., for the Wabash Railroad, 
succeeding T. H. Shaver, deceased. 


J. W. Kilberer, vice-president of the 
G. E. Wolfe Transportation Lines, Inc., 
of Buffalo, N. Y., died at his home in 
Lockport, N. Y., December 24. Burial 
was at Niagara Falls, December ZA. 


Lou J. Bodie has been appointed gen- 
eral agent in Cleveland for Trucking, 
Inc., of Detroit. For the past several 
years Mr. Bodie has been western vice- 
president of Shirks Motor Express. 


*. * * 


W. H. McGiveron has been appointed 
manager of the Lansing terminal of Geo. 
F. Alger Co., Detroit. A former manager 
of the Lansing terminal of Keeshin Mo- 
tor Freight, Mr. McGiveron started with 
Alger in 1938. He later served 26 months 
in the Army. 


* * * 


George L. Stern has been appointed 
assistant general freight agent at Ballti- 
more for the Baltimore Steam Packet 
Co. The position of freight and passenegr 
representative, formerly held by Mr. 
Stern, is abolished. 

* * * 


Dudley W. Frost has been appointed 
as the fifth member of the Oakland, 
Calif.. Board of Port Commissioners. 
The board has elected as its president, 
Claire V. Goodwin, San Francisco and 
Oakland bond broker, to succeed John 
F. Hassler, who resigned recently to be- 
come Oakland city manager. Succeeding 
Mr. Goodwin as first vice-president is 
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Stanlay J. Smith. Clifford D. Allen has 
been named second vice-president. 
* * * 


D. B. Hodges has been named vice- 
president of transportation and supplies 
for the Shell Oil Co., Inc., New York 
City. During the war, Mr. Hodges served 
as associate director of the supply and 
transportation division of the Petroleum 
Administration for War. 


* * * 


Neal Coyle has been appointed traffic 
manager of the South Chester Tube Co., 
Chester, Pa., and associated companies. 

* * * 


J. J. Nowicki has been appointed as- 
sistant to the traffic manager, Blatz 
Brewing Co., Milwaukee. Mr. Nowicki 
was formerly traffic manager of the 
Ekco Products Co., Chicago. 


* * 


William C. Hull, vice-president in 
charge of traffic, Chesapeake & Ohio 
Railway, retired December 31 after 
nearly a half century of service, in ad- 
vance of the time fixed by the company’s 
retirement plan. Mr. Hull entered the 
service of the C. & O. in 1897 as a sec- 
retary in the traffic department, and be- 
came, successively, chief clerk, assistant 
to vice-president, and in 1937 vice-presi- 
dent—traffic. 


* * 


W. B. Simmons has been appointed 
assistant general superintendent trans- 
portation of the Chicago, Burlington & 
Quincy Railroad. C. L. Gray has been 
appointed assistant superintendent trans- 
portation, both with headquarters at 
Chicago. E. P. Stine has been appointed 
superintendent of the Ottumwa and 
Creston divisions, with headquarters at 
Ottumwa, replacing C. J. Connett who 
has retired after more than 51 years of 
service. A. F. McKelvie has been ap- 
pointed superintendent of the St. Louis 
terminals, replacing Mr. Simmons. 

* * = 


W. C. Perkins has been appointed 
chief engineer of the Union Pacific Rail- 
road, Omaha. Mr. Perkins succeeds B. H. 
Prater, who will fill the newly-created 
post of engineering consultant. L. P. 
Drew has -been appointed engineer of 
design and construction in the road’s 
engineering department. 


* * + 
R. O. Small, traffic manager—rates 
and divisions, of the Chicago & North 
Western Railway, has been promoted to 
general freight traffic manager of the 
North Western System. Other appoint- 
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ments include the following: T. L. Nor- 
ton, from assistant traffic manager : to 
traffic manager-sales; R. C. Stubbs, from 
assistant traffic manager to freight traf- 
fic manager-sales; H. A. Gundersen, from 
general freight agent-rates to freight 
traffic manager-rates; A. O. Olson, from 
general freight agent-sales to assistant 
freight traffic manager-sales; E. G. John- 
son, from assistant general freight agent- 
rates to general freight agent-rates. All 
the above are in the Chicago office. 
George A. Remington, assistant traffic 
manager, Omaha, has been appointed 
Omaha traffic manager. 


Miss Pauline uals passenger de- 
partment, New York Central, Chicago, is 
the first woman 
successfully to 
pass the Inter- 
state Commerce 
Commission’s 
practitioner ex- 
amination for 
non - attorneys 
in the Chicago 
area. Miss 
Groves enrolled 
in the general 
traffic course at 
the College of 
Advanced Traf- 
fic in January, 
' 1944. On com- 
pletion, she joined the post-graduate 
class in interstate commerce law, con- 
ducted by Dean Wm. J. Knorst. She is 
treasurer of the Alumnae Association of 
the College. 

Other graduates of the College who 
successfully passed the® same examina- 
tion include Ben Bannister, William R. 
Bayliss, Alex E. Berendt, Paul Bond, 
John B. Chamberlain, Emil J. Haut, 
William J. Lynch, James L. Martin, C. A. 
Pace, Howard N. Sullivan, Gilbert 
Walker, and Joseph H. Waxman. 

Since 1940 when the interstate com- 
merce law course was prepared by Dean 
Knorst, with two exceptions, every 
graduate who has taken the Interstate 
Commerce Commission’s practitioner ex- 
amination has successfully passed it and 
has been admitted to practice before the 
bar of the Commission. 

L. E. Siberell, former chief clerk to 
the division freight agent at Winston- 
Salem for the Norfolk & Western Rail- 
way, has been promoted to agent at Nor- 
wood, Ohio, replacing C. E. Ault, retired. 


Joseph J. 
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trial agent, Detroit, for the Chicago, In. 
dianapolis & Louisville Railway, suc. 
ceeding Gilbert L. Harris, transferred to 
Winston Salem, N. C. 

* * * 

M. L. McElheny, assistant to chief 
traffic officer (freight) of the Centra] 
Railroad Co. of New Jersey, has retired 
after 50 years of railroad service. T. H. 
Irwin has been appointed freight traffic 
manager (sales and service), New York 
City. J. F. Hourigan has been appointed 
freight traffic manager (rates). 


B. J. Peasley, 79, has retired as super- 
intendent of motive power at Tyler, Tex., 
for the St. Louis Southwestern Railway. 
E. V. Myers, who has been general loco- 
motive foreman at Tyler, will succeed 
Mr. Peasley. T. W. Bellhouse, assistant 
general locomotive foreman, will re- 
place Mr. Myers. ‘ 

T. M. Bell has been assigned as special 
traffic representative at Toledo for the 
Ann Arbor Railroad. E. L. Costello suc- 
ceeds Mr. Bell as general agent, Toledo, 
and H. P. Trieger succeeds Mr. Costello 
as commercial agent at Owosso, Mich. 


Mart I. Fowler has been named direc- 
tor of passenger service for Capital Air- 
lines-P.A.C. Mr. Fowler was promoted 
to head the newly created department 
after serving as its training supervisor 
for more than a year. 

* * * 

Owen F. Johnson has been appointed 
sales manager of the Atlantic division 
of Pan American-World Airways, with 
headquarters at LaGuardia Field and a 
territory including the British Isles, Eu- 
rope and Africa. Mr. Johnson has been 
assistant to Vice-President David S. In- 
galls. eee 


The New York chapter of Delta Nu 
Alpha will meet January 8 at the Hotel 
Governor Clinton. A formal initiation 
ceremony will be conferred, followed by 
a forum committee Program. 


G. A. Salcetti, of the Pennsylvania 
Railroad at Pittsburgh, was elected pres- 
ident of the Pittsburgh chapter of Delta 
Nu Alpha, at the annual election Decem- 
ber 23. Other officers elected are: Vice- 
president A. J. Crosby, Westinghouse 
Electric Corporation; secretary and 
treasurer, J. A. Horrell, National Car- 
loading Corporation; director, Charles 
Beatty, Rock Island Railroad. Other di- 
rectors are J. C. Torpey, Bethlehem Steel 
Co., and C. O. Lloyd, Pittsburgh Plate 
Glass Co. 
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The Traffic Club of Jersey City will 
hold is annual dinner dance January 25 
in the Robert Treat Hotel, Newark. 
Harry G. Regan is chairman of the en- 
tertainment committee. 





Henry G. Bekemeier, Traffic Manager, 
Columbian Hog & Cattle Powder Co., 
has been elected 
president of the 
Junior Traffic 
Club of Kansas 
City. Other new 
officers include: 
First vice-presi- 
dent, Allen E. 
Carter, Monarch 
Transfer & Stor- 
age Co.; second 
vice - president, 
Norman Schupp, 
Thompson -Hay- 
ward Chemical 
Co.; directors, 
Clyde Irwin, 
Denver - Chicago Trucking Co.; Keith 
Dickerson, Percy Kent Bag Co.; Harold 
M. Cory, Rock Island R.R.; Ray Sekin- 
ger, Boyd Truck Lines; Jas. F.: McFar- 
land, H. D. Lee Co., and J. Delbert 
Smith, United Chemical Co. The new 
officers will be installed at a dinner dance 
to be held January 18 at the President 
Hotel. A: L. Henry, of Missouri Pacific 
Lines, is the retiring president. 





H. G. Bekemeier 





The Transportation Club of Decatur 
has elected as its new president D. K. 
Ball, chief clerk, traffic department, A. 
E. Staley Manufacturing Co. Other of- 
ficers elected are: Vice-presidents: E. N. 
Stevenson, district freight agent, Balti- 


more & Ohio Railroad; W. G. Frahlman, * 


traffic manager, Shellabarger Soybean 
Mills; and H. L. Frushour, agent, Penn- 
sylvania Railroad; secretary, N. K. An- 
derson, traffic representative, Spencer 
Kellogg & Sons, Inc.; assistant secretary, 
R. D. Bolen, agent, Illinois Terminal 
Railroad; and H. L. Kline, assistant 
cashier, Citizens National Club. The club 
will install officers at a meeting January 
14 in the St. Nicholas Hotel. 





The Winston-Salem Traffic Club will 
hold its annual election January 10. Of- 
ficers will be installed at the annual 
meeting January 23, sponsored by the 
Norfolk & Western Railway. 





The Woman’s Traffic Club of Chicago, . 


at its meeting January 13 in the Palmer 
House, will hear Harry Dooley, president 
of the Gray Line Sight-Seeing Co. 





The Traffic Club of Kansas City will 
install officers at its meeting January 7 
in the Continental Hotel. Major Cecil 
Bates, of the British intelligence corps, 
will speak on the U.N.O. meeting. 


The Cincinnati Traffic Club will hold 
a luncheon January 8 at the Hotel Gib- 
son, in connection with the Ohio Valley 
Transportation Advisory Board. Dr. 
Hoke S. Greene, professor of chemistry, 
University of Cincinnati, will speak on 
atomic energy. The club will hold its an- 











nual election supper January 30 in the 
Alms Hotel. The annual dinner will be 
held February 11 in the Netherlands 
Plaza Hotel. 





The Traffic Club of Houston will hold 
its annual dinner January 22 in the Rice 
Hotel. William M. Casey, humorist, of 
Beaumont, will be the speaker. 





The Transportation Club of Salt Lake 
City held a Christmas party December 


18 in the Hotel Utah. A new 12-week 
class in industrial traffic management, 
conducted by the club, will get under 
way January 6. 


The Traffic Club of Brooklyn will meet 
January 9 in the Hotel Granada. The 
entertainment committee has prepared a 





competitive quiz program. 





The Traffic Club of Memphis, at its 
January 6 meeting in the Gayoso Hotel, 
will hear as its guest speaker J. B. Hill, 
president of the Lousiville & Nashville 
Railroad, of Louisville. 2 





The Transportation Club of Seattle on 
December 16 elected as its new president 
Warren G. Smith, district freight agent, 
Pennsylvania Railroad. Other officers 
and directors elected are: First vice- 
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president, W. P. Lyman, traffic manager, 
Moore McCormack Steamship Co.; sec- 
ond vice-president, S. W. Elmore, gen- 
eral freight agent, Northern Pacific Rail- 
road; secretary-treasurer, S. O. Yocum, 
traffic manager, James Farrell & Co.; 
directors: A. P. Graham, traffic manager, 
Boeing Aircraft Co.; W. L. McCredie, 


traffic manager, Puget Sound Tug & 


Barge Co. : 





The Women’s Traffic Club of Lan- 
easter, Pa., was recently organized under 
the sponsorship 
Ee of the local 
: men’s traffic 
club. George F. 
Hosteter, Key- 
stone Express & 
Storage Co., dis- 
cussed the pro- 
gram of the As- 
sociated Traffic 
Clubs and the 
opportunities 
for constructive 
work of the 
women’s clubs, 
at the organiza- 
tional meeting. 
Mrs. Sarah O. Seamer, member of the 
board of the Associatéd Traffic Clubs, 
was chairman of the meeting. She was 
assisted by Mrs. Katherine L. Wolff, 
first president of the Women’s Traffic 
Club of Reading. Mrs. Mabel E. Spang- 
ler, Keystone Express & Storage Co., 
was elected first president of the Lan- 
caster Women’s Club. Other officers 
elected were: Miss Katherine Falvey, 
first vice-president; Mrs. Ruth Kreider, 
second vice-president; Miss Anne Hertz- 
ler, secretary; Miss Vesta Garner, as- 
sistant secretary; and Mrs. Bether Roth- 
fus, treasurer. The club has 26 charter 
members. Mrs. Spangler was born and 
educated in Lancaster. She has been 
connected with the Keystone Company 
for nine years and is the mother of four 
children. 





M. E. Spangler 





The Motor City Traffic Club of De- 
troit, at its December meeting, elected 
as its chairman, Frank W. Davison, Erie 
Railroad Co. J. J. Willhite, Hudson 
Motor Car Co., was elected vice-chair- 
man, and Clarence Morgan, Chevrolet 
motor division, was elected secretary. 





The Brooklyn Traffic Club has elected 
as its president G. D. Cederholm. Other 
officers elected are: Vice-president, R. E. 
Cambeis; treasurer, J. S. Knox; secre- 
tary, D. A. Hackett; assistant secretary, 


J. Hiller; and board of governors: Otto 
F. Rutz and J. R. Heinbockel. 





The Junior Traffic Club of Chicago, 
at its industrial night meeting, January 
7, at the Morrison Hotel, will hear John 
S. Burchmore speak on “The Industrial 
Transportation Man and the Associated 
Traffic Clubs Foundation.” 





The Clearing Cicero Traffic Confer- 
ence, at its air transportation night 
meeting January 9 in the club room, 
will hear Ollie Stern, regional cargo 
sales manager, Capital Airlines-P. C. A., 
speak on “Air Transportation Today.” 
A full flight crew from United Airlines 
will tell the part they play in both pas- 
senger and cargo flying. 





The Lima Traffic Club will meet Janu- 
ary 15 at the Kirwan Grill, and will 
hear Robert Tait speak on “Life at 
Oakridge.” 


Notice of Claim—What Constitutes Rea- 
sonable-Time for Delay of Shipment. 


New York.—Question: Section 2, para- 
graph B of the Contract Terms and Con- 
ditions of the Bill of Lading provides 


that “claims must be filed in writing... : 


within nine months after delivery of the 
property ... or, in case of failure to 
make delivery, then within nine months 
after a reasonable time for delivery has 


elapsed.” 


What constitutes a “reasonable time 
for delivery?” This provision of Section 
2(b) is not clearly defined and for that 
reason has been a controversial issue be- 
tween the carriers and ourselves in con- 
nection with claims which we have filed 
for non-delivered shipments. It is our 
opinion that “reasonable time for deliv- 
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The Traffic Club of Denver at its Jan- 
uary 9 meeting in the Denver Dry Goods 
Co. will hear Kurt D. Singer, writer, 
talk on “Postwar Russia.” The club will 
elect new officers at its annual meeting 
February 14. 





The Metropolitan Traffic Association 
of New York entertained 350 children 
at its kiddies Christmas party held De- 
cember 28 in the Hotel Pennsylvania. 
Ed McCabe is chairman of the enter- 
tainment committee. The club will hold 
a ladies’ night meeting January 9 in the 
same hotel. 





The Traffic Club of Houston will hold 
its annual dinner dance January 22 at 
the Rice Hotel. Walter M. Casey, owner 
of the Crosby Hotel at Beaumont, Tex., 
will speak on “The American Way of 
Life Through Free Enterprise.” John J. 
Dee, general traffic manager, Anderson, 
Clayton & Co., Houston, will be toast- 
master. 
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ery” should be determined in the light 
of prevailing conditions at the time the 
shipment moved, taking into considera- 
tion all the factors which tend to retard 
the normal flow of traffic. Of course, the 
length of the haul is also a factor to be 
considered. 

We would appreciate your opinion on 
this subject and, if you can locate any 
court decisions in connection therewith, 
will you please advise what the courts 
have held with respect to this provision 
of Section 2(b) of the bill of lading con- 
tract? 

Answer: In its decision in Chesapeake 
& Ohio R. R. Co. vs. Martin, 283 U. S. 
209, 51 S. Ct. 453, the question you raise 
was before the court. The court said in 
part: 

The State Court of Appeals affirmed the 
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Jan- fijudgment on the grounds that the evidence was a reasonable time. This was not the pers; that the authority which it has 
oods was Sufficient te snow Gompliance on the part case as to the decisions in Chesapeake over leases is wholly indirect, and comes 
ee Ot bill or meaig bh rensect of the time for & O:R.R. Co. vs. Martin, 283 U. S. 209, into being only where the lease results 
‘a making claim; and that, in any event, the 51 S. Ct. 452, and Hazzard & Co. vs. in some violation of the Interstate Com- 
“Ung petitioner was stopped from asserting non- Railroad, 116 Atl. 258. on Act or other statute which it ad- 
compliance with that requirement. We are P 1 ministers, 
ti of opinion that neither ground is tenable. Leases—Routing of Freight : In the course of its report the Com- 
een sae wutil the poe pr pig oa _ Pennsylvania.—Question: This inquiry mission said: 
He a fter the shipment, the first is mm reference to a sidetrack agreement Almost without exception tenants of rail- 
De- ftwenty days after t p ‘ t t ] d 
ania. |ground resolves itself into the question containing a routing Clause reading as roads lands in Spokane whose leases were in- 
ater- whether twenty days was a reasonable time follows: vestigated moved the larger part of their 
; [for the delivery of the car to the-consignee. Shipper will ship or cause to be shipped by carload shipments over lines of the carriers 
hold Fiat constitutes a reasonable time depends railroad and over lines owned, operated or which were their lessors. It is unquestion- 
1 the . upon the circumstances of the particular case. controlled by Railway all freight shipped ably more convenient, and usually more ex- 
As applied to a case like this, it means such from or to the plant of Shipper served by peditious, for a shipper to receive and for- 
time as is necessary conveniently to transport the track to and or from points reached ward cars over the line of the carrier which 
hold §and make delivery of the shipments in the through or via said lines, provided the rates operates the industry or house track that 
2 at fordinary course of business, in the light of of transportation therefor are as reasonable serves his place of business. This was the 
wner the circumstances and conditions surrounding as those charged by competing railroads on reason given by most of the lessees for pre- 
the transaction. Hazzard Co. vs. Railroad Co., . the same traffic ferring the lessor carrier. Except, however, in 
Tex., 9191 Me. 199, 202-203. Compare First National : Nog so far as the saving of time is a saving of 
Y Of Bpank vs. Pipe & Contractors Supply Co., 173 This clause obviously places a prohibi- money, it is usually no more expensive for 
—e toon on the lessee with depsites kin cf Gipchenan eekt cluapating ‘Unie: Une ee 
rson, oF ls te the right to route his shipments as he , 
oast- In addition to the decision in Hazzard so desires. There are various conditions carrier having the line haul ordinarily ab- 
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Co. vs. Railroad Co., 121 Me. 199, 166 
Atl. 258, cited by the Supreme Court, 
there are several other cases in which 
the question has been considered, name- 
ly, as to what constitutes a reasonable 
time for delivery within the stipulation 
in the bill of lading for the filing of a 
claim in the event of the loss of a ship- 
ment. See Cohen vs. Southern Ry. Co., 
19 N. E. 480 (Ill.); Norfolk & Western 
Ry. Co. vs. Cosrhopolitan Bank & Trust 
Co., 174 N. E. 801 (Ohio); American Ry. 
Express Co. vs. Roberts, 111 S. E. 744 
(Ga.); Babbitt vs. Grand Trunk Western 
Ry. Co., 120 N. E. 80 (Ill.); Payne vs. 
Smith, 268 S. W. 243; Davis, Agt. vs. 
Rodgers, 124 S. E. 408; Beltrauer Corp. 
Creamery Ass’n vs. American Ry. Ex- 
press Co., 199 N. E. 568. 


There is little uniformity in the find- 
ings of the courts in the cases cited 
above. In certain of these cases the court 


was quite lenient in determining what ' 


















































that justify this privilege for a shipper 
regardless of the equality of the rate 
service or whether he has rail facilities 
or not. Furthermore, it is our opinion 
such a clause is in conflict with section 
15, paragraph 8, Part I of the Interstate 
Commerce Act. 

Can you give any comments on this 
or reference to any Interstate Commerce 
Commission decision or court ruling es- 
tablishing whether the above clause is 
in conflict of the Act or not? 

Answer: In its report in Leases and 
Grants by Carriers to Shippers, 73 I. C. 
C. 671, the matter of freight routing 
provisions in leases of sites on carriers’ 
rights of way was considered by the 
Commission. 

The Commission stated that the Inter- 
state Commerce Act contains no provi- 
sion authorizing it to prescribe or regu- 
late the terms or conditions under which 
carriers may lease their lands to ship- 


_yMerchandising’s LAW Op 





Normally what goes up must come down. But the precision 
merchandising of L & L Modern Warehousing, Nerve Center 
of Distribution*, helps bring down costs so that profits go up. 


sorbs the switching charge, and otherwise 
transportation charges are:the same. With 
the exception of a few shippers who stated 
that they believed they were morally bound 
to prefer their lessors in the routing of 
traffe, the general view, advanced by ship- 
pers and carriers’ witnesses alike, was that 
the routing provisions of the leases was a 
“‘dead letter,’’ was not intended to be faith- 
fully respected, and was never enforced by 
the carriers. 


See, also, National Industrial Traffic 
League vs. Aberdeen & R. R. R. Co., 61 
I. C. C. 120, in which the Commission 
stated that it was without jyrisdiction 
to prescribe uniform liability clauses to 
be contained in leases or contracts for 
the construction, maintenance, and use 
of industrial or private ‘side tracks. 


Set-offs—Settlement of Claim for 
Shortage 
Pennsylvania.—Queéstion: Can you give 
us reference to any decisions bearing on 
the legality of rail carriers settling dam- 





™= é 
= 
~ . 


~~. 
ditt ge 
is different! en 


ae 


LACKAWANNA AT JERSEY CiTY 


NN 
~ 








With 4 warehouses in key sales areas, L & L is scientifically 


synchronized to move your merchandise with satin-smooth 
speed and a minimum of handling to retail markets AHEAD 





LEHIGH AT BROOKLYN 


OF COMPETITION. Investigate L & L’s unique Distribution 


Send for your copy of L & L's newest brochure 


plan .. . It's Straight as the Fall of Newton’s Apple. 


conn EEREEES 


*Reg U S. Pat. Off. LEWIGH AT ELIZABETH 



















ACK 


LEHIGH WAREHOUSE AND TRANSPORTATION CO 


ANT RAN 





4 MES Bor we 


HEADQUARTERS: 98 FRELINGHUYSEN AVENUE - NEWARK 5, NEW JERSEY 





age claims by a set-off method? We 
would also appreciate your comments on 
the following: 

Two cars of grain were shipped the 
same day by the same shipper from ele- 
vator A to elevator B, where they were 
unloaded. Both elevators are public ele- 
vators. On one car the weight at desti- 
nation showed a loss of 8,000 pounds 
from the origin weights. On the other 
car the destination weight showed an 
average of 3,000 pounds over the origin 
weights, and freight charges were col- 
lected on the added weight. All weights 
were under official supervision and cars 
showed clear records. 

The carrier refuses to settle on any 
other basis than by off-setting against 
the 8,000 pound shortage the 3,000 pound 
overage and paying the difference. Is 
the carrier permitted to use the off-set 
method or should each car be consid- 
ered separate shipments, having traveled 
on two different bills of lading? 

Answer: We are unable to find any- 
thing which bears directly upon this 
question. 

We see, however, no reason why in the 
settlement of the claim for shortage on 
one car the amount of the overage on 
the other car may not be properly de- 
ducted, if there has heen agreement on 
the merits of the two claims, that is, that 
a shortage on one car and an overage 
on the other in the amounts stated exists. 


Damages— Delay — Recovery of Special 
Damages 


Canada. — Question: Your opinion 
would be appreciated covering the fol- 
lowing actual and hypothetical cases: 

A consignee, dealing in carload fruits 
and vegetables, purchases his supplies to 
be shipped at specified intervals in ac- 
cordance with his ability to sell the 
various commodities through his estab- 
lished outlets. In the instant case, three 
cars of oranges, which we will designate 
as cars A, B and C, were purchased for 
shipment in two days intervals. Car A 
is delayed two days in transit due to 
admitted carrier negligence, and even- 
tually arrived at destination at the same 


time as car B, which made scheduled 
movement. Since car A did not arrive 
on schedule, consignee’s regular custom- 
ers purchased their supplies elsewhere 
on that particular date. In order to avoid 
further congestion with car C, which is 
anticipated in two days, consignee sells 
car A below market and below cost, thus 
sustaining a loss caused by carriers neg- 
ligent bunching of cars. 

Car A arrived in good condition, and 
the market generally showed no decline 
between date due and date of arrival. Un- 
der these circumstances, carriers decline 
to admit liability for consignee’s loss 
contending that the car arrived in good 
condition and the market showed no 
decline. It is, however, self-evident that 
the consignee did sustain a loss due to 
carriers negligent handling in transit, 
and your opinion would therefor be ap- 
preciated covering: 

(a) actual case as stated above, where 
consignee sold cars A, B and C.; 

(b) a hypothetical case—had consignee 
rejected car A to carriers upon arrival 
at destination, would carriers have been 
liable for the full destination value. 

Answer: The duty of the consignee of 
goods transported by a carrier to accept 
delivery thereof, is not ordinarily excused 
by the fact that the goods are damaged 
(Crinella vs. Northwestern Pac. R. Co., 
259 Pac. 774; Pacific Heater Co. vs. 
Southern Pac. Co., 188 Pac. 600; Sipple 
vs. Seaboard Air Line Ry. Co., 114 S. E. 
39; Cleveland, C. C. & St. L. Ry. Co. vs. 
Bement-Rea Co., 154 N. E. 32), unless 
such damage renders the properly prac- 
tically valueless, having regard to the 
expense of acceptance and use, and to 
the purpose for which it was intended, 
the consignee’s remedy, in case of partial 
loss or of injury not rendering the prop- 
erty worthless, being to accept the goods 
and sue for damages, or, in case the 
injury renders the properly valueless, to 
reject the consignment and sue for its 
full value. A consignee may not refuse 
to accept goods beeause of delay in de- 
livery, his remedy being to receive the 
goods and sue for the damage caused by 
the delay. A consignee of goods which 


‘The Port of San Francisco 


te Center of Pacific Coast Shipping - 


for a Century 


BOARD OF STATE HARBOR COMMISSIONERS 
Ferry Building, San Francisco, Calif. 


Mi mT TTL 


TRAFFIC WORLD 


are of little or trifling value and unsala. 
ble, however, may refuse to accept them 
when tendered after a negligent delay in 
transportation thereof, and may recover &: 
damages and the statutory penalty for & 
failure to adjust and pay the claim 
within the statutory time after filing § 
thereof. 


In our opinion there was no obligation E 
or right on the part of the consignee 
to sell car A below the market price, in 
order to sustain the market for car C. 


If there was a market, the consignee 
should have, in our opinion, sold the car 
A for the market price, regardless of the 
effect on the market for car C. 


The difference between the market 
value at the time the goods should have 
arrived and the time when they did ar. 
rive is the measure of damages for un- 
reasonable delay in transportation. 


Damages recoverable for delay in 
transportation must be such as might 
reasonably have been contemplated by 
the parties at the time the contract of, 
shipment was made, and special damages 
for delay are recoverable only in case the 
shipper, at or before the time he ten- 
dered his goods for shipment, informed 
the carrier of the special circumstances 
which rendered the prompt transporta- 
tion and delivery of the goods at their 
destination necessary. 


Unless the carrier be made aware by 
the shipper, at the time of shipment, of 
the urgency and the circumstances that 
require unusual dispatch in transporta- 
tion it cannot be presumed to know the 
facts, the existence and knowledge of 
which upon fts part present the legal 
status upon which its liability for more 
than ordinary damages can be predi- 
cated. In every instance the shipper has 
it within his power to protect himself 


‘against all damages, both general and 


special, caused by delays in shipment, by 
giving notice to the carrier when the 
contract is made. If he fails to avail 
himself of this privilege he must suffer 
the consequences of his own neglect. 
Dunne vs. St. Louis, etc. R. Co., 148 S. 
W. 997; San Antonio, etc. R. Co. vs. 
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Houston Packing Co., 167 S. W. 228; Pac. 
Express Co. vs. Jones, 115 S. W. 952. 

In our opinion, the damages claimed 
are special damages and not recoverable 
in the absence of notice to the carrier 
at the time the shipment was delivered 
to the carrier for transportation. 


Tariff Interpretation—Electric Storage 
Batteries vs. Automobile Parts 


Utah.—Question: We have been con- 
fronted with a problem involving the 
proper interpretation of Item Nos. 710 
and 2200, respectively, Rocky Mountain 
Motor Tariff Bureau, Inc., Agent, Motor 
Freight Tariff No. 2-A, MF ICC No. 19, 
in connection with a mixed shipment of 
specified automobile parts, electric stor- 
age batteries (chemical-WLA) and other 
articles (not pertinent to the question 
involved),. which was tendered to us at 
Kansas City, Mo. for delivery to Casper, 
Wyoming. 

The total weight of this shinment was 
5,972. Of this total weight, 4.492 pounds 
consisted of automobile parts, 1265 
pounds consisted of Electric storace bat- 


teries, and the balance, 215 pounds, con--_ 
sisted of other articles subject to other 


tariff provisions. The weight of the auto- 
mobile parts, 4,492 pounds, is subject to 
“the Class 66 rating on a minimum 
weight of 5,000 pounds, as provided for 
in Item 710. Since the weight of the 
automobile parts was not 5,000 pounds, 
a- deficiency of 508 pounds was created. 
It is the opinion of the shipper (a manu- 


facturer of automobiles, parts and ac- 


cessories) that the deficiency so created 
could be satisfied by dividing the weight 
of electric storage batteries to the neces- 
sary extent, subjecting 508 pounds there- 
of to the Class 66 rating and the balance 
to other applicable provisions of the 
tariff. This action is supported by the 
contention that since the electric storage 
batteries are, allegedly, automobile 
parts, the provisions incorporated into 
Item 2200, companion descriptive item to 
Item 710, in MF ICC No. 19, will apply 
as outlined in this paragraph. 


In our opinion the provisions of Items 
710 and 2200, respectively, are not ap- 
plicable to the electric storage batteries 
included in this shipment. Our reason- 
ing is based upon the fact that the de- 
scription “automobile parts,” as 
shown in Item 2200 constitutes an ex- 
ception to those automobile parts listed 
as such under the heading of “Automo- 
bile Parts or Accessories” in the Classi- 
fication. If this is proper then, obviously, 
since electric storage batteries are not 
listed under that heading it stands to 
reason that the interpretation placed 
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upon this problem by our customer is 
improper. 

In view of the problem presented we 
will appreciate your reviewing same, 
furnishing us with an opinion as to the 
proper interpretation of the items in 
question. 

Answer: Item 710 of Rocky Mountain 
Motor Tariff Bureau, Inc., Agent, MF 
ICC No. 19, Class and Commod.ty Tar-ff 
No. 2-A, as published on 8th Revised 
Page No. 79, provides under the heading 
“Exceptions to the Classification Rat- 
ings,” the following in part: 

Hardware and other articles, 
than 3rd class in N. M. F. C., 
in Item 2200, as amended: 


rated higher 
as described 


Minimum weight 5,000 pounds............ = 
Minimum weight 10,000 pounds............ 

Item 2200 of the same tariff as ean 
lished on 3rd Revised Page No. 140 
reads in part as follows: 

Commodity Description — Hardware and 
other articles, less truckloads, viz. 

Automobile parts, except bodies, ‘cnt parts 
and fenders; 

Battery cables, with terminals attached; 

Battery sets for wet batteries. 

The above tariff is governed, except 
as otherwise provided heren, by Na- 
tional Motor Freight Classification No. 
8, West, Agent C. F. Jackson’s MF ICC 
No. 15. 

The Commission has held that tariffs 
must be construed in the light of the 
governing classification. See Butler 
Bros. vs. Baltimore & O. R.R. Co., 231 
ICC 618 (621); also Durez Plastics and 
Chemicals, Inc. vs. Chicago M. St. P. & 
P. R.R. Co., 259 ICC 336, 264 ICC 3; 
Titanium Alloy Manufactur:ng Co. vs. 
_— T. & S. F. Ry. Co., 259 ICC 

Batteries, electric, storage are listed 
in the National Motor Freight Classifica- 
tion under the heading of Electrical Ap- 
pliances or Equipment, or Parts Named, 
and not under the heading of Automo- 
bile Parts. 

In view of the above we agree with 
your opinion that Item 2200 does not 
cover electric storage batteries. 

The view that “Automobile Parts— 
****” covers batteries does not appear 
to us to be correct, because, if this 
general term covered batteries it would 
be useless to publish other entries, such 
as “Battery Cables, with terminals at- 
tached” and “Battery Sets for wet bat- 
teries.” In other words, if automobile 
parts covered storage batteries it would 
seem to follow that the term would also 
cover the other above named articles. 
Furthermore, the same tariff in Item 
140, under the heading “Exceptions to 
the Classification Ratings” provides an 


| 


AMERICAN AIRLINES 
AIRFREIGHT 





TRAFFIC WORLD 


exception rating on “Batteries, viz.: 
Electric, storage, assembled, NOI, LTL.” 
If Batteries, electric, storage, and Auto- 
mobile parts, except bodies, body parts 
and fenders, cover the same- commodi- 
ties there would be no purpose in pub- 
lishing separate items. 


Payment of Undercharges After Expira- 
tion Of Limitation Period Within 
Which Action Could be Brought 


Ilinois.—Question: Referring to your 
answer to Pennsylvania, on page 696 
of the September 7, 1946 Traffic World, 
under the above caption: 

I am wondering if the interested par- 
ties have not overlooked the provisions 
of the Elkins Act, and that under such 
circumstances payment should be made 
and money received, inasmuch as the 
provisions of the Elkins Act would ap- 
pear to take precedence over Section 16 
of the Act to Regulate Commerce or In- 
terstate Commerce Act. In other words, 
following the doctrine of the Supreme 
Court in the well known Delmar case 
that where two constructions of an in- 
strument is possible, one which results 
in conformity with the law and the 
other which does not, the rule is. that 
the construction which observes the law 
should be followed. The criminal provi- 
sions of the Elkins Act operate within 
the statutory period provided by that 
Act. Action thereunder would not be 
estopped by the operation of Section 16 
of the Interstate Commerce Act. There- 
fore, I believe the ruling made by you 
should have some further consideration. 

Answer: There is, as we see it, noth- 
ing in the decision of the Supreme Court 
of the United States in Mid State Horti- 
cultural Co., Inc. vs. Pennsylvania R.R. 
Company, 320 U. S. 356, which supports 
your view. 


On the contrary, the following state- 
ment in the above referred to case seems 
to support the contrary view: 

“That the section does involve the 
statute’s general policy against discrim- 
ination is clear from the opinion in the 
Phillips case and others cited. But this 
is true only so far as that policy is con- 
sistent with the particular policy laid 
down by the section, namely, that of 
strictly limiting the time within which 
claims may be asserted, as likewise ap- 
pears from the decisions. In the Phillips 
case, there was no apparent clash be- 
tween the two policies. Nor in this case 
is there more than an apparent one. 

“It is true the effect of holding the 
period invariable will be, when it has 
run, to relieve the shipper entirely of 
paying; and this the carrier, by agreeing 
not to sue until later, may in effect 
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allow the shipper a preference. But it 
has this within its control. And the same 
effect may follow when the amount un- 
paid is only a part of the total charge. 
It may follow in any case, whether the 
suit is for all or merely part, since the 
carrier, without agreement may neglect 
or fail to sue and thus in effect allow 
the preference. Likewise, when the ship- 
per sues, the carrier may suffer judg- 
ment by confession or default and so, in 
effect, accomplish the ‘preference,’ if 
the amount claimed is more than is 
rightfully due the shipper. When it is 
that and no more allowing the carrier 
to escape by pleading the bar of the 
statute has the effect of permitting it to 
inflict a discrimination, as respondent 
concedes the statute requires. 


“The concession destroys its case. The 
consequences for discrimination are the 
same, whether the carrier or the shipper 
sues, Since in the one case it may create 
a preference by foregoing suit, in the 
other by failing to defend. And it is as 
much an answer, in the one case as in 
the other, that the carrier’s failure to 
assert its rights would violate its duty 
to collect. That duty, and the results of 
failure to discharge it, may be the same, 
regardless of whether the carrier sue or 
defends depending upon whether the 
amount claimed is rightfully due. 


“The paramount policy of Section 16 
is to secure promptness in collection. 
That policy would not be promoted by 
construing the period as variable when 
it works to bar the carrier’s claim but 
invariable when the shipper sues. Nor 
does a legislative history which discloses 
a purpose to put carrier and shipper in 





EDMONTON 
CALGARY 
‘s) 








@) 
PORTLAND 





INTERNATIONAL 


* U. $S.—Canadian Port of Entry and 
Gateway for Canadian Connections 


equal position with reference to limita- 
tions of time sustain an inference that 
they are to be given effects favorable 
only to the carrier.” 

See, also, James C. Davis vs. Portland 
ag Company, 264 U. S. 403, 44 S. Ct. 





NOTE—lItems in the docket marked with an 
asterisk (*) have been added since the last issue 
of THE TRAFFIC WORLD. New assignments now 
on the Commission’s docket of dates later than 
nerein shown will not bear asterisks when they’ 


do appear. Current cancellations and postpone- 
ments announced too late to show the change in 
‘his docke: will be noted elsewhere. 


sonueey fee, Ga.—State Comm. —JIt. 
MC 35384, Sub. 1—Anniston Motor Express, 
Inc., ‘Anniston, a. 
en Ae Ga.—State Comm.—Jt. 
MC 69117, Sab. 4—Southern Transfer Co., 
Atlanta, Ga., common carrier application. 
January 6—Fort Worth, Tex.—Hotel Texas— 
Examiner Borroughs: 
MC 44053, Sub. 2—Bonded Warehouse Co., 


Fort Worth. Tex.. common carrier appli- 
Januar was 9 6 Los Angeles, Calif.—State Comm. 


* MC 2890, Sub. 4—American Bus Lines, Inc., 
Chicago, 

January 6—New came, Conn. —Fed. Bldg.— 
Examiner Cheseldine 
MC-C 551--Merchant's. Service Trucking, 
Inc., vs. Antonio C. Longo dba Longo’s 
Express. 
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January 6—New York, N. Y. —641 Washington 
St.—Examiner Dishman 

1. & S. 5445—Express rates eggs between 
N. J.. N. Y. and Pa. 

January 6—New York, N. Y.—641 Washington 
St.—Examiner Proudley: 

MC 9640, Sub. 1—Amsterdam Storage Ware- 
houses, New York, N. Y., common carrier 
Application. 

MC 42118, ~_ 1—Atlas Van & Moving Co., 
Hi pay York, . ¥., common carrier applica- 

January 6—Silver City, N. M.—Grant County 


Ct.—Jt. Bd. 
MC 36534, Sub. 6—Strong & Harris, Vana- 

dium, N. M. 
January 6—Trenton, N. J.—U. S. Ct.—Jt. Bd. 


x * 89041, Sub. 4—F. P. Larrisey, Bristol, 


6—Washington, D. C.—Examiners 
Williams and Carter: 
29493—F reight Forwarders-Motor Common 
Carriers, Agreements. 
January 6 — Washington, D. C.— Examiner 


Januar: 


Albus: 
Finance 15528—Application of Susquehanna 
emical Corp. for authority to acquire 
po ge no a Valley RR through ownership 
of stoc 


sco 7= Albuquerque, N. M.—Hilton Hotel 
—ZJt. : : 
“es 819—O. F. Craig, revocation of per- 


Pre 7—Carson City, Nev.—Capitol Bldg.— 
Jt. Bd. 128: 


MC-C 838—D. W. Lear, revocation of cer- 
tificate. 
January 7—Columbia, S. C.—Wade Hampton 
Hotel—Jt. Bd. 177: 
MC 17820, Sub. 21—Carolina Stages, ayer 
—- S. C., common carrier applica- 
on, 


sonary, 7—Columbus, 0.—Old P,O. Bidg.— 


t 
MC 20366, Sub. 2—City Transfer & Storage 
ras Troy, O., common carrier applica- 


seamen 7—Fort Worth, Tex.—Hotel Texas— 
Jt. Bd. 32: 


MC 1124, Sub. 57—Herrin Transportation 
= Houston, Tex., common carrier appli- 
ca 

saneey wi-Green Bay, Wis.—U. S. Ct.—ZJt. 
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MC 107769—J.° Backline, Green Bay, Wis., 
contract carrier application. 
January 7—Harrisburg, Pa.—State Comm.— 
Examiner Peterson: 
MC 95813, Sub. 1—E. B. Neff, Mount Holly 
Springs, Pa., common carrier application. 
MC 107765—Gil’s Truck Service, Hanover, 
Pa., common carrier application. 
January 7—Indianapolis, ind.—Fed. Bldg.— 
Jt. Bd. 72: 


MC 80412, Sub. 11—Decatur Cartage Co., 
Inc., of Indiana, Indianapolis, Ind., com- 
mon carrier application. 

MC 68509, Sub. 23—Decatur Cartage ,Co., 
Chicago, Ill., common carrier application. 

donueey am Nebr.—State Comm.—dJt. 


ae 
MC-C 865—W. O. Skinner, revocation of cer- 
tificate. 
January om Nebr.—State Comm.—QJt 


Bad. 
MC-C 749—A. Funk, revocation of certifi- 
cate. 
January 7—Lincoln, Nebr.—State Comm.—dJt. 
Bd. 138: 


. 138: 
MC-C 756—-C. A. Pebley, revocation of cer- 


tificate. . 
January 7—Lincoin, Nebr.—State Comm.—Jt. 
Bd. 139: 
MC-C 876—H. Peterson. revocation of cer- 
tificate. 


January _7—Los Angeles, Calif.—Fed. Bldg.— 
Jt. Bd. 166: 


MC 107527—Post Transportation Co., Los 
i Sa Calif., contract carrier applica- 
on, 
January 7—Louisville, Ky.—Kentucky Hotel— 
Jt. Bd. 155: 
—- 694—H. Bachman, revocation of per- 
mit. 
January 7—New York, N. Y.—641 Washing- 
ton St.—Examiner Dishman: 
29379—-Stauffer Chemical Co. vs. A. T. & 
S. F. et al. 
January 7—New York, N. Y.—641 Washington 
St.—Examiner ed: 
MC 47511, Sub. 1—Park-East Movers, New 
York, N. Y., common carrier application. 
MC 50619, Sub. 1—B. & B. Genera Storage 
Warehouse, Inc., Richmond Hill, L. L., 
New York, common carrier application. 
January 7—Odessa, Tex.—Ector County Ct.— 
Jt. Bd. 33: 
MC-C 812—J. Maples, revocation of certifi- 


cate. 
7—Oklahoma Ciey, Okia.—Oklahoma 
d. 16: 


Januar 
Biltmore Hotel—Jt. 

MC ie Sub 29—Lee Way Motor Freight, 
Inc., Oklahoma City, Okla., common car- 
rier application. 

January 7—Oklahoma Cy Okla.—Oklahoma 
Biltmore Hotel—Jt. Bd. 90: 
MC-C 808—F. Lane, revocation of 
January 7—Oklahoma City, Okla. 
Biltmore Hotel—Jt. Bd. 170: 

MC-C 806— W. R. Watkins, revocation of 

certificate. 
danaere 7—Ottumwa, la.—Fed. Bldg.—Jt. Bd. 


Mc-C 779—C. E. Saner, revocation of certifi- 
cate. 
ees 7—Ottumwa, la.—Fed. Bldg.—Jt. Bd. 


ermit. 
klahoma 


Mc-C 787—H. F. Wagner, revocation of per- 
mit. 
sonmeey 7—Pocatello, ida.—U. S. Ct.—Jt. Bd. 


MC 107821, Sub. 1—Heckart Wrecker Serv- 
ice, Jackson, Wyo., common. carrier ap- 
plication. 

eat " "pene Idaho—U. S. Ct.—Jt. 


MC 64186, Sub. 2—Aberdeen Truck Line, 
— Ida., common carrier applica- 
on. 
January 7—Portland, Ore.—Multnomah Hotel 
—Jt. Bd. 45: 
MC-C 831—O & W Transit Co., revocation 
of certificate. 


Bf 


oles beg C7, 5 


~~ oN sf 
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January 7 — Providence, R. 
Bldg.—Examiner Cheseldine: 

MC 66210, Sub. 2—G. L. Quattromani, West- 
erly, R. I., common carrier application. 
MC 107684—Lamoriello Brothers, Johnston, 

. L. common carrier application. 
aoe 7—Quincy, i11.—U. S. Ct.—Jt. Bd. 


MC 192, Sub. 1—P. Drummond, Memphis, 
-Mo., common carrier application. 
January 7—St. Paul, Minn.—Uptown Station 
and Fed. Ct. Bldg.—Jt. Bd. 248: 
MC-C 832—N. Alexander, revocation of cer- 
tificate, 
January 7—Washington, D. C.—Jt. Bd. 245: 
MC 107570, Sub. 1—E, J. Nickleson, Win- 
chester, Va., common carrier application. 
aoe 8—Bristol, Va.—Fed. Bldg.—Jt. Bd. 


MC 6328, Sub. 9—Tri-State Coach Corp., Big 
— Gap, Va., common carrier applica- 
on. 
——€ 8—Chicago, I11.—Sherman Hotel—Ex- 
aminer Myers: 

MC 4405, Sub. 174—Dealer’s Transport Co., 
Chicago, Ill., common carrier application. 

January 8—Concord, N. H.—State Comm.— 
Jt. Bd. 186: 
MC 4239, Sub. 3—Granite Stages, Peter- 
borough, N. H., common carrier applica- 
on. 
January 8—Harrisburg, Pa.—State Comm.— 
Examiner Peterson: 

MC 19201, Sub. 47—Pennsylvania Truck 
Lines, Inc., Pittsburgh, Pa., common car- 
rier application. 

ees 8—Lexington, Ky.—U. S. Ct.—Jt. Bd. 


MC 32783, Sub 57—Southeastern Greyhound 
Lines, Lexington, Ky., common carrier 
application. 

January 8—New York, N. Y.—641 Washington 
St.—Examiner_Dishman:. 

1. & S. M-2685—Ratings on talking machine 
record bags. 

1. & S. 5428—Ratings on talking machine 
record bags. 

January 8—New York, N. Y.—641 Washington 
St.—Examiner Proudley: 

MC 102143, Sub. 1—Doscher’s, Jamaica, L. 
1., New York. common carrier application 

MC 105950, Sub. 2—Bader Bros., Inc., Brook- 
lyn, N. Y., common carrier application. 

—— — a Tex.—Ector County Court 
—Jt. 6 : 

MC 107498—F. Bonnowsky, Odessa, Tex.. 

common carrier application. 


January 8—Phoenix, Ariz.—State Comm.—Jt. 
Bd. 240: 


MC 1511, Subs. 57, 58, 59 and 61—Pacific 
Greyhound Lines, San Francisco, Calif., 
common carrier application. 

January 8— Providence, R. |. — Main P. O. 
Bldg.—Examiner Cheseldine: 

MC 106544, Sub. 4—W. J. Halloran Truck- 

ing Co., Providence, R. I. 


sanuacy 8—Providence, R. !.—Main P. O. 
Bl Tt. Bd. 134: 
MC 07760—Anthony’s Trucking, Provi- 
— R. I., common carrier applica- 
on, 


January 8—Santa Fe, N. M.—State Comm.— 
Jt. Bd. 87: 


MC-C 860—D. W. Davis, revocation of cer- 
tificate. 


ae ig Se City, ta.—Warrior Hotel— 
MC 70451, Sub. 68—Watson Bros., Trans- 


portation Co., Inc., Omaha, Neb., com- 


mon carrier application. 


ee, OO te ee D. C.—Examiner 
rooks: 

MC-C 870—Coastal Tank Lines, Inc., and 
M. I. O. Boyle and Son, Inc., vs. Charlton 
Bros. Transportation Co., Inc. 

January eo a D. C.—Argument: 

1. & S. 5374 and ist supplement—Smoke 


flue cleaning compounds, transcontinental. 


GREAT PORTS 


NEW 
HARBOR 


being made 


, 


AMERICA'S M 


1. — Main P. O. 


ONE OF SEVERAL 


FACILITIES 


to SHIPPERS 


Port of Long Beach hie ry 





TRAFFIC WORLD Januar} 









Ex Parte 72, Sub. 1—In matter of regula. 
tions concerning class of employes ang 
subordinate officials to be included within 
term ‘‘employee’’ under Railway Labor 
Act—Union Pacific Railroad Co. 

January 8—Washington, D. C.—Examiners 
Griffin and Glenn: 

wae ef er Co. vs. Abilene & Southern 

et a 


1. & S. 5412—Phosphatic Sand or Clay, 
Florida to South. 

Fourth Section oe. 21575—Phosphatic 
Sand or Clay from Florida to South. 
January 9—Chattanooga, Tenn.—U. S. Ct.— 

Jt. Bd. 101: 

MC 29868, Sub. 4—Chattanooga-Chickamauga 
Bus Line, Chickamauga, Ga., common car. 
rier application. 

MC 20901, Sub. 11—Cherokee Motor Coach 
Co., Chattanooga, Tenn., common carrier 
application. 

January 9—Chicago, I11.—Sherman Hotel—Ex- 
aminer Myers: 

MC 30837, Sub. 47—Kenosha Auto Transport 
Corp., Kenosha, Wis. 

January 9—Detroit, Mich.—Hotel Fort Shelby 
—Jt. Bd. 57: 

MC 102384, Sub. 7—Rex Transportation Co., 
River Rouge, Mich., contract carrier ap- 
plication. 

January 9—Detroit, Mich.—Hotel Fort Shelby 
—Examiner Flood: 
MC 106143. Sub. 8—Premier Motor Trans- 
portation Co.. Grand Rapids, Mich., .com- 
mon carrier application. 


January 9—Eugene, Ore.—Lane County Co 
cot | Bd 2: i 


MC 49378, Sub. 12—Oregon Motor Stages, 
oune. Ore., common carrier applies. 
on 
MC 107745—U. S. Transfer Co., North Bend, 
Ore., common carrier application. 
sanuary 2 —Gvenevitie, Ind.—U. S. Ct.—ZIt. 


MC-C 687—J. D. Browning, revocation of 
certificate. 

MC 96544—H. Stafford, Oakland City, Ind., 
common, carrier application. 


January 9—Evansville, Ind.—U. S. Ct.—It. 
Bd. 72: 


MC 42329, Sub. 38—Hayes Freight Lines, 
nee Mattoon, Ill., common carrier appli- 
cation. 


souary 9—Fargo, N. D.—U. S. Ct.—Jt. Bd. 


MC 104688, Sub. 12—Indianhead Truck Line, 
St. Paul, Minn. 
January 9—Harrisburg, Pa.—State Comm.— 

Examiner Peterson: 
MC 21547, Sub. 3—E. G. Erb, Ephrata, Pa., 
common carrier apr lication. 
MC 107512, Sub. 2—D. S. Wenger, Browns- 
town Pa.. common carrier application. 
MC 107513, Sub. 2—G. M. Reed, East Earl, 
Pa., common carrier application: 

MC 107514, Sub. 2—D. B. Reed, East Earl, 
Pa., common carrier application. 

MC 107710—L. W. Stoltzfus, Joanna, Pa., 
common carrier application. 

MC 107713—A. M. Burkholder and E. M. 
Burkholder, New Holland, Pa., common 
carrier application. 


January 9—Harrisburg, Pa.—State Comm.— 
Bd. 199: 


MC 107712—W. S. Robinson, New Holland, 
Pa., common carrier application. 


sonueey 2 ee, Wis.—Fed Bldg.—dJt. 

MC 36436, Sub. 7—Moland Bros. Trucking 
Com a: Duluth, Minn., common carrier 
application. 

MC ~36436, Sub. 8—Moland Bros. Trucking 
Company, Duluth, Minn., common carrier 
application. 

MC 64779, Sub. 2—Hagen Transfer, Osseo, 
Wis., common carrier application. 


One of the Modern Facilities of 
the Port of Long Beach is the 
only bulk-loading conveyor to 
ships on the Pacific Coast. 
Handling all bulk commodities, 
its efficiency is demonstrated 
by loading 250 tons of coal per 
day. 
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January 9—New York, N. Y.—641 Washington 


a St.—Examiner Dishman: 
withi w-81—McAllister Lighterage Line, Inc., 
Labor contract carrier application. 


january 9—New York, N. Y.—641 Washing- 
ton St.—Examiner Proudley: 
MC 107561—Martin O’Hara Van Service, New 
York, N. ¥., common carrier application, 
January 9—New ee Y.—641 ashing- 


miners 
uthern 





Clay ton St.—Jt. Bd. 321: 
‘— mC 107482—Sciarra Transportation Co., 
sphatic eave. N. Y., common carrier applica- 
h. on, 





ct.— sanuary 9—Peoria, IIl.—U. S. Ct.—Examiner 
? yers: = 
mauga §* MC_ 106811, Sub. 2 TA—Koch Transfer Co., 
on a4 Chillicothe, Ill., temporary authority. 
- sanuary ne Ariz.—State Comm.—Jt. 
oFoach F mc, 69069, Sub. 14—Southwestern Freight 
tr Lines, Phoenix, Ariz., common carrier 











mc 62910, Sub. 4—L, A. Mathews, Fredonia, 


MC. 107669 — Produce Dispatch, Detroit, 
Mich., contract carrier application. 


en ~ vd 10—Fargo, N. D.—U. S. Ct.—Jt. Bd. 


MC 27368, Sub. 1—Smith Truck Lines, War- 
ren, Minn. 

January 10—Fargo, N. D.—U. S. Ct.—Exam- 
iner Garofalo: 

MC 59681, Sub. 19—Dakota Transfer and 
Storage Co., Minot, N. D., common car- 
rier application. 

January 10—Newark, N. J.—State Comm.— 
Examiner Joyner: 

~— 740—G. Krouse, revocation of certifi- 
cate. 

MC 29660, Sub. 3—Herman Lozowick Truck- 
ing Co., Newark, N. J., contract carrier 
application. 
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January 13—New York, N. Y.—641 Washing- 
ton St.—Examiner Proudley: 
MC 40388, Sub. 3—Burns & Simmons, New 
York, N. Y., contract carrier application. 
MC 75566, Sub. 3—Sheridan & Duncan, Inc., 
a York, N. Y., contract carrier appli- 
cation, 
January 13—New York, N. Y.—641 Washing- 
ton St.—Examiner Joyner: 
ue 107216—Goldberg’s Express, Ellenville, 


January 13—Seattle, Wash.—Olympic Hotel— 
Jt. Bd. 45: 


MC-C 830—Puget Sound-Portland Lines, 
Inc., revocation of certificate. 
sonaary Gene Wash.—Olympic Hotel— 
. “ 4 
MC 28339, Sub. 3—Bremerton-Tacoma Stages, 
Ine., Bremerton, Wash., common carrier 
application. 
ae 14—Boston, Mass.—New P. O. Bldg. 
—IELX 






















application. ue 4, Sub, 1—A. Mitchie, Tne., Baoton, pretense, Cisgninine: pile on 
el—Ex- i — =O. - J., common carrier application. MC 761 ub. arence O. Ashforth o 
“ Janel ao taeie © se a eon } ag ) As a Washing- Walthatn, Mass., common carrier applica- 
ansport so rl m on St.—Examiner Proudley: tion. 
‘ As ‘Westerly Weg pg Bg MC 107593—J. N. Hyman, New York, N. Y., MC 96527, Sub. 2—N. A. Barelli, of Hyde 
Shelby plication. : ‘ common carrier application. Park (Boston), Mass., common carrier ap- 
January —San Diego, Calif.—U. S. Ct.—Jt. We geared es p- tones sci Ferry, N. plication. 
ol > MC "106968, Sub. 1—Bob White’s Horse January 10—Washington, D. c.—Argument: 
Lg am rome coy oan ss totes —— 15228—Pere Marquette Ry. Merger, 
anuar. ioux Cit a.—Warrior Hotel— etc. 
Shelby §! Ba. 138: wid January 10—Waterloo, lowa—Fed. Bldg.—%Jt. 
Trans MC-C 746—F. Sharp, revocation of certifi- Bd. 146: 
cone cate. MC-C 780—J. H. Waddell and G. A. Wad- 
oe: 4 MC-C 748—C. Von Rentzell and H. Becker, dell, revocation of certificate. 
revocation of certificate. MC-C 789—Irving Bardsley, revocation of 
y Court MC-C 784—V. C. Kaehlar, revocation of cer- certificate. 
tificate. January 10—Waterloo, lowa—Fed. Bldg.—Jt. 
Stages, MC-C 788—E. Carlson, revocation of certi- Bd. 144: 
appiica- ficate. MC-C 856, F. H. Bach, revocation of cer- 
n Bend oy 2 -eex City, la.—Warrior Hotel— tificate. 
nn p mc-C TF. L. Long, revocation of cer- se eee Ga.—State Comm.—Ex- 
-— Jt. tificate. 1 a ll Cc. ™ 
January 9—Sioux, City, la.—Warrior Hotel— eee 4 See * ‘com- 
ition of Jt. Bd. 148. \ mon carrier application. 
MC-C 796—W. Anderson, revocation of cer- January 13—Bismarck, N. D.—State Capitol— 
re PT .ogy N. J.—U. S. Ct.—Ex- Examiner Garofalo: 
ct.—It pot Re es. | MC 2153, Sub. 9—Midwest Motor Express, 
“~"" @ mc 107491—A, B. C. Package Delivery Serv- Se -, See, N. D., common carrier ap- 
— A aa Pi ton, SEES anon Si January 13—Boston, Mass.—New P. O. Bldg. 
a ig ee Cee MG 105618; Sub. 8 -Keinp Transportation 
“Jt. Bd Bi, & 8. 6443—Naval stores to Jacksonville Co... Bridgewater, Mass., common carrier 
avannah., 3 
ck Line, linmary 9—_Washin ton, D. C.—Argument: som igs ng ii1.—Sherman Hotel— 
29299—Benjamin E. Mays vs. Southern Ry. —— ner ~_ Redes 
Yomm.— § 29140—Accounting for Post Drivi and MC 93, Sub. organ Drive-Away, 
Pressure Grouting to Promote Stability of aie Suneens Ind., common carrier appli- 
me, SH Powe 9—Washington, D. C.—Jt. Bd. 12: January 13—Detroit, Mich.—Hotel Fort Shel- 
Browns-§ MC-FC 31215—Application fory Lease: Dia- by—Examiner Flood: F 
ation. mond Tours, Inc., Washington, District of MC 72235, Sub. <r 3 . Ivory eeeenge 
ist Earl, Columbia. Lessee, and George D. Taylor, a ee See Sen Ser 
Earl Con mn hae heaeereneeael FOE ag ~ Pa.—State Comm.— 
cae, ienmary. "9—Washington D. C.—Examiner Al- Examiner Peterson: — 
na, Pa., bus: . MC 107756—Lepley & Kline Bus_ Line, 
in i Finance po S?-Application of Oregon, Short ee Pa., common carrier ap- p “ 'P :a 
. M. ne R. R. an n. Pac. R. R., lessee, . egardless of size, every shipmen 
common for authority to acquire and operate a mC 107806—C. F. Hill, Harrisburg, Pa., Pinvor ee ijn came prices offi Laas 
line of railroad owned_by the Cent. Pac. contract carrier application. 2 ' 
Comm.— Ry.. extending from Corinne to Corinne oe. . M. egg. agg lle a aandling 
unction. ah. ' ; “9 
January 10—Boston, Mass.—New P. O. Bldg. application. 
Holland, —Foaminer Cheseldine: waka ——, 13—Los Angeles, Calif.—Fed. Bldg. Via Rock 
| It MC 20546, Sub. 3—Charles Malone Truck- —Examiner Borroughs: eee | | d 
ldg.—Jt. ing. Waltham, Mass. MC 19416, Sub. 5—C. Hobson Dunn, Dallas, THE Sian 
ki MC 33056, Sub. 2—Benny Lettieri & Sons, Tex., extension, Arizona. Reliable 
—T Somerville, Mass., common carrier appli- Januar 13 nchburg, Va.—U. S. Ct.—Ex- 
cation. aminer es: oo 
Prucking Januar: 3 Reg, a eS yam Hotel — * jee Co., Inc., vs. South- 2 Ny AND LI N 
ne MC 1968, Sub; 38—D. C. Hall Motor Trans- Januar 13—New Bedford, Mass.—Fed. Bldg. wee, bese 
portation, Fo orth, Tex. —Examiner Dishman: INED PROG 
4 Osse0, § january 10—Detroit, Mich.—Hotel Fort Shel- W-952—B. D. Baxter, common carrier ap- _ _ 
? by.—Examiner Floed: Plication. 
— J 0 N E S STEVEDORING CO. 
the Contracting Stevedores . TACA AIRWAYS 
y to 
oat Doily service between 
“i Vv ES i - Ke Nw MEXICO, CENTRAL AMERICA, PANAMA 
7 S seacieartemeden ——— @ 
ed Mis FREIGHT HANDLERS. INC Contact your freight forwarder for further details 
‘per ’ . PASSENGERS ¢ EXPRESS « AIR FREIGHT 








San Francisco Bay area. 


HAIN OFFICE: 311 California St. 
Sn Francisco 4; Phone: GA 0250 






Terminal Operators 


Working hand-in-hand with modern, efficient equip- 
Ment to give you balanced service anywhere in the 


124 N. El Dorado Street, Stockton, 
California; Phone: Stockton 5-5918 





TACA AIRWAYS AGENCY, Inc. 
32 Biscayne Boulevard, Miami « 15 West 50 Street, New York 
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© SPEED ¢ ECONOMY @ 
¢ BROADER MARKETS ¢ 
e REDUCED INVENTORIES ¢ 


CARGO TRAFFIC DEPARTMENT 
510 West Sixth Street, Los Angeles 14 


=z} 
WESTERN AIR LINES 


1926 AMERICA’S PIONEER AIRLINE —1946 


P. & P. U. Ry. Co. 
and Peoria Gateway 


PEORIA-GATEWAY 


Everybody's Gateway 
Always Open 


PEORIA-GATE WAY 


Peoria and Pekin Union Ry. Co. 
Room 36, Union Station, Peoria 2, Ill. 
E. F. Stock, General Traffic Manager 


"One of America's Railroads 
—in Partnership with All America" 





Erie 
Railroad 





January 14—Boston, Mass.—New P. O. Bldg. 
“Tt, Bd. 20: 


MC 72349, Sub. 1—Eastern Massachusetts 
Street Ry. Co., Boston, Mass., common 
earrier application. 

January 14—Bozeman, Mont.—Ct. House—Ex- 
aminer Garofalo: 

MC 107537—City Bus Line, Bozeman, Mont., 
common carrier application. 

January 14—Charleston, W. Va.—Fed. Bldg.— 
Jt. Bd. 10: 

MC 61947, Sub. 13—Consolidated Bus Lines, 
Inc., Bluefield, W. Va., common carrier 
application. 

saneey 14—Charleston, W. Va—Fed. Bldg. 
—Jt. Bd. 118: 


MC 66562, Sub. ery Express Agen- 
cy: Ine., New York, N. Y., common car- 
rier application. 

January 14—Chicago, I!l.—Sherman Hotel— 
Examiner Myers: 

MC 21995, Sub. 4—Safeway Truck Lines, 
Chicago, Ill. 

MC 27970, Sub. 3—Chicago Express, Inc., 
pow York, N. Y., common carrier appli- 
cation. 

dangeey ee Raverpet, la.—U. S. Ct.—Jt. 

MC 3566, Sub. 22—Keeshin Motor Express 
Co., Inc., Chicago, Tl., common carrier 
application. 

MC 16500, Sub. 3—Rock Island Transfer & 
Storage Co., Rock Island, Ill., common 
carrier application. 

MC 33087, Sub. 14—Dohrn Transfer Com- 
pany. Rock Island, Ill., common carrier 
application. 

MC 42329, Sub. 39—Hayes Freight Lines, 
Inec., Mattoon, Ill., common carrier ap- 
plication. 

MC 59649, Sub. 3—Peoria Cartage Co., Peo- 
ria, Ill, common carrier application. 
MC 69224, Sub. 16—H. & W. Motor Ex- 
press Co., Dubuque, Ia., common carrier 

application. 

MC 70451, Sub. 69—Watson Bros. Trans- 
portation Co., Inc., Omaha, Neb., com- 
mon carrier application. 

MC 76266, Sub. 44—Merchants Motor Freight, 
Inc., St. Paul, Minn., common carrier 
application. 

MC 5726, Sub. 4—Chicago-Tri-Cities Motor 
Freight, Rock Island, Ill., common car- 
rier . ew 

MC 5909, Sub. 4—Merchants Transfer & 
Storage Co., Davenport, Ia., common car- 
rier application. 

MC 19553, Sub. 8—Knox Motor Service, Inc., 
are Ill., common carrier’ applica- 

on. 

MC 22732, Sub. 4—Milburn, Inc., East Mo- 
line, Ill., common carrier application. 

SE, SES, la.—U, S. Ct.—ZJt. 


MC 42329, Sub. 35—Hayes Freight Lines, 
Inc., Mattoon, Ill., common carrier ap- 


plication. 

MC 70203, Sub. 24—TInterstate Dispatch, 
ie Chicago, Ill., common carrier appli- 
cation. 


January 14—Davenport, la.—U. S. Ct.—QJt. 
Bd. 54: 


MC 74721, Sub. 16—Motor Cargo, Inc., 
Akron O., common carrier application. 
MC 107500, Sub. 4—Burlington Truck Lines, 

eee Chicago, Iil., common carrier appli- 
cation. 

January 14—Denver, Colo.—State Comm.—Jt. 
Bd. 126: 


MC 107762, Sub. 1—Resler Truck Line, Den- 
ver, Colo., common carrier application. 
domuesy ‘+ Filan Dodge, la.—Fed. Bldg.—Jt. 


MC-C 776—R. Gobeli, revocation of cer- 
tificate. 

January 14—Hagerstowt, Md.—Fed. Bldg.— 
Examiner Dunn: 

MC 107538—J. R. Bringhurst, III, Charles 
— W. Va., common carrier applica- 
on. 

Jneeaary, Le Ariz.—Mohave Coun- 
ty Court—Jt. Bd. 166: 

MC 38588, Sub. 9—Phoenix-Kingman & 
Boulder City Stages, Kingman, Ariz., 
common carrier application. 

January 14—Kingman, Ariz.—Mohave Coun- 

‘ty Court—Jt. Bd. 168: 

MC 57912, Sub. 2— Brown & Robinson, 
Transportation Co., Kingman, Ariz., com- 
mon carrier application. 

MC 38587, Sub. 2—Phoenix-Kingman & 
Boulder City Stages, Kingman, Ariz., 
common carrier application. 


January 14—Lewiston, Idaho—Fed. Bldg.—Jt. 
Bd. 169: 


MC 51837, Sub. 2—Fred Stephens, General 
Delivery, Potlatch, Ida., common carrier 
application. 

January 14—Lincoln, Neb.—State Comm.—ZJt. 
Bd. 138: 


MC C-729—Ivan Wicker, Springview, Neb., 
revocation of certificate. 

MC C-857—J. W. Pinnt, of O’Neill, Neb., 
revocation of certificate. 


January 14—Lincoln, Neb.—State Comm.—Jt. 
Bd. 185: 


MC C-757—Cecil Haun, Springview, Neb,, 
recovation of certificate. 











TRAFFIC WORLD january 


MC C-759—M. D. Fox, Atkinson, Neb., 
vocation of certificate. 
January 14—New York, N. Y.—641 Washing 
ton St.—Examiner Proudley: 
MC 12367— Concourse Tours, Inc., Bronx 
New York, N. Y., broker application. 
MC 107731—L. Corbett, White Plains, N. Y, 
common carrier application. 
January 14—New York, N. Y.—641 Washing. 
ton St.—Examiner Joyner: 
MC 100929, Sub. 1—R. W. Isherwood, Poteh. 
ogue, 'N. xy. 
January 14—Olympia, Wash., Dept. Pub. Sery. 
ice—Jt. Bd. 5. 
MC C-833—T. R. Hansen Transfer, revoca 
tion of certificate. 





This 
January 14— Olympia, Wash., Dept. Publ 
Service—Jt. Bd. 48: ‘} © tat 
MC _ C-834—Michael Transfer of Ilwaco, veni 
Wash., revocation of certificate. merchan 
January 14—Parkersburg, W. Va. — Shenon. the rit 
doah Hotel—Jt. Bd. 61: P 


MC 102616, Sub. 340—Coastal Tank Lines§ country. 
Inc., York, Pa., common carrier applica 
tion. Admis 
January 14—Pittsburgh, Pa.— Chamber off indicates 
Commerce—Examiner Snider: 





































29545—-Mesta Machine Co. vs. Lehigh Val 1. The 
ley, et al. tha 
1. & S. 5435 and 1st supplement—lIron anj 
Steel Billets, Pittsburgh to Cleveland. lar 
January 14—Reading, Pa.—Fed. Bldg.—kEx. : 
. aminer Peterson: 2. The 
MC 84728, Sub. 18—Safeway Trails, Inc, pre 
Washington, D. C., common carrier appli- tior 
cation. 
January 14—Washington, D. C.—Jt. Bd. 12: 3. The 
MC 107412, Sub. 1—B. & B. Trucking Co,, ? 
Seenane, D. C., common carrier appli inv 
cation. 
January 15—Allentown,. Pa.—Hotel Traylor— While 
Examiner Peterson: been ta 
MC 55846, Sub. 1—Delaware River Coach 
Lines, Inc., Phillipsburg, N. J., commong and ott 
carrier application. : 
sr —_ Ga.*State Comm.—IJt. 
MC 58885, Sub. 7—Atlanta Motor Lines, At 
lanta, Ga., common carrier application. 
MC_ 86157, Sub. 13—Southeastern Moto : 
Lines, Inc., Carrollton, Ga.; common car 
rier application. __LC 
MC 12363—Southern Travel Agency, Avg Californ 
gusta, Ga., broker application. bOverlan 
January 15—Atlanta, Ga.—State Comm.—it§ Ster Tr 
Bd. 203: Westlar 
MC 58885, Sub. 2—Atlanta Motor Lines, At. | 
lanta, Ga., common carrier application. Howare 
January 15—Binghamton, N. Y.—U. S. Ct-— SAD 
Examiner Proudley: San Frs 
MC* 79335, Sub. 2—T. Peaslee, Hancock, 
N. Y. eemm™on carrier application. 
MC 107493—Crispell Brothers, Slaterville 
Springs, N. Y., common carrier applica- 
tion. . * The W 
MC 29929, Sub. 2—Canny Trucking Co., Inc., 


Binghamton, N. Y., common carrier appll- 
cation. DIST! 


January 15—Birmingham, Ala.—Thomas Jef: W 


ferson Hotel—Examiner Stiles: Termin 
29406—Dorsey Brothers vs. B. & O. et al. 
29554—-Dorsey Brothers vs. A. C. L. et al. 
— ee Brothers and Dorsey Trailers 
vs. A. C. L. et al. { 
January 15—Boston, Mass.—New P. O. Bldg iCrooks 
—Jt. Bd. 189: Currier 
MC 17683, Sub. 12—Davis Oil Co., Keene Griswo 
N. H., common carrier application. Midlan 
January 15—Charleston, W. Va.—Fed. Bldg.—§ North 
Examiner Messer: Soo Te 


MC 7576, Sub. 2—C. L. Wright Trucking.§ Waken 
South Charleston, W.-Va., common carrier Wester 
apnlieation. 

MC 107055—Atlas Transfer Co., Hinton, W.B Federa 
Va., common carrier application. 

January 15—Chicago, Ill.—Sherman Hotel— 
Examiner Myers: 

MC 44104, Sub. 1—Zurcher Truck Line, Inc., 1 
Cozard, Neb., contract carrier application. Mead 

MC 106297, Sub. 7—Mid-States Trailer Trans ¢ 
port, Ine., Chicago, Ill., common carrié as 
application. ettit 

MC 107612—Edgebrook Riding Academy, 
Chicago, Ill., common carrier application. Great 

January 15—Cumberland, Md.—vU. S. Ct.—Ex 
aminer Dunn: “a 

MC 6751, Sub 2—Steinla Transportation Co., Indie 
Inc., Cumberland Md., common carrie! 
application. 

ssugeey ee Md.—U. S. Ct.—BJt. 

MG 78859, Sub. 7—Emery’s Motor Coacl 4,..° 
Lines, Martinsburg, W. Va., common cal 
rier application. 


January 15—Des Moines, la.—U. S. Ct.—Jt lowa 
Bd. 202: 


MC 24121, Sub. 2—W. Tapper, Webster City, 
Ia., common carrier application. 


January 15—Des Moines, la.—U. S. Ct.—J 
Bd. 54: 


Unior 
MC-C 840—L. Sparks, revocation of certifi a 
is 


cate. 
— 863—A. Thede, revocation of certifi 
cate. 


January 15—Des Moines, la.—U. S. Ct.—Jt 
Bd. 92: 


MC-C 799—Perkins Concrete and Lumbell Comm, 
Service, revocation of permit. 
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This Section has been designed to provide 


Publi} @ traffic and sales managers with con- 





tisers in this Section to companies known for . 
their integrity, TRAFFIC WORLD assumes no 


If no address is shown under the heading 
“Facilities,” the location of the warehouse is 





Ilwaco veniently organized information about the responsibility for dealings or service. I¢ the same as that shown for the office. In case 
| merchandise and cold storage warehouses in requests, owever, that any misrepre- the facilities consist of several units, the loca- 
Shenon§ the principal distribution centers of the sentation or unsatisfactory experiences, tion of each unit is usually shown. 
; Lines country. should they arise, be reported. The fact 
applica, . ‘ that certain warehouses are not listed here is 
Admission of an advertiser to this Section aaa Sd insurance rates: The rate shown is the 
nber off indicates: ae EOnee Ot Gy ie = responsible. lowest charge per $100 per year—100% cov- 
Symbols and Abbreviations: Copy has erage unless otherwise specified. 
igh Valg 1. That the company operates a warehouse been kept free from any except standard 
ron and that specializes in serving the needs of abbreviations. Four symbols are used to ' , 
land, large industrial shippers. provide a ready reference to the types of Floor Load: Indicates range or maximum 
ig.—Ex 2. ‘That information is kept up-to-date— services offered. weight capacity in pounds per square foot. 
ls, Ine, provision has been made for the correc. * Merchandise warehouse 
= tion of data each month. O colds is Use this Guide as an Index to Your 
Bd. 21 3, That-the advertisers have been carefully - a ae Warehouse Files: Since this Guide is re- 
val o investigated. o Both a cold storage and merchandise stricted to warehouses that specialize in serv- 
»? warehouse ing major shippers, it becomes an automatic 
‘raylor—§ While every reasonable precaution has D Water dock facilities index to your warehouse reference files. The 
r Coach been taken—including the checking of bank H inclusion of basic data in every listing makes 
commong and other references—to restrict the adver- Household goods possible effective preliminary selections. 
mm.—Jt. e . 
ae Geographical Index of Merchandise and Cold Storage Warehouses Serving Key Distribution Areas 
cation. : NEW YORK—Page 5 
ond] © CALIFORNIA MARYLAND Baltimore & Ohio Stores, Inc. Pabemeace gl 
ANGELES—P : esuiinale S—Page 
ae om ya Te Te * ee ate Poston Warehouses 














sOverland Terminal Whse. Co. 
Star Truck & Warehouse Co. 


mm.—t. Westland Warehouses, Inc. 





dines, At: OAKLAND—Page 2 
ication. Howard Terminal 
S. Ct- SAN FRANCISCO—Page 2 
San Francisco Warehouse Co. 
Hancock, 
yn. 
laterville COLORADO 


- applica- 


Co., Inc., 
ier appll- 


DENVER—Page 2 
The Weicker Tfr. & Stge. Co. 


DISTRICT OF COLUMBIA 


WASHINGTON—Page 2 
Terminal Stge. Co. of Wash. 


ILLINOIS 


CHICAGO—Pages 2-3 
\Crooks Terminal Warehouses 
Currier-Lee Warehouses, Inc. 
., Keene Griswold-Walker-Bateman Co. 
tion. Midland Warehouses, Inc. 


mas Jef: 
. et al. 
» et al, 
r Trailers 


O. Bldg, 











1. Bldg.—™ North Pier Terminal Co. 
Soo Terminal Warehouse 
Trucking.® Wakem & McLaughlin, Inc. 
yn carrier’ Western Warehousing Co. 
PEORIA—Page 3 
inton, W.— Federal Warehouse Co. 


 Hotel— 


sine, Inc:, 
plication. 
ler Trans 
yn carrie 


INDIANA 
EVANSVILLE—Page 3 
Mead Johnson Terminal Corp. 
FORT WAYNE—Page 3 
Pettit's Storage Warehouse Co. 


Academy, HAMMOND—Page 3 
plication. § Great Lakes Warehouse Corp. 
. Ct.—Ex INDIANAPOLIS—Page 3 
atten Gi: Henry Coburn Stge. & Whee. Co. 
—— Indiana Terminal & Refrigerating Co. 
3. Ct.—Jt. IOWA 
CEDAR RAPIDS—Page 3 
we Cae American Trfr. & Stge. Co. 
WATERLOO—Page 3 
: ct.— lowa Warehouse Co. 
eter Ce KENTUCKY 
3. Ct.—J _ LEXINGTON—Page 3 
Union Transfer & Storage Co. 
of certifi _ LOUISVILLE—Page 4 
of certifi Louisville Public Warehouse Co. 
. coe LOUISIANA 
NEW ORLEANS—Page 4 





d Lumber 






Security Storage & Van Co. 








Commercial Terminal Warehouse Co. 


Camden Warehouses 
Terminal Whse. Co. of Baltimore 


MASSACHUSETTS 


BOSTON—Page a 


¢Boston Tidewater Terminal, Inc. 
Hoosac Storage & Warchouse Co. 
¢Merchants Warehouse Co. 


MINNESOTA 


MINNEAPOLIS—Page 4 
Minneapolis Terminal Warehouse Co. 
ST. PAUL—Page 4 
Midway Terminal Warehouse Co. 
St. Paul Terminal Warehouse Co. 


MISSOURI 


KANSAS CITY—Page 4 

Adams Transfer & Storage Co. 
&Crooks Terminal Warehouses 

Merchandise Warehouses, Inc. 


ST. LOUIS—Page 5 
S. N. Long Warehouse 
Rutger St. Warehouse, Inc. 
St. Louis Terminal Warehouse Co. 


NEW JERSEY 
ELIZABETH 
¢Bayway Terminal Corp. 
JERSEY CITY—Page 5 
Harborside Warehouse Co., Inc. 
NEWARK 
@Newark Tidewater Termina 


NEW YORK 
BUFFALO—Page 5 


¢Keystone Warehouse Co. 
The Lederer Term. Whee. Co., Inc. 





ROCHESTER—Page 5 
B. R. & P. Warehouse, Inc. 


OHIO 
AKRON—Page 5 
Cotter City View Storage Co. 
CINCINNATI—Page 5 


The Baltimore & Ohio Whse. Co. 
Cincinnati Merchandise Whses., Inc 
Cincinnati Terminal Warehouses, Inc. 


CLEVELAND—Pages 5-6 


The Lederer Term. Whse. Co. 
National Terminals Corp. 
The Otis Terminal Warehouse Co. 


COLUMBUS—Page 6 
The Columbus Terminal Whee. Co. 


TOLEDO—Page 6 
Great Lakes Terminal Warehouse Co 


PENNSYLVANIA 


PHILADELPHIA—Page 6 
@Merchants Warehouse Co. 
Pennsylvania Whsg. & Safe Dep. Co. 
Philadelphia Piers, Inc. 
Terminal Warehouse Co. 
PITTSBURGH—Page 6 
Kirby Transfer & Storage Co. 
SCRANTON—Page 6 
Quackenbush Warehouse Co. 


SOUTH DAKOTA 


SIOUX FALLS—Page 6 
Wilson Storage and Transfer Co.. 


DISPLAY ADVERTISERS 


4 See listing in this section—also display advertising in this and other issues. 


¢See display advertising in other issues—no listing in this Section. 


United Warehouse & Terminal Corp. 


TEXAS 
DALLAS—Page 6 


The Dallas Trans. & Term. Whse. Co. 
Interstate-Trinity Warehouse Co. 
Koon-McNatt Storage Co. 


, HOUSTON—Page 6-7 
Federal Warehouse Co. 


Houston Term. Whse. & C. S. Co. 
Patrick Transfer & Storage Co. 


UTAH 
OGDEN—Page 7 
Western Gateway Storage Co. 
SALT LAKE CITY—Page 7 
Security Storage & Commission Co. 


VIRGINIA 
NORFOLK 
@Norfolk Tidewater Terminals 
RICHMOND—Page 7 
Brooks Transter & Storage Co., Inc. 


ROANOKE—Page 7 
Roanoke Public Warehouse 


WASHINGTON 


SEATTLE—Page 7 
Eyres Transfer & Warehouse Co. 


TACOMA—Page 7 
Pacific Stge. Whee. & Dist. Co. 


‘WISCONSIN 


MILWAUKEE—Page 7 
Hansen Storage Co. 
National Terminals Corp. 
National Warehouse Corp. 
Terminal! Storage Co. 


CANADIAN SECTION 


QUEBEC 


MONTREAL—Page 7 
St. Lawrence Warehouses, Inc. 


WAREHOUSE 


Serial Page 66 California 


LOS ANGELES, CALIF. 
California Warehouse Co. 
Established 1915 
W. E. Fessenden 7 1248 Wholesale St. 
Owner and Manager Tel.— Trinity 2211 
ACILITIES— 


30, = 9 ft. steel-concrete const. 
S A.D.T. sys. Ins. rate 


f®pace available 
non-congested pBiwy 
ASSOCIATI ONS—A.W.A., Amer. Chain of Whses. 


LOS ANGELES 21, CALIF. 
Overland Terminal Warehouse Co. 
Established 1931 tacorporated 


Gordon Ross ye 1807 E. Olympic Bivd. 
Vice Pres.-Mgr. Tel.—Trinity 1146 


PACILITIES—426,398 sq. ft.; f, steel on 
ee ae Floor load, bs0 tee a 
A. D. » Ins. Tate, 10.8c. 


cap., Be... ; free swi 
fic. Sheltered Motor Plat., 
TURES—Bon 


SERVICE FEA’ 
Pool car dist. Motor 


Rooms—cheese, dates, nuts B32.40°), 4 com- 


nodities at 41° up. Candy storage. Display 
coms and offices—convenient to business district. 
TED with Crooks Terminal Warehouses 
Inc., Chicaao,: Kansas City and New York. 
Watch Pian agg acy meee ae on 


LOS ANGELES, CALIF. 
Stor Truck & Warehouse Co. 


Established 1892 


E. S. Stanley + 1855 industrial St. 
. Tel.—Mutual 9141 
ngage = yg con- 


n. Ins. rate, 11.7c Wom) Siding 
switch. 


. R. R. Com. 
Very cool basement for candy, "etc. § 


. elec, liances. 
. equipment. tor term. 
stribution Service, Inc 


Distribute Products 
in 32 States 


TRAFFIC WORLD shipper 
subscribers distribute their 
products, on the average, in 
32 states—44.1°% distribute 
in all 48 states. It is because 
of this widespread distribu- 
tion that 69% of these sub- 
scribers use an average of 
23 warehouses. 


Colorado - 


LOS ANGELES, CALIF 


Westiand Warehouses, Inc. 
Established 1923 


G.G. Franklin ye 4814 Loma Vista Ave. 
General Manager Tel.—Latayette 1101 
FASE — 352,355 aq. a ‘Tipepeeet, reinf. 


mc. Sprinkler Sys. W. a. ee lc per mo. 
Siding: rh A. Junc. pry Free switch.: 


T. & ro & P U.P ond PE. Rect 
Motor truck platforms. 


SPECIAL SERVICES — a om. ey mot. 


ASSNE.—A.W.A- CW t LAWAS rk ASC. 


AKLAND, CALIF. 


Howard ae 
Established 1900 
H.D. Muller, Whse.Mgr. yeDP) 95 Market $i St. 
W. 8B. Walton, Whse. Supt. GLenacourt 4722 


ee er owner; Firepf. brick and steel 
const.; max. fl. 550 ibs.; sprinkler; Bot watch.; 
A.D.T.; ins. 12c to 23¢; sidings S.P.,A.T.6S.F., W.P. 
Ry., Howard T.Ry., 70 cars; free switch; tr. 8 
60 trucks; 4 water docks, 400 ft. , draft 
SERVICE FACILITIES—U.S. Customs 

car distr.; motor terminal; 


+ Consolidated rail and water carloads. © 
MEMBER—A. W. A.; Calif. W. A.; S. F. W. A. 


SAN FRANCISCO, CALIF. 


San Francisco Warehouse Co. 
Established 1899 ; Incorporated 


Henry F. Hiller * 605 Third St. 


President Tel.—Sutter 3461 
Specializing in the storage of general merchandise 
and liquors,—drayage and pool car distribution. 
FACILITIES: Operating Continental Warehouses, 
625 Third St., Security Warehouses, Spear & Folsom 
Sts., North Branch Warehouses, Beach & Hyde 
Sts.,—all on railroad sidings 

MEMBER: American Warehousemen’s Assn. Rep- 
resented by Distribution Service, Inc. 


DENVER, coto.- 
The Weicker Transfer & Storage Company 


Established 1899 Incorporated 


R. V. Weicker * 1700 Fifteenth St. 
President Tel.—MA 3221 


hold goods stored. Pool car distribution. Motor 
freight term. Statewide motor frt. service daily. 
REP’ BY — Distribution Service, Inc.; 

American Chain of Warehouses. 

ASSNS.—A. W. A.; Colo. Tir. & Whsemen’s Assn. 


WASHINGTON, D. C. 
The Terminal Storage Company of Washington 


Established 1903 Incorperated 
W.E. Edgar ye First & K Sts., N. E. 


Manager Tel.——Metropolitan 4685 
FACILITIES—10 buildings, 243,000 sq. ft. of which 
130,000 aq. ft. is of construction. Private 
ey hE Floor load 250-600 lbs. Sidings, B. & 


Oo. 3; Capacity 20 cars. Motor platfo: 
= ‘30 trucks. 
SER gk my tenn car distributors. Local 
oe poco for 
ON—A. we A. (Mdse.). 


HICAGO, ILL. 


Currier-Lee Warehouses, Inc. 
Established 1913 


Soe ; sate oe 427-473 W. Erie St. 
Tel.—Superior 9066 
FACILITIES 250000 . fits hoary 
A.D.T. § ane 3 watchm 
" on CN M. St. P. & P. 
latf.; oa" 
: State; 
U. dist. Motor freight 
term. term. Space for lease: Ray" Office. Financial 


NS Ott ee — rooms. 
ASSNS.— (Mdse.); idse. Whsmn. 


SECTION 


District of Columbia 


IMinois Warehouse Section Page 


CHICAGO 7, ILL. 


Crooks Termmal Warehouses 


Established 1913 *D Incorporated 


433 W. Harrison St. Tel.—Wabash 4070 


Harry D. Crooks, President 


New York Office 


George G. Roddy 271 Madison Ave, 
Murray Hill 5-8397 


South Side Warehouses—On the Beit Ry. of Chicago 
adjacent to Great Ciearing Interchange Freight Yard. 


Facilities 


@ Downtown Warehouse, 417-39 W. Harrison &. 
ae get opposite main post office): 100,000 sq. ft; 
rick and reinforced concrete const.; Floor load; 
300 lbs. Siding on C. B. & Q,,; capacity 75 cars, 
Tunnel connection. 50 truck loading doors. 


Burlington 14th Place Warehouse, 429-49 W., 
t4th Pl. (adjacent to downtown district): 90,00 
sq. ft.; Brick and reinforced concrete const.; Floot 
load, ‘300 ibs. Siding on C. B. & Q. R. R. 


@ 35th St. Warehouse, 2704-44 W. 35th St. (Cen. 
tral location, near Chicago Stock Yards), 150,000 
sq. ft.; Brick, mill and concrete const.; Floor load, 
300 lbs.; Sprinkler s.; Served 7< Santa Fe— 
1, C.—Penna.—C. R. & I. and 1. H. 


@ South Side Warehouses, 5817-5967 W. 65th St. 
(especially adapted to in-transit storage): 350,00 
sq. ft.; — mill and concrete const.; Floor load 
200-500 Ibs. ; Sprinkler sys.; Siding on Belt Ry. ol 
Chicago; capacity, 60 cars; direct rail with own 
South Chicago dock. 


@ South Chicago Waterfront Warehouses, 103rd 
St. and Calumet River—West Bank: 60,000 sq. ft, 
Steel const.; Floor load, 250 lbs. Siding on Belt 
Ry. of Chicago; capacity, 50 cars. Water Dock: 
Length, 1500 ft.; draft, 20 ft. 


Service Features 


Bonded: U. S. Customs; State. Pool car distribu 
tors. Motor transport service available. Equip 
ment for handling any type of vessel or barge, 
pilus storage facilities. L.C.L. trap car service. 


Associations 
A.W.A. (Mdse.); Ill. Assn. Mdse. Warehousemen. 


Watch Display Advertisements on 
Inside Front Covers! 


CHICAGO, ILL. 


Griswold-Walker-Bateman Co. 


Incorporated * 1525 Newberry Av 
Roy C. Griswold, Pres. Tel.—CANal 2 
FACILITIES—Prop.owned. (1) 1530S.Sangamon 
120,000 sq.ft.mdse.& 30,000 cu.ft. cold stge. (2)! 
S.Peoria t.; 150,000 — mdse. Both whse.; Firep 
rein. gon.co const.; fi.1¢.25 Sprinklers ps pvt.watchj 
A.D.T.; .10c; sid. on of EN. ,B.&0. 
C.T. Ry., > cars: free switch.; cov. Pad 2 truck 
SERVICE FEATURES—Lic. under U. S. Whse. Act 
bonded; U.S.Int.Rev. U.S.Customs; State; pool & ca 
distr.; Co. oper. 6 trucks; Stge. and office sp 
REPRES 4¥iowr Distribution, Inc. 
MEMBER—A. W.A.; Ill. Assn. of Mdse. Whseme! 


A Wonderful Service 


“You have been and are providing a 
derful service. We therefore use Merché 
dise Warehouses for the convenienct of 
tomers for storing excess stocks or 
goods, and for distribution’ purposes."—T 
fic Manager, Owensboro, Ky. 





